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I NTRODUC. TlUN 


1,01 The Study Team on Railways was constituted 

under the Administrative Reforms Commission's Notification 
dated 21-9-1967, reproduced belows- 

"The Administrative Reforms Commission 
hereby appoints the following persons 
to constitute the Study Team on Railways — 

1. Dr. H.N. Kunzru, Chairman 

Sapru House, 

Ne v< pelh^. 

2. Shri P.C. Bhattacharya, Member 

62-C, Ballygunj, 

Circular Road, 

Calcut ta-IS. 

3. Shri G. Pa.nde, 

7 - Park Lane, 

L ucknow . 

4. Shri K.B. I-Iathur, 

C-83, New Delhi South 
Extension, Part - II, 

Now Delhi . 

6. Shri P.L. Tendon, 

Hindustan Lever Ltd., 

Lever House, 

165/166, Backbay 
Reclamation, 

6. Shri P.C. Mathew, 

48, Lodi Estate, 

New Delhi . 


.. Memhe-f 


,. Member 


.. Member 


• • Member— 
Secretary 


The Study Team will examine the adminis- ' 
trative and financial arrangements for 
the working of the Indian- Railways, 


lo c at e,,.. 
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locate the principal problem areas, 
and make recommendations with a view 
to building an administratively 
efficient anu financially sound system 
that would provide adequate and 
economical transport to the country. 
The Study Team will submit its 
report as early as possible." 


Shri P*0. Mathew, on appointment as General Manager, 

Forth Eastern Railway, was replaced by Shri G.P. Carrier, 
Additional Member (Works), Railway Board on 15-12-1967. 
1.02 The wide terms of reference have necessitated 

a careful examination of various organizational aspects, 
operational efficiency, financial structure, personnel 
administration, marketing development, customer satis¬ 
faction and certain other facets of railway working. 

In this task, wo have taken into account the reports 
of the Indian Railway Enquiry Committee, 1947, the 
Railway; Accidents Committee, 1962, and the World Bank 
Goal Study Team, 1965. 


1.03 Of all oho public undertakings in this country, 

”=»■’!!ways have the biggest impact on its general economic 
developmentj equally so, dr.es the rate of growth in the 
various sectors of industry ana agriculture affect the 
financial viability and economic soundness of the railway 


system 





They have 


system, xne Kaliways have a good record, 
stood the test of two emergencies in the recent past 
and have bean contributing substantial sums to the 
General Exchequer, The rate of growth on the Railways 
since the advent of planning-has been phenomenal. 

During this period of 17 years, a capital investment 
of Rs.2143.9 crores was made ana their capital at 
charge as on 31-3-1968 stood at Rs.2991.6 crores. 

The contribution to the General Exchequer in the 
form of dividends during these 17 years was 
Rs,1163.33 crores. In addition to this, the Rail¬ 
ways contributed to the Revenue Reserve Fund and 
Development Fund an amount aggregating to about 
Rs. 309 crores. In the last two years of economic 
recession, the Railways had, however, to withdraw 
funds from their Revenue Reserve iVmd in order to 
meet their dividend obligations fully, 

1«04 The Indian railway system in the second 

largest among the nationalised railways of the world 
and, with its annual revenue of about Rs.769 crores, 
it is the largest industry in the country employing 
about 1s36 million people. About 10,000 trains are 
run daily, carrying 2,191 million passengers and about 
200 million tonnes of goods in a year. The Railways, 
therefore, play a predominant part in the transport 
of passengers and gooes in the country. The soundness 
and continued financial viability of such an organization 



-4 


is naturally of the utmost importanee'feo the economy 
of our country, 

1,05 The Study Team held its first sitting on 

16-10-1967, when the late Shri H.'C. Kathur, Member, 
Administrative lie forms Commission, gave the background 
of the appointment of the Study Team, The general line 
of action was then planned. The Team thereafter held dis¬ 


cussions with the General Managers one principal officers 
of the 9 zonal railways and the 3 production units. The 
working of the Research, Designs & Standards Organization 
at Lucknow and the Railway Staff College at Baroda was also 
gone into in some detail. Some of the important marshalling 
yards were visited and the problems of these major transpor¬ 
tation centres were looked, into. Since port development plans 
and the capacity of port terminals have a direct effect on 
railway operation, some of the major ports were also visited. 
The development and manufacture of sophisticated signalling 
items and tele-communication items are so vital for the 
modernization of operation ane safety arrangements that the 
Team visited the Indian Telephone Industries at Bangalore 
and some other principal manufacturing units. Details of 


the itinerary of the Study Team on. Railways are shown in 
innexuro I/l, 


1,06 The views of the Rational Fedora 

Railwayman ^rd the 'll-India Railwayman's 
sought and detailed discussions were held 


tion of Indian 
Federation were 
with them* 


The 



The Study Team received deputations and memoranda from 
various bodies like the Officers' Associations, the 
Chambers of Commerce and Industry ana State Governments. 
1.07 In malting our recommendations our prime 

object has been to see that the railways function as a 
sound industrial-cum-commercial undertaking, producing 
and selling transport to the customers' satisfaction 
and promoting the economic development of the country, 

A rational and healthy growth of the railways on sound 

*r 

business principles is therefore vital to the country's 
economy. 

1.08 The Railways are a very complex organization, 

with a large number of technical and non-technical 
departments. In the limited time at our disposal, it 
was not practicable for the Team to look into all the 
aspects of railway working in groat detail. Yet an 
earnest endeavour has been made, using all the materials 
available, to cover fairly comprehensively the task 
assigned to the Study Team by the Administrative Reforms 
Commission. While the conclusions and recommendations 
contained in this report may not be all-embracing, the 
Team hopes that the implementation of those recommen¬ 
dations will result in the increased efficiency and 
greater financial soundness of the Indian Railways. 
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1.09 AGKN0WLED93LIBNTS; It is a matter of great regret and 
sorrow to us that Shri H,C, Kathur, who ‘cools sreae inoeroSo in 
the work of the Study Te -m on R " i iw-y s, oxpircci during unc i/^nui- 
of the Study Team. Wo pi nee on record our high npprocintion of 
the encouragement, the Study Terra received, from aim. 

We .ore thankful to the Gcnor-1 Managers of Railways and 
their officers for the courtesy they extended to us ond for express¬ 
ing their views freely ond frankly, which enabled us to appreci¬ 
ate fully the reel nr.turo of the problems concerning the railways* 

We el so thank the National Federation of Indian Rr.ilwo.ymen 
rnd the All-India Ro.ilwnymen* s Federation for meeting us ana 
expressing their views. We must also acknowledge the courtesy 
that has been extended to us and the information furnished to us 
by the various Port Authorities, the Indian Telephone Industries 
and the Durgapur Steel Plant authorities. 

We are thankful to the Comptroller and Auditor General of 
India -nd the Secretary, Ministry of Works, Housing 6c Supply for 
deputing their officers for giving us the benefit of their views. 

■7c also w. ah to express our thanks to thv Chairman and 
Members of the Railway Board for the courtesies shown, the 
facilities extended and the information placed at our disposal. 

Wo arc -Iso thankful to the Minister for Railways for 
giving us an opportunity to me-t and. discuss matters with him. 



SmSgSLzJL 


B A L-fcJLAJC BJLJULE 


2.01 Railways are the largest public ‘sector 


undertaking' in the country, having rn ihyoati?^n.t 
of rs. 2,99;1*6 crortts up to 1967-§8r* •» ihv »* 

a, matter of importance that their a&fcinis-tiiatiW 
machinery should, be so organised ah to a$&eye 
the objectives of ‘the railway policy ,■{. WhW* 


to serve the needs of a i f asir 



ahd a grovfir^populstidm; T^thSitb^.i^^fert44 
concentration in old and new. utfb at swattid# r 
-meat the challenge, posed ‘ by the e^r^srion'. 
transport for the’ carriage of 
goods. In doing so, full advantage,'- 
of the new tools and. ta cliques fc r toaages^nt,*. Ilk£ 
improved communications, computers*, work, studies 
snd operational research. It is equallyimportshfo that 
the managerial personnel running the, adTs^nistra-tifte 
'machinery should be technically 
with quailties of leadership f ; p£0g4rif*t$^3^fg 
and fully-satisfied with their poulti^fcr 


2.02 Before giving an account of the results 
cf our Scsrrtiny of the working bC the 1 S&1&R8& 
Board and our suggestions concerning, its 
rocrrstmls«.t_i_or_ t it will'bo worth-while vglWjGtS tbSt 

»-*.bhckjau»rid: 




background of tho gradual development or the top-most 
railway authority, ar? it existed at the begiixnir.g of 
tho present century to the present pattern of the 
Railway Board* 

2*03 Upto the boginning of tho present century, 
Railway matters were dealt with in a branch of tho 
Public Works Department, It was found that the 
secretariat methods were hampering tho work of the 
Railway branch, which was highly technical in nature 
and re-organisation proposals were, therefore, framod 
with the help of an export from the U,K» AS a result, 
in 1905, a Railway Board was framed with railway 
exports - as its mombers. In matters requiring the 
sanction of tho Government, the Board had to report 
to the Commerce Ministry, This arrangement also did 
not prove sufficiently expeditious in the disposal of 
business and, therefore, in 1908 the Railway Board was 
converted into an autonomous department and full 
powers were vested in the Chairman, who was designated 
as the President, with powers to over rule his 
colleagues. He was also given direct access to the 
Member of the Executive Council Concerned and to the 
Governor General, In 1914, the principle followed so far 
of choosing tho President and all the Members .from the 
Railways was rolaxcd, as it was felt that the importance 
of tho financial and ccaoaercial considerations made it 

'•♦♦^.desirable 
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desirable that an outsider with commercial and 
financial experience may be appointed* By 1220*, this 
experiBwPt of i,n outsider having preyed unsatisfactory* 
it was decided that the old policy of having Members of 
the Beard with Railway experience was the better 
solution* 

2.04 The A.cworth Coraa5ttee (1921*2?^ iwoommenaad 
that the Board bo reorganised and the President, be* 
designated as ; the Chief Commissioner}. £JtB 
Adviser as the Financial Gommissidner; end 
regional Commissioners appointed 
and Madras, in'lieu of the Memoirs* 

Board in the management of the ra41w>y.9^ ! gs 
of the. Committee- 1 a above re commend«tibhi, the 
Financial Advisor f s post was replaced in 1024: by 
that of the Financial Commissioner, who exercised all 
the puwors of tho Government of India in matters of 
finance. The President of the Board was also 
re-designated as Chief CommisSionor, w£$ 

mado an ex-officio Secretary to the 
India and was.given the solo responSlb^iity 
advising tho .Government on mf.tters Of RhilWSJd 
and givon powers to. overrule his colleagues in 
Railway Beard * The recommendation to replace the 
Members by throo regional Commissioners was, 
howauor, not accepted and tho Members continued tp 


i«* -«-* t be 



bo- designated. as sack, and furc tcvrvJi in the past. 

2*05 In 1950, tho post of Chi .01 oommissloner ■was 
hold in abeyar 00 , A functional Member was to be tho 
Chairman to co-ordinate the work without tho power 
to ovorrulo his colleagues and tho Board was to 
advise tho Minister as a corporate body. The Financial 
C-:tu isrionoy retained his original position* 

2*06 In 1954, the Chairman of the Railway t.oarxl 
was again accorded the same powers as the Chief 
Commissionor of overruling his cpllGhguefe and ? h«* 
assisted by the Members, was also vested 
sole responsibility of advising the Government* 
technical policy. 

2*07 The distinctive feature of the 
of the Indian Railways, as it is functioning how, rs 
that there is a central controlling authority, 
co-ordinating the functions of the various zonal 
railways end ensuring planned development of the 
railway system, taking into account the ; au??xtJV shjSs 
in tho various pares of the country. The rati 
function as a department of the Government.’iit 'the? 
Ministry of Railways and the Railway Board fifOrhlotis 
as its Secretariat and also as tho top-oK^cUtivO- 
and policy making b&dy e The structure and constit^^cn 
of the Railways have been evolved over a period of 
years, based on the experience gained from time, to 
tine. The Railways, unlike any other public sector 

m .undertaking 



undertaking, have their operations spread ovor the 
length and breadth of the country, affecting 
practically every citizen and having an impact on 
all other sectors of the economy# They servo the 
public through more than 7y.000 Stations end run 
more than 3,000 passenger trains a day, carrying 
about 6 million passengers. Being a public utility- 
concern, with such a wide impact on the Ilfo of the 
Railway matters naturally evoke considerable 
interest both in Par!Bai|ent and outside# 

2.08 The present arrangement by ‘Which 1 the top 
executive body, namely the Railway Boards consisting 
of experienced railway men, who have workediih-..the 
field in various capacities and have gained;.intimate 
and expert knowledge of the complex working of the 
Railway system, functions as the Secretariat to the 
Minister has stood the test of time! Both for 
co-ordination with other Ministries, aftd for 
Parliamentary work, this arrangement•<makes.slya-^'bie 
to the Minister a Secretariat wiiiii first-hand 
knowledge of railway working, which give Si ddVifee 
directly. Any ether-arrangement -would have 
necessitated an intermediate tier which may be 
lacking In the necessary expertise to-, grasp the 
complicated problems. This co-ordination becomes 
particularly vital,- considering the part the 
Railways have to play in connection with the national 

#> ,scaurity .i". 



security, during emergencies and during certain emergent 
movements as during last year's -food movements to Bihar* 
The soundness of tho structure and the important part it 
plays in crises were evident during tho Emergencies in 
1962 and ltC5« lee Railways, in future too, have to 
continue functioning in the same and greater strain, 
considering the reed for overall railway development to 
cater to the rapid industrialisation of the country* 
Developmental plans have to be coordinated with'the 
Planning Commission and with other-Ministries c J the. 
Central and State Governments, and for all thie- the 
presont structure where the Railway Board - combines--both 
tho executive and Secretariat functions, is the-test 
arrangement possible* Wo are of the opinion' that: in -thd 
interest of Railways th@ present arrangomc^nts.-fibiJiTd 
not be changed. 

2.09 Tho Railway Board consists of a Chairman; and 
four Members, all of whom are given the r&ik of 
ox-officio Secretaries to the Government of Ihdi^* The 
Chairman is designated as tho Principal Secrethr^* rgiph 
of them, including the Chairman, is incharge of; a 
pn-tfolio. The existing distribution is as follows 

Chairmen * • .GOner-al 

T'*?r,si:.->rua c h: n, Commercial: r 
Seouri. ty, Pnlslic Relations 
and Planning* 

Finance, Budget, Efficiency 
Bur ecu, Statistics' and 
Economic Cell. 


Financial 

Commiasicncr 


A* « 



Member 

Engineering 
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.... Civil Engineering, Signalling 
and Tel s oo rurim i cc, 11 on a, 
Reaoarch, Designs & Standards 
Organisation. 

Member ... Mechanical and Electrical 

MdcV-anienl Engineering and: i» teres. 


Mentor .... f GTKsm*}- natters? 

S toff roor" i trier, t c ? • gr sotted 

ofi-i-cord; and training and 

sipilhiica. 


They are assisted by 5 Auditienal Mortars who are 
in the grade of zonal General I'm *Thesa potts 
were created to relievo the MCnbors d.i’: tiioir iionvy 

« 

work by having a clear cut demarcation; rf .woi-^hacd 
onsibilities between Members and the AddbbJianal 
Members so that the latter-.mav ^f^ ^ .hotihrv^!I>^3•o^f»3r*^a^l5. 
independently. luhile the Members sro'rot :dehMif1d 
from ecaninlng any subject entrusted- tr: the, v iUldr^tlopril- ; 
Member, or from utilising him in any other way, 
it was contemplated that this would not be dong!.. 

Any overlap of functi.ons, which nay have crept 
in, should be eliminated so that, in' their 
respective spheres, the Additions 1 , Memhera-' 
function as though they had the powers! -Qf va.Kiscfbeiri 

2.10 We have given consideiv nlo thought-to: ithd 
con ti tut ion of the* F.aMwsy Board and are: of fchsft 
infinite opinion that the Chairman should be rel^e-vod 
of his functional .responsibility He should 
coordinate the activities of tho Board, ensure, team 
work. end think over the larger: problems of operation, 

^..planning 
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planning, economy and development,,- It is, therefore, 
necessary that an additional post of a Member should 
be sanctioned for enabling this to be done. The 
Chairman should be a railway man with a comprehensive 
knowledge and experience of railway working. He 
should be one who has distinguished himself by sound 
judgement and capacity for leadership. It is not 
necessary that he should be the- senior-most Member 
or even a Member of the Railway Board at the time of 
his appointment, An outstanding General Manager of a. 
Railway, possessing these qualities, should be equally 
eligible for this appointment. This appointment should 
be the result of a positive and careful act of selection 
and the person selected should be the best Railway 
officer available* The Chairman and Members of the 
Railway Board are the personal selections of the Minister 
of Railways. V/e are of the opinion that the Chairman 
should be consulted by the Minister when he selects the 
Members of the Board, v/e also wish to add that there 
need not be any embargo on the selection of a railway 
officer other than a General Manager for the post of a 
Member, Railway Board, if he is exceptionally brilliant, 
and his name is already included in the panel for 
General Managers. 

2.11 Normally every Member should function freely 

in his own sphere, except where a question impinges on 
the functions of another Member when concurrence of the 
latter will be required before orders are issued. However, 
while holding discussions with other Ministries or Labour 


I • • 


or other 
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or other oucside organizations, the Chairman ahcula 
be - unsuited on import arit matters on which dcois:>or’s 
hevo to be tekcru 'Ispoxn^rrc niau'oors ox policy 3 
major decisions regarding development, investment, 
budgetary allocation, etc. r -should be jointly dis¬ 
cussed in the Board meeting. The Chairman should 
continue to have the powers to over-rule the Members 
of the Board. In other words, the chairman should 
continue to exercise the same powers ns the Chief 
Commissioner of Railways used to o before 1851, 
in accordance with the decision of the Railway 
Minister, late Shri Lai Bahadur Shastri, in 1355, 

The chairman is responsible to advise' the Railway 
Minister on all important policy matters. -Tt is 
also his responsibility to keep the Minister 
informed of all important developments• The 
Finnnc?a! Commissioner has, at present, the power 
to veto any new item of expenditure. In our 
opinion differences between the Financial Commi- 
-ssicior and other Members on financial matters 
should be discussed at the Board meeting and 
resolved there. If, however, the Financial 
Commissioner is unable to agree to the consensus, 
he seou.lt retain the existing right, of placing 
the matter before the Railway Minister and the 
Finance Mi ureter-. 


2.11 


C • • a « 




2*12 Vo do not think th-t the designation 

1 Financial Commissioner 1 is appropriate* It enme 
About as a result of the rcoo amend-'tions of the 
Aeworth Committoo when th«. hood of the Railways 
ues designated ns Chief Commissioner end the 
other Members sero to be designated "s Oommiss- 
-loners. In tho oh^nged context f the desig¬ 
nation should be altered to Member) PinnnoO) in 
line with thsfc of the other Members* 

2*13 Vo have Also considered the matter 

'•s to whether tho Members of the Hallway, 
Including the Financial Commissioner) should 
continue to have tho rank of o3&-officio Secre¬ 
taries to the Government of India. Since epch 
Member functions independently in his own 
field and has, thoreforO) to dual and discuss 
with the other Secretnrios of the Government 
as "iso Parliamentary Committees) like the 
Rstlmates Committee and the Public Accounts 
Oounittoe, it is necessary that they should 
held this mr.k, in fret, we recommend that to 
conform to this pattern which obtains in other 
Ministries) the Addition;! Members should 
be given tho stetus of ezk-offJ slo Additional 
Secretaries and Secretary) Railway Board and 
Directors should bo given the status of 
awrfflalo Joint Secretaries to tho 
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to the Government of Incia. 

2.14 In regard to the number of Additional Members, 
we do not suggest any change, but would expect them 

to function independently so that the Members may get 
the necessary relief and have ample time to think, 
instead of being over-loaded with file work. 

2.15 The present tenure of the Chairman ana Members 
of the Railway board is 5 years but in practice no 
Chairman has held this office for more than three years. 
We have stressed in Chapter IV that selection to the 
higher posts like the Divisional Superintendents and 
Heads of Departments must be based on rigid tests of 
merit and that outstanding and promising officers in 
their early forties should be selected to such key 
positions so that they can step up to the higher levels 
of the hierarchy at a fairly young ago. Only by adopt¬ 
ing such a step, can it be ensured that the Chairman and 
Members can be brought to the Board early enough to 
avoid the need for granting extension to complete the 
tenure of 5 years. If need be, extension of service 
should be given to complete the tenure but there should 
be no renewal of tenure. The tenure of Directors 
should be 4 years and those of Joint Directors, 

should be limited to 3 years. 

2.16 The Railway Board should function as the 
top policy making body and should co-ordinate the 
developmental programme on Railways, in consultation 


with* «>•« 


* « 
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vj itii the Planning Commission ane other Ministries. In this 
respect, the Railways should retain their distinct identity, 
and, while working as a Department of the Government, the 
policies, practices and procedures in other Departments 
of the Government, which may not quite suit a commercial- 


cum-industrial undertaking like the Railway, should not 
be allowed to infilterate into the Railways* working. 

While Railways will have to act within the framework of 
the Constitution and the fundamental labour laws, enacted 
from time to time, Railways should not be fettered with 
modifications or circulars issued by other Ministries from 
time to time. In a concern where 13.5 lakhs of employees are 
working and where punctuality and customer satisfaction are of 
paramount importance, a disciplined staff, owing loyalty 
to the Administration is an absolute necessity and this 
can be ensurea only if the Railway Ministry has the free¬ 
dom for regulating the conditions of service and in afford¬ 
ing incentives to its staff, 

2,17 In respect of the^top executives, it is extremely 
necessary that they should have sufficient time to think 
and plan for the future and to attend to the major problems 
of railway working. The organization is basically sound, 
but we cannot help observing that the authorities at the 
higher levels have become too much engrossed in details 
of minor importance, with the result that they do not get 
enough time to attend to major issues. Much of it is due 
to questions raised by Members of Parliament, mostly on 


personal 
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porsonal matters, and tho attention that has new to be 
given to influential parties. Sven seat reservations 
in trains, arrangements for retiring rooms for parties, 
minor contract affairs etc* are being attended to by 
the Railway Board, not in isolated cases but 
regularly* We are also told that the Ministers in.; the 
Railway Ministry receive daily a largo .number 
from tho Members of Parliament. . .The bulk of these 
representations are in respect of infiitfidual cases 
involving transfers,promotion, seniority y etc*. <s* 
punishments given to themj fifteen: pei* 
representations deal with the provltioh of 
amenities like platforms, fo6t over-bridges^: 
aroealngs^and..in a few "cases construction of 
Only an..i n si gni ficant number relates to some 

t 

issues. Ml these hevo to be dealt with at 
highest level in the Railway Board, the zonal 
Railways and the Divisions* This results in the 
decisions taken on minor matters at lower level: 
being questioned and consequently the authorities 
at the lower levels lose initiative and lock* fbx 
guidance from above, & lack of confidence entail 
delay in taking decisions and sticking of 
-esi^oruii M-U tz. jrr^ar contacts ct the various 
lwvola of Railway administration, we found an 
umistakabla -evidence of *ho morale being at a low 
ebh and a s*n«rsl feeing t>^ frustration* 
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2*18 In this state of affairs, it can well be 
appreciated that an extensive organisation like the 
railways cannot be expected to function with efficiency 
and effectiveness,, It is significant that this feature 
had also been commented upon by the Railway Accidents 
Committee, Relevant extracts from their observations 
are reproduced below:- 

••Para 113 xxx xxx xxx 

We are informed by compe tent observers 

that at present the morale of the officers 

is at a low ebb. Although sufficient powers 

have been delegated at appropriate levels, the 

officers are reluctant to exorcise their 

discretion for fear of nobeing supported 

by the higher authorities, or their decisions 

rubbing someone who can enlist the support 

of some influential outsider. The Railway 

Unions add to this reluctance, because with 

their easy approach to higher echelons of 

authority, they may often succeed in getting 

the orders revised. Some executive officers 

prefer to lot things drift instead of taking 

positive action to control a situation. The 

result ts a wide-spread lack of action and 

the consequent indiscipline amongst the 

staff resulting from the impunity with which 

they can thus be permitted to indulge in 

wrong actions. Such mental hesitation and 

..indecision 



21 ' 


indecision amongst officers* whether Jnsti ed 
or not, have a corroding influence or. the 
efficiency of an administrative machinery* 

It is essential that conditions should bo 
created and fostered Under which an officer 
can function With confidence in himself without; 
being unnecessarily worried by the fear of 
getting into trouble for a bonafide 
A competent and experienced officer who 
occupied some of the highest positions on 
railways offered the following analysis, 
existing situation* ‘This state of nffcirp M 3 
result of interference with the exerci^'e 
proper authority in all grades* The 
this matter appears to be taken by meaibng^s of 
the highest soverign authority of theJLhnd 
the Parliament* It would appear that 
interference by Members of Parliament in 
punishments, transfers and promotions of 
staff is so wide-spread that the railway 
authorities feel completely frustrated, in 
maintaining any sort of discipline and itfoe 
less tough amongst them have up 

struggle -txs hopeless* It may be i t. is 
pn+y a small percentage of the. staff who 
are able to influence some Member of 
Parliament, and get him^to sponsor his 


>>• #>oas6 
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case successfully, but each such case 
breeds increasing contempt of authority 
and results in the utter destruction of 
scipline leading to indifferent 
performance of duties and consequent 
accidents^ Several senior and responsible 
officers of tho railways, in their 
evidence, before us, have cerreboreb^ tP® 
broad features of tho sitiiaUdklS'S! £iv$n 
in this outspoken anal 

XX Jfit xx 

"The witness, whoso evidence we 
quoted earlier, was also of the 
that ‘the desire to interfere .wiiQcut 
a sufficient reason in the actieh-. \oS 
lower formations has permeated the Whole 
structure. More often than not, in the 
hierarchy itself, such action originates 
at the suggestion of somc -; superior =er 
outside authority. Much of the 
energy of tho staff is spent in 
infructuoua. work like defending;: 
action .in a trivi nines 
case C,t dlsciol in ary action* 
uc? ons which should never hava been 
asKtad concerning such matters, adjusting 
't^imsAivea mentally palpably wrona 

exorcise 



exorcise of authority and intorferenco 
with thoir logitimato work* Those lead 
to negloct of more important and 
worthwhile work and ultimately to 
inefficiency* ,f 

2.19 The position instead of improving soems to 
have worsoned. Political interference in day-to- 
day working of the railways is having a soridus 
impact on the workload at all levels of manog*a»nt 
and is undermining discipline which is of purarjsurtt 
importance for efficiency and safety. It takes 
continuous effort and a long time for discipline 
to he built up hut it can bo disrupted in very 
little time. We realise that the environment in 
general have also been unfavourable. While thoro-may 
be no direct link botweon the growing indiscipline 
and tho recent spate of accidents attributable to 
human failure, the fact remains that tho reflexes 
and impulses of a human mind are delicately poisee 
and unless they remain constantly attuned to a 
of disciplined conduct, they are apt to fail at the* 
cruoial moment;. Wo, therefore, consider it our dut? 
to sound a note of warning that unless the highest 
soverign^-body in tho country namely Parliament, decides 
to observe a soxf denying ordinance in respect of 
interna] matters, particularly those concerning 
routine maitera, such as staff promotions, transfers, 

* • • • discipline 
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disclplinor -©tor and tbo Members of Parliament confine 
themselves mainly to broad issues of policy emanating 
from the Ministry, whatever the improvements we may 
suggest, they are not likely to prove fruitful* If this 
higher authority lends its positive support to the 
efforts to tighten discipline, it would indeed be of 
immense value* In the advanced countries wi-th 
nationalised railways, such conventions are well 
established, Sometime back a Minister of Transport 
in Japan was castigated by the Press and public 
opinion, because he ordered that an caress- 
should stop at a station serving bis 
and he had ultimately to -resign* public opinion 
must be built up and conventions estettfd&b£a 
avoid interference in the day-too^O of the 

railways* 

2.20 In this context we commend for consideration 

the stoppage of the practice of asking overy General 

Manager to be present at the meetings of the Informal 

Consultative Committee of the Parliament, which are 

held twice a year* We have examined thh sub^eots which. 

are discussed and find that most, of tfcfPr relate- to 

internal problems of the working of the; Eaiiwtytf jor 

which thoro are other foetus available* In the 

18 such, iiieetings are hold in a yoar with 9 Zonal 

General Managers* The3o meetings wore actually started 

with a view to eliminating questions or discussions 

on 


IM * • 
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on minor railway matters in Parliament, but this 
purpose has not been served. As a matter of fact, 
more and more questions have been asked in recent 
years as indicated by the following figures:-* 


Year 

No, of Pari, 
questions. 

No. of cut 
motions. 

Short 
notice 
.quest ip ns, 
4 

Call 

attention 
.notices. 

1 

2 ‘ 

. .. 

~~“5 

1963 

1311 

49 

15 

19 

1964 

1361 

56 

21 

16 

1965 

1461 

225 

29 

22 

1966 

2170 

232 

76 

23 

1967 

2196 

578 

107 

10 

2.21 

It will be appreciated 

that most 

of these 


questions are ultimately passed on to the lower 
authorities for furnishing the material for replies. 
These are men engaged in the day-to-day task of 
keeping the traffic moving. Whatever time they have 
to spend on other activities can only be at the cost 
of their attention to their operational duties. The 
authorities at the higher levels have also t~> 
scrutinise whatever is conveyed to Parli.^ :(en * and 
this in turn adds to their normal work It is not 
suggested that all this work can be mpletely elimi¬ 
nated. Parliament as the highest authority has the 
inherent right to guide and direct all governmental 
activities and for this purpose must elicit information, 
but if this is confined to major issues of policy, it 


—* • • • 


will 



will afford the much needed relief to Railway 
authorities at all levels. 


2.22 There are other forums for discussion of 
railway matters namely — 


i) The National Railway Users 1 Consulta¬ 
tive Council. 

ii) The Zonal Railway Users 1 Consultative 
Councils. 

iii) The Divisional Railway Users’ 

Consultative Councils. 

Members of Parliament and Legislative Assemblies are 
suitably represented on these Councils. If necessary, 
their functions and membership may be reviewed and 
important matters of public interest may be considered 
at these forums. In our view, these forums should 
suffice and no addition is needed, he find that 
separate Committees have been set up for dealing with 
time taole, book stalls, ecc. These etpe unnecessai^’ 
refinements. For a special consideration of any 
specific question, the existing Councils could meet in 
a sub-committee. The time of the senior executives, 
who attend these meetings, should, be conserved to allow 
them sufficient time to think and initiate measures for 
bringing about improvements. 

2.23 Mention has been made earlier about the rep¬ 


resentations 
of R ilways, 


received by the Ministers in the Ministry 
of which the bulk relates to establishment 


matters. These representations may be grouped under 


the following heads 



(ii) Those which relate to minor 
punishments, i.e, transfers, 
postings, promotions, etc. 

(iii) Those which rein to to major 
punishments, e.g. dismissal, 
removal or reduction in grade $ 

(iv) Those which involve questions 
of policy or an infringement 
of some recognised principle 
or rule. 

As regards item (i), the Railway Board 
should look into such coses and if on 
any zonal railway there are persistent 
delays, their causes should be carefully 
examined. Letters concerning matters 
referred to in item (ii) above should 
be passed on to the Railway authorities 
for disposal and there should be no 
interference with the decision of the 
zonal railways, he suggest that 
representations of class III staff 
against dismissal or removal, may bo 
referred to the Railway Rates Tribunal, 
which is presided over by a High Court 
Judge. Cases mentioned in item (iv) 



ebove would naturally y®3uir® 
cnroful elimination by %h© 

Railway Board and those should bo put 
up to tho Ministoro 

2 0 24 it is understood that there is division of 
duties among railway Ministers# Once these have been 
defined it should be ensured thao if any one of them 
receives representations which concern another 
Minister, these are passed on to the concerned 
Minister# 

2#25 The Administrative machinery on the railways 
functions at three levels 5 namely - 
(i) the Railway Board? 

(ii) the General Manager? 

Ciii) the. Divisional Superintendent 
District Officers* 

For an efficient and effective management* it is’ 
necessary that the functions, responsibilities and 
powers at these three levels should be defined as 
clearly as possible so that each of them may function 
in accordance with the assigned roles-Mid be ncoountal 
for what they do# Accountability is possible prQ% 
when the authorities are allowed to function 
confidence and a degree of freedom# 

2#26 The functions of the Railway Board defined 

broadly should be as followss- 

i) To function as the Ministry of thb 

Railways to assist the. Railway Minister 
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in tho discharge of his responsibilities 
and to coordinate with the othor 
Ministries or Departments of Government 5 

ii) To formulate policies and to watch 
their implementation; 

iii) To plan a co-ordinated development of the 
Railways in accordance with the 
expanding needs and to watch its execution; 

iv) .To frame the Capital and Revenue budget of 
the Railways for sanction of the Parliament; 

v) To -nllocate the budgetary grants between 
the different units of administration on the 
basis of a system of performance budgeting - 

a subject discussed in a subsequent chapter-(XI?) 

vi) To review periodically the trend expenditure 
in relation to the performance and to initiate 
measures for appropriate regulation of 
expenditure; 

vii) To maintain a watch on the operational 

performance and to co-ordinate the activities 
to the extent individual units are unable to 
do so; 

viii) To take steps to ensure that the work 

in the various railway workshops procde&s 
on a coordinated and rationalised pattern; 

ix) To frame the various codes, including the 
detailed rules, for compilation of the 
statistical data which may be comparable from 


% —year 
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year to year and to lay clown procedures 
for r'-'^essment of the financial 
justification or economic analysis of 
developmental works; 

x) To formulate the pay and allowance 
structure of staff with a view to 
ensuring a degree of uniformity on the 
Railways; 

xi) To sanction developmental works, 
which exceed the powers of General 
Managers; 

xii) To sanction additional posts, postings, 
promotions, -transfers, etc. of staff 
which do not lie within the powers 
of General. Managers or which in the 
view of the Board are necessary; 

xiii) To lay down standards of equipment 

and rolling stock and, as the safety 
controlling authority, to lay down 
rules and regulations for this 
purpose, 

2.27 Consistent with the functions mentioned above, 

the Railway Board nncuJd delegate more powers to the 

Zonal Railwr n. Considerable additional work is done 

and 

in the Railway Board in the scrutiny^in according 
financial concurrence to proposals received from the 
General Managers duly concurred in by their Financial 


. „.Adviser 
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Adviser and Chief Accounts Officers* References on 
handling contracts, compensation claims, purchase of 
stores and certain establishment natters should be 
eliminates by decentralisation* There is also 
considerable correspondence between the Railway Board 
and the zonal railways in regard to temporary sanctions 
for gazetted posts. The Board should evolve 

norms for this purpose and once this is done and 
appropriate provisions are made in the estimates for 
such projects, there should be no reason for protracted 
correspondence between the Railway Board and the Zonal 
Railways for either operation of these posts or for 
extension to such posts when the need arises. It is 
pertinent to mention here that the cost of staff is 
comparatively small and that more substantial savings 
can be effected by expediting the execution of major 
projects and reducing the maintenance costs. The 
General Managers in conjunction with the Financial 
Advisers should review once in 6 months all 
sanctions of temporary posts* 

2.28 By reducing unnecessary work in the field of 
scrutiny of proposals and establishment matters, the 
energies of the officers, more particularly of the 
Finance Directorate, can be focussed on major items of 
expenditure, like the fuel and oil consumption, cost of 
repairs and maintenance, inventory control and other 
important matters. These items should be reviewed 


.periodically 
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periodically, at least twice a year, by a Committee 
consisting of the Director^ Finance, and the concerned 
Directors in the Technical Directorates. Such reviews 
should be placed before the full Board for their 
critical examination. 

2.29 In modern practice, a high level organisation, 
like the Railway Board should be manned largely by 
senior experienced officers capable of making quick 
appreciation of the problems of the zonal Railways by 
themselves and who should need the assistance of only a 
small proportion of Class III staff. An officer- 
oriented pattern of working for all the Ministries had 
been advocated by the Ministry of Home Affairs some yea 
back. Fa suggest that the Railway Board should constitute 
an expert study team composed of persons with experience 
of work in modern commercial organisation, to go into this 
question. 

2.30 Another direction in which the work in the 
Railway Board can be reduced is by a rationalisation of 
the statements and returns which the various Directorate 
call for from the railways. The list of such statements 
and returns should be reviewed and only those which are 
read, value to the Board in the discharge of its function 
should be called for- The Railway Beard should not 
concern itself with too much detail of what happens on 
the Railways. The General Manager of a Railway has his 
Heads of Departments, who are, more or less, of the same 


,.status 
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status as the directors of the Hail -.say Board. If too 
many details are called for, a feeling of interference 
is apt to dilute the sense of responsibility in tile minds 
of the senior officers on the Railways. The General 
Managers and their Heads of departments should, therefore, 
be given the freedom to function without interference and 
without having to answer too many queries, he, therefore, 
suggest that the Railway Board should set up a Committee, 
consisting of the Secretary,and 3 Directors, to scrutinise 
the lists of returns and other information and statements 
that are now and again called for from the Railways and 


curtail the lists to the bare essential information 
required by the Board. The Committee should also scruti- 
-r.ise lists of items, which come to the various Directors 
for approval or sanction. The Committee should then put up 
recommendations to the Board for further delegation of 
powers to the General Managers, bearing in mind the fact 
that the team of financial advisers in the Railways is 
fairly strong and a bold policy of decentralization will 
not involve undue risk. 

2,31 To promote efficiency and a better appreciation 
of the problems and difficulties of the zonal railways, 
senior Section Officers, Asstt, Directors, Dy. Directors 
etc. belonging to the Railway Board Secretariat Services 
may be seconded for sometime to the zonal railways in 
somewhat equivalent posts to acquire first hand knowledge 
of their working. This close association of men having 
experience- of Railway Board working will prove benefi- 


-cial to the 


zonal railways 
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this experience may eventually turn out able executives for 
top management posts on rail ays in the general departments 

2.32 V/e are averse to the proliferation of Deputy 
Directors in the Railway Board, since their role for high 
level work is limited. Presumably the best officers avail¬ 
able on the Railways are drawn to the Railway Board’s 
office in a formative stage of their career, At this stage 
they should undergo hard gruelling in the field work and 
acquire experience of field problems, rather than remain 
engaged on desk work. We have found in some cases that 
officers when they take up higher appointments, suffer from 
the handicap of having inadequate field knowledge. Good 
cars should, therefore, be taken by the Railway Board and 
the General Managers that every officer in Junior and 
Senior Scale has a fair shar... of experience of field work. 

2.33 The proposals th~t emanate from the zonal railways 
and the Production Units and which come to the Railway 
Board for approval would have been properly scrutinised 

by the Head of the Department in the Railway and the 
Financial Adviser. As such, these proposals should not 
again be subjected to a check and scrutiny at the lower 
level of .Assistant and Deputy Directors in the Railway 
Board's office. This practice is prevalent in certain 
Directorates and should be given up. The scrutiny should 
start with a Joint Director and any decision to turn down 
a Railway's proposal should be taken only by an officer 
of not less than Director's level and all important cases 
should be brought to the notice of the Member concerned. 



If the scrutiny of cases in the Railway Board starts at 
higher levels, the zonal railways also will be more 
careful in formulating the proposals, 

2.34 If suitable measures are taken to reduce the 
work in the Railway Board, as suggested in the earlier 
paragraphs, we are of the view that the strength of the 
Directorates co.u!4 be reduced* The 'traditional pattern 
under which responsibility remains-' oom*»what niffug&a 
papers pass through a series of channels before decisions 
emerge, is dilatory and out-dated in the context of 
present-day commercial management. In regard to the 
strength of officers in various Directorates of the 
Railway Board, certain suggestions have been mentioned in 
Annexure I1/2. As regards the Stores Directorate, the 
work that will devolve upon it due to the suggestions - 
made in Chapter XI, would have to be taken into account 
before a final decision is made, 

2.35 This examination of the various Directorates has 
shown that while the strength of officers in some Directo¬ 
rates can be reduced, the Railway Board has not got & good 
team of management service personnel to examine the various 
fields where economy is possible . He, therefore, recommend 
that the Efficiency Bureau shoula be suitably reorganised 
under a capable and senior Director possessing an analj^ti- 
cal mind. The Efficiency Bureau should have an Economist,. 
a Statistician and an Operational Research Expert, in 
addition to the other technical officers. By strengthen¬ 
ing the Efficiency Bureau in this manner, their studies 
can cover a wide spectrum of railway operations which 
should lead to economy ana efficiency. 
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3#01 in the working of the Railways, the 

i V 

General Manager occupies a pivotal position. His 
position in the Zonal Railway is life# that of tho Chairman 
of the Railway Board* His supreme position in the 
Zonal Railway should, therefore, he recognised and 
respected. The Railway Board too should appreciate 
that he is an almost equal partner in the evolution Of 
policies and growth of the Railways* His views should 
receive a consideration which his position Coserves 
and his responsibilities demand, 

3,02 The General Manager of a Zonal Railway is 
responsible for the implementation of the policies 
of the Railway Board and for efficient and economical 
running of his Railway* ^likewise, a General Manager, 
incharge of a Production $hi.t, is responsible for 
ensuring a high level of efficiency and quality of 
workmanship and maintaining maximum output at minimum 
cost* General Managers, poth of zonal Railways and 
Production Units, are responsible for maintaining 
^Lis^ipline among all the staff under them end to 
exercise, without fear or favour, powers delegated 
to them in respect of promotions, transfers, 
disciplinary action etc* Staff welfare Is one 
of their important functions* Maintenance of good 

labour relations, which is the key for their success, 

-is 





matters of mutual end mazier concerns. They are f to-main tair 
The General Managers cn d close contacts with the State 
Governments, whose assistance is so vital in the maintenance 
of law and order on the railways and for various other 
natters of mutual concern, 

3,03 The General Managers are assisted hy a number of 
Heads of Departments, who in their own respective spheres, 
function on his behalf within the limits of the powers 
delegated to them, 

3,04 We have found that at present every zonal General 
Manager is overworked and too much engrossed in miner- 
matters of a routine character* k substantial portion of 
this work arises out of matters raised in Parliament 
and references received from the Railway Board in connection 

"H 1 - 

with letters addressed by the Members of Parliament or 
influential parties to the Ministers, mostly on personal 
matters. Local disturbances, interference with train 
running on trivial grounds, etc., which unfortunately 
have become frequent occurrences, also take up much of his 
time. The problem of thefts has assumed serious proportions. 
To add to these difficulties is the dislocation caused by 
thefts of telegraph and telephone wires and line fittings 
and wires in electrified sections. 

3.05 Comparatively the labour problem on the Railways 
has been easier than in other industires, yet it demands 
the close attention of the General Manager. Wo feel that 
every endeavour should be made to reduce the pressure of 
work on the General Managers so as to allow them time to 



think and to evolve solutions for the difficult 
problems that they have to face, and, at the same 
tine, to plan effectively for the future. 

3,06 We have already made a suggestion in the 
previous chapter regarding Parliamentary work. 
Elimination of unnecessary references from the Railway 
Board has also been emphasisod. We hope that for 
seeking information much greater use, than at present, 
will be made of the 10-day D.O. reports of the General 
Managers and the Directors of the Railway Board will 
obsorvo a degree of restraint in asking for avoidable 
information on day-to-day affairs. 

3.07 The Labour problem is essentially an 
internal affair of the Railways hut at times 

intervention of higher authorities causes complications. 

» 

It is suggested that full opportunity should be given 
to the General Managers to settle their own affairs 
locally. If they need the assistance of the 
central authority, they will themselves seek it, 

3c08 Powers of the General Managers should be 
suitably enhanced and covered by a revised 
’negative' schedule specifying only what they are 
not authorised to do. They should be authorised 
to delegate these powers suitably to lower 
authorities. 

3*09 Under the existing arrangements, the 
Financial Adviser and Chief Accounts Officer can 
be overruled by the General Manager. Except in 

.matters 



matters which concern the initial check and the audit 

functions of the Chief Accounts officer, this arrangement 

should continue. At present, the Financial Adviser is 

authorised, should he feel necessary, to inform the Railva 

Board on any matter on which he has been over-ruled© Wo do 

not appreciate this position, where a Head of the 

Department can refer a matter to the Board against his 

General Manager's decision. Wo, therefore, consider that 

this special privilege of the Financial Advisor should bo 

withdrawn and that if the Financial Advisor & Chief 

Accounts Officer feels strongly that the subject matter, 

on which he has been over-ruled, will have wide 

repurcussions on other railways, he should request the 

General Manager to make a reference to the Board a Under 

such circumstances, the General Manager should make it 

a point to get the advice of the Railway Board. 

3.10 General Managers at present come to the Board 

to discuss their problems with individual Members 

whenever they consider it necessary. Each General Manager 

should further be asked to attend a special meeting with 

the Board once every quarter when the full Board should 

discuss with him his operational performance, financial 

results, and other problems of importance pertaining to 

his railway and jointly evolve methods of improvement. 

These meetings should not be hurried and there should bo 

sufficient time to discuss all problems fully and for 

making a careful review of the position on the Railways© 

The joint meeting, which the Railway Board has at 

..•.present 



present with all the General Managers cannot serve the 
purpose we have in view, 

3.11 At the Zonal Railway headquarters, there are 

far too many departmental heads reporting to the General 

Manager. This arrangement is unsatisfactory. We have 

examined various possibilities. In the American Railways 

there are two or throe Vice-Presidents reporting on the 

different phases of railway working to the President, 

who, in their hierarchy, corresponds to the General 

Manager on the Indian Railways. We have considered 

whether a corresponding pattern of having three Senior 

Deputy General Managers, to-whom the various Heads of 

Departments may report will suit. From various 

practical considerations, we do not consider it 

advisable to introduce a radical change in a well 

established and well tried out managerial pattern, 

and, particularly so when such a change will add to 

the expenditure. An additional tier between the 

General Manager and the Heads of Departments is likely 

to lead to delays and to complicate the position 

further. Our conditions are different from the American 

conditions, e.g, career building is on a different 

basis. We, therefore, have taken recourse to a practice 

which was in vogue and has worked well, 

3,12 We recommend that major heads of departments 

may be designated as Principal Officers and they 

should directly report to the General Manager. Other 

...head s 



heads of departments will be attached to the different 

Principal Officers,, with whom they have a close link. 

Under this arrangement, the following will be the 

Principal Officers and those attached to thems- 

Princinal Officers , Attached Heads of Dep.tts , 

Chief Engineer i) Chief Signal & Telecom. 

Engineer, and 

ii) Engineer-in-Chief(Constn) e 
Chief Operating Supdt, 

Chief commercial Supdt.i)Chief Security Officer, and 

ii) Chief public Relations 
Officer# 

Chief Mechanical 

Engineer i) Chief Electrical Engineer, 

and 

ii) Controller of Stores 9 

Financial Adviser & 

Chief Accounts Officer 

Chief Personnel Officer Chief Medical Officer 
Senior Deputy General 

Manager i) Divisional Superintendents, 

.and 

ii) Deputy General Manager 
(General)• 

The Divisional Superintendents have been placed under 
the Senior Deputy General Manager for purely administrative 
control, but as hitherto they will continue to deal with 
all Heads of Departments and report to them on matters 
concerning their charges# 

3.13 The above would be, more or less, a replica 
of the Railway Board pattern and, therefore, there 

should be no difficulty in working to this managerial 
pattern on the zonal railways also# 

3.14 Powers of the Principal Officers, Heads of 


*...Departments 



Departments and Divisional Superintendents, should also 
be reviewed so that they may be suitably enhanced with 
a view to give further relief to the General Manager. We 
would further like to point out that much of the benefit 
accruing from a larger delegation of powers will be 
negatived unless the delegating authority insists on 
the delegated powers being exercised fully by the 
officers concerned and refuses to succumb to the 
temptation of giving unwanted guidance and, more so* 
of interfering with the day-to-day work of the 
subordinate authorities. The General Managers, to 
function jointly as a Board, should also meet 
his Principal Officers once a week to discuss various 
problems. Here again, a spirit o£ to am work 
should be inculcated at all levels* This would not 
preclude his calling for and discussing matters with 
the Principal Officers or even other Heads of 
Departments whenever he finds the need for it. 

3,15 Certain other suggestions for improving 
the efficiency in the Zonal Railivay administrations 
are given below;- 

(i) In the Personnel Department, the 
ti election of officers for posting 
to this Branch leaves much to be 
desired. Their continuity of tenure 
is very important from the point of 

„..view 
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view of the proper functioning of tho department. 
Officers from all tho departments are eligible 
for being posted to the Personnel Branch, but 
tho Hoads of Departments are often reluctant 
to spare their good officers. On the other 
hand, the -work in the Personnel Department is 
becoming increasingly specialised and is of 
considerable importance for the maintenance of 
good labour relations. The Chief Personnel 
Officer should see to it that only capable 
officers are posted to this Branch and that 
they have some continuity of tenure,, 

(ii) In the Commercial Department also the quality 
of officers should bo improved. There has not 
been much improvement in the performance of 
tho Commercial Department during these years, 
although an emphasis was laid on tho 
importance of the working of this department 
by the Indian Railway Enquiry Committee in 
their Report, Relevant extracts from the Report are 
reproduced below;- 

15 The need for a strong Commercial 
organisation has been stressed by 
other committees that have previously 
examined Indian railway working. In 
Section XV, pages 29-37, of the Second 
Report, the Pope Committee emphasised 
tpe importance of the Commercial 
Department, the one and the only 
earning department on the railways. 

They stressed the need for salesmanship, 

••.commercial 



commercial research, advertising and 
publicity, and recommend that the 
Commercial organisation and Personnel 
of each Railway should be overhauled and 
an intensive compaign organised to 
attract traffic to the railway, bearing 
in mind the well proven principle that 
"facilities beget traffic". The Wedgwood 
Committee also made a similar 
recommendation and- in paragraphs 116 to 
118, pages 70-75 ? stressed the need of 
a proper Commercial organisation 
and the.development of commercial research, 
advertising and publicity. 

Wo must hope and .assume that sooner or 
later the railways will succeed in 
increasing their capacity to produce 
transportation until the supply exceeds 
the demand. When -this happens, the 
commercial branches or departments of 
the railways will at once become of the 
greatest importance as it will be their 
duty and responsibility.net only to 
retain all existing traffic but also to 
increase earnings by finding a market 
for the disposable surplus of 
transportation,"(Page 98). 

xx xx xx 

"We feel that the best and keenest 
brains on the railways are needed, in 
the senior commercial appointments on the 
railways, (? ag e 9.9), 

XX XX XX 

"We lay great emphasis on the Qualifications 
that a commercial officer Should 
possess",(Page 39) 0 

xx xx xx 

"Generally speaking, the transfer of 
officers to commercial posts has not 
been popular in the past owing to a 
belief that the prospects of promotion 
to senior posts are better in the case 
of officers, who have had more experience 
of Transportation!Traffic) work* : From 
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the evidence vtfhich we have received from 
an authoritative source, it appears that 
there has been in the past a tendency 
for an officer to be posted. %»n> fm 
commercial department because he was not 
good enough for the operating, and that 
the commercial departments have developed 
an inferiority complex. We consider this 
most unfortunate because of the importance 
of the work of this department, and, there¬ 
fore. recommend that the pay and status of 
the departmental heads and other officers 
of corresponding rank in both the 
Operating and Commercial Departments 
should be equal and that as far as_possible 
avenues cf promotion of officers in the 
Commercial Department should not be 
relatively restricted. We also consider 
that selected officers should be given 
encouragement for special study, which 
should include post-graduate courses in 
Railway Economics, attendance at 
Conferences on Commercial subjects, and 
visits to other Railways in Indie to 
compare methods cf working. In certain 
cases it., may be desirable to depute 
officers to make special studies in other 
countries."(Page 100)« 

The impression which we have formed is that in most 
cases officers found wanting on the Transportation 
side are transferred to the Commercial side.This is a 
wrong approach. Commercial work is of a specialised 
character and is extremely important for the 
development of traffic and providing satisfaction 
to the customers...While we do not suggest a 
complete separation of the Commercial and the 
Transportation cadres at this stage, we consider 
that after the officers recruited to the Class I 
service have gained sufficient experience in 
both these departments from 6 to 7 years, an 


....equitable 
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equitable distribution should be made between 
the two departments by mutual agreement 
between the Chief Operating Superintendent 
and the Chief Commercial Superintendent. 

There should, however, be no embargo on an 
occasional transfer of officers from one 
department to the other, but normally it 
should not be necessary# There is a feeling 
among the officers that those who work in 
the Commercial Department cannot ordinarily 
rise to the highest level. This impression 
should be corrected, 

(iii) We have later advocated the separation 

of the Workshop cadre from the Maintenance 
(Running) cadre in the Mechanical Engineering 
Department, We have also made a study of the 
system of recruitment in vogue, Wa 
consider that, for the time being, it will 
be worth-while continuing the present system 
of combined recruitment from the Jamalpur 
(Special Class Apprentices) Training School 
as well as the Union Public Service Commission# 
After these officers have worked for 4 or 5 
years in both the departments, an equitable 
distribution could be made between the two 
separate cadres on the same linos as 
indicated in the case of Transportation, 
and Commercial Officers# 

,(iv) 



Civ) The fuel and oil consumption on the railways 
is a major item of expenditure hut the 
problem does not seem to have been tackled 
effectively. In Chapter XVII, we have 
discussed this subject in detail* We suggest 
that it should receive the importance ^hicfc 
it deserves. It should be ■worth-while 
intensifying the check and supervision of 
this item. We, therefore, suggest that one 
post of a Fuel Officer should be upgraded 
to that of a Deputy Chief on major railways 
where the Deputy Chief Mechanical Engineer 
(Running Loco) is so pro-occupied that he 
cannot pay sufficient attention to this 
subject, A number of senior scale officers 
are posted at the Headquarters, whoso work 
may be redistributed, and those who can be 
spared may be placed in charge of fuel 
economy on the divisions# 

(v) We also suggest that Assistant Officers 
should be posted to regulate storage and 
supply of diesel oil. at various depots# We 
consider that these officers could be found 
by effecting economy elsewhere. We feel that 
the sources of leakage can bo pluged 
effectively by introducing high level 
control# 

..(vi) 
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Cw Carriage & Wagon Department on some of the 
Divisions, where a separate Divisional 
Mechanical Engineer has not been posted tc 
look after it, is ineffectively managed. The 
combined Divisional Mechanical Engineer 
naturally pays more attention to locomotive 
problems, as these affect the day-to-day 
operations* We consider that a separate 
Divisional Mechanical Engineer, Carriage. & 
Wagon, should be posted practically on 
every Division* 

(vii) The management of the workshops on railways 
should also be strengthened* The pattern of 
management in these workshops even now 
conforms, more or less, to what it was in the 
olden days where a senior scale Works Manager 
could manage the situation; but now conditions 
have changed. No industrial undertaking of a 
comparable size is entrusted to an officer 
of the status of a Works Manager drawing 
about Rs*lOOO/«. Normally ho is a fairly 
senior executive and is assisted by staff 
and officers of sufficient seniority and 
experience* In this respect the Railway 
Y/orkshops are greatly handicapped* We suggest 

that a workshop, employing about 2000 workers, 

... Should 
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should be placed under the charge of a Deputy 
Chief Mechanical Engineer as its Works 
Manager and that bigger workshops should be 
under a Deputy Chief Mechanical Engineer of the 
Divisional Superintendent's grade. Senior and 
experienced Personnel Officers should also 
be provided* In this connection, it, should be 
realised that the ratio of officers to staff 
in the Mechanical Department is the lowest and 
this position should be reoti^iod to ensure 
better supervision, 

(viii) Our views regarding utilisation of senior 
scale officers at the headquarters are 
generally the same as those that we have 
expressed in para 2,32 regarding Deputy 
Directors in the Railway Board, 

(ix) Generally speaking, the pattern which seems 
to have developed on railways provides every 
Deputy Chief with a senior scale officer to 
assist him. This is not desirablo«Problems 
requiring consideration at the higher level 
should alone be referred to the headquarters 
by the divisions or the workshops and these 
should be dealt with by the Hoad of tho 
Department or his Deputy. P/e, therefore, 
think that a detailed investigation is 


necessary 
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necessary in this respect and some of the 
senior scale posts at the headquarters may 
be reduced.. 

(x) Public Relation s - This is a department 

which should function much more energetically 
and effectively. The Press is & strong 
medium for building up public opinion„ We 
find generally that, as far as the railways 
are concerned, there is loss of favourable 
publi city and more of adverse commonts in the 
newspapers. Use of computers, for example, 
has received more adverse publicity and little 
has come out regarding the new ground the 
Railways hope to cover with their help. We 
certainly do not wish that an incorrect picture 
may be projected, but there are numerous good 
things done by the Railways which should 
be properly publicised, o.g. improvement 
in amenities, travel facilities, quicker 
transport, more train services, etc.* 
Difficulties of others' creation, which hamper 
efficiency, should be high-lighted e.g.theft 
of fittings, dislocation of communications 
by unruly elements, etc D There should, 

therefore, be greater liaison with the Press 

.... and 
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and mpro informative publicity should bo 
arranged • 

(xi) Attention may also bo drawn to the low 

proportion of officers in tho zonal railway?, 
as also tho wide variation in the ratio 
between officers and other staff in the 
different, major departments, as will bo seen 
from tho following figures*- 


1951-52 * 1956-57 * 19 63^62* 1966-6 7* 


Administration 

1*40 

1*34 

1*40 

1*44 

Accounts 

1*101 

1 *94 

Is 83 

1*79 

Civil Engg* 

1*452 

1*265 

1*314 

1*221 

Commercial 

1*386 

1*315 

1*297 

1*275 

Transportation 

1*419 

1*459 

1*402 

1*452 

Mechanical 

1*804 

1*713 

1*631 

1*712 


These figures speak for themselves. On tho 
engineering sido a largo number of Construction 
Engineers have been included which somewhat 
vitiates the ratio 0 In the Transportation and 
Mechanical Engineering Departments, the 
figures clearly point out tho proportion 
of officers* In ordor to get the traffic 
through, these officers have to keep on 
chasing and watching the movements and 
ensuring timely supply of locomotive power* 

They have also to remain available during 
off-duty hours to attend to telephone calls 
and often are called out on holidays and at 


• •. .night 
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night to- attend to-unusual ocourredbes. Their 

workload snd reaponsi,hi1 ities have greatly 

■increased* In the future, the operating 

the 

Running Staff and^4eohanical Maintenance 
Staff will keep on increasing wlthuincreaseu 
in traffic and 'the pressure of increased 
work will again fall on the shoulders of 
officers in these Departments. It should, 
therefore, he recognised that relief to theca 
marila prior consideration* In all heavy 
divisions, there should be Deputy Chief 
Optg. Supdt* and Dy* CMS in place of senior 
scale Divisional Operating Superintendent ahd 
District Mechanical Engineer. The problem 
will have to be kept.under constant review 
in the lfcght of the expansion of traffic* 

(xii) In the context Of the increased density of 

traffic and the present trends towards running 
faster and heavier trains, the maintenance of 
track has assumed pew dimensions* The time 
available for conducting maintenance and renewal, 
operations has also considerably reduced* Hew 
techniques havo, therefore, to be developed 
and men, who are mostly illiterate and 
accustomed to simplo conventional methods of 
track packing and renewals, have to be trained 
in those new methods of -working* Inspection 
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is of the essence in civiX engineering work 
but as far as track maintenance is concerned, 
much greater use must bo made of track recording 
oars, which must bo run more frequently and the 
result of tho operations communicated to the 
concerned parties most expoditiously. With tho 
changes, advocated by us in tho system of 
working, it would appear reasonable to reduce 
the strength of senior scale officers in tho 
zonal hoadquartors and a corresponding incroaso 
in their strength in tho divisions where the 
focus of supervision should, lie in future. An 
additional post of Superintendent, Way & Works 
in tho Junior Administrative grade may bo 
created in the heavy divisions to co-ordinate 
tho work of tho two Divisional Executive 
Engineers and he may also have another senior 
scale officer to assist him for tho 
modernisation of track maintenance and bridges. 
However, the actual number that would be 
affected by tho proposed ro-arrangement would 
be a matter for a detailed job analysis by 
each zonal railway. 

(xiii) As regards tho organisation of tho Financial 
Advisor & Chiof Accounts Officer, wd have 
olsowhoro advocated some reforms in tho 
procedures for financial scrutiny and according 


of 




of sanctions with a view to re-organise the 


work on a more rational basis. On the Accounts 
side the use of computers will, in due course, 
considerably steamline the accounting work* 

These measures will gradually reduce the 
work-load of these departments and must 
inevitably lead to substantial savings* 
xiv) The North Eastern and the Northeast Frontier 
Railways have been working on the District 
pattern.,which was retained for consideration 
other than operational. The various districts 
under the jurisdiction? of different departmental 
officers on those Railways are not oven 
co-torminus. The required co-ordination is 


now effected at the Headquarters level, which 
loads to correspondonco and delay. We recommend 
teat those two railways should also divisionalised 
so than efficiency can bo improved. 

Divisionalisation on these railways is also 
called for- on account of their strategic 
location* This may mean some Initial 


expenditure for establishing tho 
for the Divisional Superintendents 
has to bo faced. As regards staff 
that it should be possible co 


now offices 
, but this 
, wo consider 


effect 


♦ © o «& 
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In statt- On the other hand, by bringing together 
district offices, which are now widely dispersed, 
it may be possible to effect some savings in 
staff. The staff strength at the headquarters 
cf these two railways can be reduced after- 
divisionalisation. We suggest that this should 
be carefully reviewed in the light of the 
adjustments in work-load that can be effected 
after divisionalisation comes into force* 

(xv) The work*load on some of the divisions has 
become very heavy and relief is necessary* 

The Railway Board has created the posts of 
Deputy Divisional Superintendents on some cf 
the divisions to assist the Divisional 
Superintendents. We do not consider that this 
is a satisfactory arrangement* If the workload 
on a division is so heavy as to warrant relief, 
the best course is to divide it up territorially 
into two. If a fe?j extra officers are needed, 
they should be unhesitatingly provided. 

Normally in such a case, the two divisions 
could function from the some headquarters. 
Divisional centres generally have been 
conveniently located and the multiplication 
of headquarters may not be necessary* Under the 

..proposed 
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proposed arrangement, certain departmental 
like the Personnel, Medical and Accounts, 
can be common Jo both the divisions from the 
same headquarters* It is only in respect of 
departments like Operating, Civil Engineering, 
Mechanical and Signalling that separate 
officers will have to be provided for each 
division* It should be possible to work out 
bifurcation of divisions functioning from 
the same headquarters without any increase 
in the strength of clerical staff* 

3.16 As regards individual railways, suggestions for 

consideration have been mentioned in Annoxare III/6. 
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MANAGEMENT STRUCTURE - RECRUITMENT, 

TRAINING AND CAREER PROSPECTS*ETC. 

4.01 The Railways had vast problems of rehabilitation 
in the post-Independence era and later hadr-^so to meet 
the challenge of increasing traffic j&rf the brunt of two 
Emergencies in 1962 and 1965 0 if has been possible for the 
Railways to stand this strain only because of the inherent 
strength of the organisation built up by men, having 
experience in Transportation, Civil, Mechanical, Blebtrical, 
Signalling Engineering, and Personnel Management and who 
had grown up with the Railways. The present management 
structure, wherein the top-most executives combine 
managerial, secretarial and technical functions, is, 
therefore, the most suitable for a vast public sector 
undertaking of this type. 

4.02 The future task of the Railways is oven more 
challenging. In the context of the still faster parce\ 
needed for the full development of our economy, the 
Railways have to fulfil the important rolO of providing' 
the nocessary infra-structure to meet the growing needs 
for transport. This necessitates greater effort and■£- 
new orientation in the outlook. It 3alls for qualities 
of leadership from the officers and greater readiness .to 
shoulder higher responsibilities in providing the moat 
economical transport to meet the ever-growing requirements 

... .vend \ 




and a bettor appreciation of service to the community 
and. of the needs of the staff working under them* A 
continuous flow cf a stream of hard-working, efficient, 
honest and devoted railwayman has to be built up to 
satisfy the above requirements.-, This can be made possible 
only if the railwayraen at all levels are well looked after 
and are happy end contented and can look forward to their 
future with confidence and satisfaction, 

4,03 From our visits to the railway headquarters and 
other important centres of activity, as also from a study 
of the representations received from the officers 1 
associations, we have gained the impression that there is 
a general feeling of frustration amongst all categories of 
officers and the supervisory staff, which, we are afraid, 
is gradually undermining their morale. While the work and 
responsibilities grew and their important role was thus 
brought sharply into focus, the anomalies Of their grades 
of pay, slow promotion opportunities, unfavourable pay 
scales in comparison with those of others, who are their 
contemporaries in the government or semi-government 
departments, and the blockage at different promotional 
stages, arising out of lai’ge scale recruitments in 
successive years leading to stagnation made them feel 
frustrated. Those sent on deputation to the public sector 
or those who voluntarily took up assignments elsewhere, 
were much better off. These disparities have caused 


considerable discontentment. We have devoted considerable 

••..thought 
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thought to this matter. Wo realise that any overhauling 
of the pay structure, would be too big a task for us and 
really outside our pfurview, but wo cannot avoid taking 
note of this as an important administrative problem, 
having an inevitable impact on the efficiency and loyalty 
of officers and other supervisory staff engaged on 
intensive operational duties. We have already stressed 
the special nature of the work, railwayman are called 
upon to perform and we feel that their emoluments should 
be commensurate with their duties. We have, therefore, 
examined this matter carefully and have suggested certain 
adjustments and modifications, in keeping with the 
respective duties and responsibilities, and, as far as 
practicable, within the framework of the existing pay 
structure in Government and Public Sector Undertakings. 

We hope that the implementation of these suggestions 
will improve the position. 

4.04 The present ratio of officers to the staff in 
the major departments of the railways is very low. The 
ratio in the departments, mainly engaged in operation on 
railways is the worst, being 1*452 for the Transportation, 
and 1*712 for tho Mechanical Engineering departments. The 
total strength of officers in the railways is 7105 and 
of tho other staff 13.61 lakhs and thus the average 
proportion of officers and staff as a whole is only 
1*185,6. Tho conparative position in relation to other 
Government Departments is given below - 


•••..Officer 
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p,ff\cc 2 ^ Staff, ratio _ 

Railways Is 185.6 

Ind ian t r tal Service 3? 143 


( Civilian -jafonco 
C Dop artjaon 'cs 1 s 108 

C Other Government 
C Departments Is 17 


Considering that the Railways form a vast industrial 
complex, with the utmost need to ensure proper labour 
management; relations, this ratio is unduly low. 

4.05 The percentage of posts in the Junior Administrative 

grades of Rs e 1300-1600 and above, as compared to the total 
number of officers in the Railways and the corresponding 
percentages in other departments of the Government are as 
follows:- 


Railways „„ 

12 c 2 

$ 

) 

5 

C Indian . Audit & 

( Accounts Service 

40 o 0 

( Indian Defence 
( Accounts Service 

34a 0 

) includes 
} deputation 
} pests 

'i 

) 

) 

) 

) 

( Indian Income Tax 

C Service , 0 

23.0 

( Indian Postal 
( Service 

22,0 


4.06 The emoluments normally drawn by office.? 6 'with 
different lengths of service in the major departments on 
the Railways, as compared to those drawn by officers in 
other Government departments, are shown in the following 
table :- 


...Years 
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Years of 
service 

tty 

Indian 

Postal 

Service 

* 

Indian 

Defence 

Accounts 

Service 

★ 

Indian 
Audit & 
Accounts 
Service 

Indian 

Revenue 

Service 

(Income- 

tax). 

M y 

Railway 

Service 

1 

2 

3 

4 

5 

6 

11 

1420 

1100 

1300 

940 

940 

16 

1540 

1800 

1540 

1200 

1100 

21 

m 

2500 

2250 

2240 

1480 


+k large number of posts in the Indian Defence 
Accounts Service and Indian Audit & Accounts Service 
carry special pay which has been excluded from 
this table. 

@ Based on classfiod list of officers- 1966 

tty It tt It It It ft _ 1966 

4.07 Tho above figures speak for themselves. The position 

which was bad enough in 1956, will progressively ‘worsen because* 

of the rate of retirement lagging far bohind the rate of 

recruitment. For example, 101 officers woro recruited to the 

Class I cadre of tho Indian Railway Traffic Service in 1957, 

Botweon 1968 and 1974 only 52 traffic officers in. the . 

Administrative grades will bo retiring from this service* 

* 

that *5, an average of loss than 8 per yoar. From 1968 to 
1982 about 200 officers will rotiroj the annual average being 
14. If the first officer of the 1967 group is promoted to 
the Junior Administrative grade after 17 years of service as 
in 1966, tho last of the group will roach tho Junior 
Administrative grado in 24 years* This clearly brings out 
tb& disadvantageous position that obtains in tho railways. 

It has boon represented to the Committoe that in certain 

—.other 



other central services, stops havo already boon taken for 
Clio expansion of tho cadres, upgrading of posts and improve¬ 
ments in scales of pay of certain posts, A rocent case 
pointed oat i,v the snaouncoment mado for tho Defence 
services, where not only soma posts are understood to havo 
boon upgraded, but additional posts havo also boon 
created in tho higher grades. Similar steps aro understood 
to bo under contemplation in tho Indian Police Service. Those 
developments in the other sectors havo boon specifically 
brought to our notice by the Federation of Railway officers* 
4,08 Rocruitment to Class I cadres of tho Railways is 
made by the Union Public Service Commission through Combined 
Sorvicos Examination, Tho allotment of candidates is dono on 
tho basis of the preferences of tho candidates and their 
position in tho order of merits Tho experience is that in 
tho case of the Engineering Services, tho candidates prefer 
Railway service to the others. However, the bulk of the top 
students from the Universities seem to prefer the private 
industries and the public sector on tho ground of bettor pay, 
perquisites and prospects and many of them oven do not 
appear in tho Union Public Service Commission examinations. 
Somewhat similar is tho position in respect of tho Indian. 
Railway Accounts Service. But, as far as the Indian Railway 
Traffic & Transportation S'orvico is concerned, Railways 
receive a lower preference as compared to tho other Central 
Services liko tho Accounts and Income-tax sorvicos. This is 
cause for concern and steps must bo taken to attract tho 
best talent for this service and tho other railway services. 

•...Much 



Much of the operational economy depends upon the capability 
and initiative of these officers, 

4,09 We shall now formulate our proposals for improving 
the pay scales and career prospects of officers, 7/e do 
not suggest any change in the Junior scale, sincewnruitmont 
to this scale is done through a combined competitive 
examination which is common to all the other services. 
Nevertheless to maintain a good standard in the railway 
services, the chances of promotion and the proportion of 
higher grades have to bo substantially improved because 
these seem to be the main reasons for candidates preferring 
the other services® 

4,10 It will bo observed from para 4,05 that the chances 
of promotion from the senior scale to administrative posts 
ere less on the railways, as compared wi th the position ih 
the other Government departments. On the other hand, 
the duties and responsibilities of a senior-scale 
executive officer in a Division, are perhaps heavier 
than those of officers in many other departments. It is 
seen that people who have Joined the railway service after 
passing the competitive examination in 1947 are still in 
the senior scale. Ordinarily it takes 16 to 17 years for 
an officer in the Civil Engineering, Operating and 
Mechanical departments to reach the Junior administrative 
grade which starts at Rs®1300. Besides, their contemporaries, 
who had Joined the other services, are appointed to higher 
posts. Bearing all the factors in mind* we are convinced 
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that tho position of senior scale officers generally on the 
railways in regard to emoluments is unsatisfactory. It is at 
this stage of their service that the officers feel the pinch 
most and when their zeal and devotion to duty have to he 
developed. 

4.11 The senior scale on the railways starts at Rs 5 700/-, 
with a service of 6 years and under. No one normally reaches 
the senior scale in less than 6 years of joining the service. 

In the Indian Administrative Service, however, their counter¬ 
parts start at Rs o 900/« in the senior scale. Wo consider that 
this anomaly is inconsistent with the extent of responsibilities 
which the senior scale officers have to carry on tho railways. 

In this connection, we give below extracts from the Report of 
Study Team on Promotion Policies, Conduct Rules, Discipline & 
Morale, Volume I - 

"jobs similar in nature and of comparable 
difficulty, duties end responsibilities 
should carry the same scale not only in 
the Central Government but also between 
Centre and the States n * 

XX XX XX 

"Grade 6 (RS.900-50-1000-60-1180-BB-69/2-1300) 
may comprise of position involving vary 
difficult and responsible work of technical. 
supervisory or administrative nature requiring 
specialised training and experience and intimate 
knowledge of a specialised and complex subject 
matter, with latitude for the exercise of 
independent judgment under general administrative 
or technical direction. Typical posts include 
District Officers, Deputy Commissioners and 
Collectors, Deputy Directors, Senior Scientific 
Officers, Under Secretaries to Government of India, 
Deputy. Secretaries to State Governments, 
Superintendents of Police in soma States,etc#" 

We, therefore, recommend that the starting salary of officers 


* o 


in 




in the senior scale in the Railways should be Rs«900 for 
officers with service of 6 years or under. Wo are not 
advocating just at present a revision cf the incremental 
scale or the maximum of the grade but only the starting 
salary. 


4.12 While the suggestion contained in the above para¬ 
graph willl improve the emoluments of the senior scale 
officers, it will still not improve their avenues of 
promotion to the higher grades* Considering the present 
low percentage of higher grade post3 on the Railways and 
also considering the increasing responsibilities, that are 
devolving on the divisions specially along with the 
increased delegation of powers, which we have recommended 
earlier, wo suggest that certain posts in the divisions 
should be upgraded to junior administrative posts as 
suggested below*- 

(i) One Divisional Mechanical Engineers 
post to be upgraded to the Junior 
Administrative grado, 

(ii) One Divisional Engineer's post to bo 

upgraded to the Junior Administrative 
grado, 

(iii) One Divisional Operating Superintendent's 
post to bo upgraded to tho Junior 
Administrative grade. 

Civ) In addition, tho Works Managers of 
all the workshops, employing more 
than 2000. men, should bo upgraded to 
tho Junior Administrative cadro« 

(v) Track Supply Officers at the 

Headquartors of major Railways should 
also bo in tho junior Administrative 
grado. 


If 
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If these no cm. ; rn.nd anions aro accepted, the proportion of 
alr-civo posts to the other posts in the 3 major 
departments of the Railways will work out as follows in 
comparison with what is existing at present* - 


Existing 
of admini 
posts to 

POStSo 

p<w? vantage 
.strati vo 
o the r 

Proposed 
admin is tr 
posts to 

Pj3S.tg.iL. 

percentage of 
a tire 
other 

Civil Engineering 

10.5 

14.8 


Mechanical 

12 el 

16*0 


Operating 

14.0 

17.4 



With this arrangement, and with moro delegation of powers 
to the Divisional Superintendents, the Divisional Superintendent 
and his officers should be able to manage the work in the 
Division, with as few references to the headquarters as 
possible. This will in turn expedite the work and will do 
away with the need for a number of junior officers in the 
headquarters. The functions of the headquarters office will 
then be to co-ordinate the work on the various divisions and 
to give the necessary administrative and technical guidance 
with the least interference with the day-to-day work of the 
division. By the strengthening of the Divisional Organisation 
with a junior administrative officer for the major departments, 
it will be possible to reduce the extent of references 
necossary to the headquarters office and this in turn can, 
in the course of time,roduco the size of the ministerial 
staff in the headquarters offico» 


...4.13 
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4*13. It may bo mentioned hero that promotion to junior 
administrative posts is at present made by the Railway 
Board with the approval of the Minister of Railways, This 
croates considerable work in the Railway Board and transfers 
are also frequently made at this stago from one railway 
to another on grounds of seniority. The Accidents 
Committee had recommended that transfers in this grade 
might bo avoided. We reiterate this recommendation, Bach 
zonal railway has its own peculiarities and problems and to 
shift officers from one railway to another at this stago is 
not conducive to efficiency. To avoid undue disparities, 
cadre adjustments may bo made by the Board by inter^railway 
transfers of officers at the early senior scale stage, Tho 
power to promote officers to the junior administrative posts 
may also be delegated to the General Managers, For this 
purpose General Managers should constitute Selection Boards 
of Heads of Departments, Tho recommendations of tho 
Selection Board will have to get the approval of tho 
General Manager and the Railway Board should be advised of 
the namos of Selected persons for information. This will 
considerably save office work and time of the Railway Board, 
4*14, Divisional Superintendents at present are of two 
grades; the junior grade being Rs,l300~l600.ar*$ tho 
senior grade Rs,1600-1800, Tho responsibilities of a 
Divisional Superintendent are very heavy and of a complex 
and diversified nature, as ho controls the activities of 
all the departments in tho Division and, in effect, his 
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organisation and work aro a roplica of those of tha Gonoral 
Manager. Tho number of staff on a Division varies from about 
20,000 to 30,000* His responsibility for tho efficient and 
economic movement of traffic, maintenance of track, rolling 
stock and other equipment and the execution of works in 
his area combined with tho welfare of staff, maintenance 
of good labour relations and safety of the travelling public 
are in no way loss important than those of officers holding 
Schedule »D* appointments in the Public Sector which carry a 
grade of Rs.2000-100-2500* We, however, recommend that 
there should bo only one grade for Divisional Superintendents 
and this should be Bs* 1800-100-2000 till such time as tho pay 
of the heads of departments is rovisod upwards. In tho 
succeeding paragraph wo have suggested that the Government 
should consider this* 

4.15* Tho Federation of Railway Officors have represented 
to us about tho urgent need for revising tho pay scales of 
Heads of Departments and other higher officers on Railways, 
They have statod that tho work load and responsibilities 
of a Head of Department on tho Railway and tho number of 
staff controlled by him aro comparable with those of 
officers in Schedule ‘C* appointments in tho Public Sector, 
who aro in tho grade of Rs.2500-3000* They have also mentioned 
that in tho past, tho pay of tho major heads of departments 
on tho Railways was fixed in such a manner that 
tho maximum of tho scale used to correspond with that of tho 
maximum of the scale of pay of a Joint Secretary to tho 
Government of India. They have statod that in the pro-1931 
period, when tho pay of tho Joint Secretary used to bo 
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3s • 3000, the grade of the major heads of departments was 
3s.2750-3Q00 and that after the Fay Commission Report, when die 
pay of the Joint Secretaries was fixed at 3s.2250, the pay of 
the major heads of departments on Railways was fixed at Rs.'ioOG- 
2250. They represented that the pay of the Joint Secretary has 
xecently been revised and is now 2s.2500-2750, They, therefore, 
expect that the parity, which existed previously in the scales 
of pay of the heads of departments with that of Joint Secretaries 
to the Govt, of India, will be restored. We do not propose to 
go into this question as it is part of a much larger issue, ife 
are, however, drawing the attention of the Government to this, 
for such action as they deem fit. 

4,16. The General Manager occupies a pre-eminent position 
in the railway hierarchy. He is in charge of a railway system, 
which extends "d many States. The revenue of an average zone 
is of the order of 3s.70 to 100 crores. Management problems 
on the railway zones are extremely heavy and these are 
accentuated by the fact that the number of employees, for whose 
work, discipline and welfare he is responsible, varies between 
l ,00,000 and 1,50,000. This burden is definitely more than that 
of the Managing Director of even the largest public sector 
enterprise. Schedule *B 1 scale for top management posts in 
Public Sector Undertakings is Rs.3000-125—3500 and this grads 
applies to the Chairman, National Mineral Development 
Corporation and the Managing Directors of Bharat Aluminium 
Company and Bokaro Steel Ltd. Th© General Manager of a zonal 
railway is now in the fixed grade of Rs.3000/. Since it may 
be difficult to revise this grade, which is the same as that 
for an Additional Member of the Railway Board or an Additional 


Sec re tary 




Secretary to the Government of India, the Government nay 
consider, how best a parity with the public Sector coul:. be 
maintained in the case of the General Manager, consistent, 
with his responsibilities. 

4.17 Seven posts of directors in the Railway Boara have 
been upgraded to the Joint Secretaries 1 grade in the Govern¬ 
ment, This has created anomalous position, as the other 
directors who carry similar responsibilities in their own 
spheres, naturally feel aggrieved. .e are averse to hair¬ 
splitting distinctions, which create psychological tensions 
and. lead to little financial gain. Je, therefore, recommend 
that all Directors in the Railway Board should be placea in 
the same grade. 

4.18 Coming to the post of the Chairman, Railway Board, it 
may be mentioned that prior to 1951, when the post of Chief 
Commissioner of Railways was kept in abeyance, his pay was 
Bs.5,000 as against Rs.4,000 in the case of Secretaries to 
the Government and he enjoyed a higher status. As Principal 
Secretary to the Government, the functions and responsibilities 
of the Chairman, Railway Board, are, at present, the same as it 
used to be for the Chief Commissioner of Railways. The pay, 
however, is now fixed at Rs.3,500. The Federation of Railway 
Officers has pointed out about the inequality in the scale of 
pay of the- Chairman, Railway Board as compared with that of the 
heads of the- major public sector undertakings in the country. They 
have brought to our notice the fact that while the pay of the heads 
of some of the public sector undertakings in Schedule * .A' Appoint¬ 
ments is Rs.3,500 - Rs.4,000, the pay of the Chairman, Railway 
Board is only Rs.3500, We are bringing this also to the notice of 
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the Govemoont* 

4.19 We now come to the method of selection for higher 
appointments .'The weightage given to seniority for 
appointment to selection posts is sometimes quite dis¬ 
proportionate to merit and has resulted in the selection 
of an unsuitable person for a post. The posts of Divisional 
Superintendents, Heads of Departments, Principal Officers, 
General Managers, Members and Chairman of the Railway 
Board are key posts in the Railway Administration and 
considerable care should be exercised in selecting officers 
of outstanding merit for these posts* They should possess 

an intimate knowledge and experience of railway working, 
a high standard of technical ability, a knowledge of 
modem management techniques and qualities of character 
and leadership, which will infuse dynamism and inculcate 
team work all round. In this connection we suggest that for 
higher appointments, the railways should establish a 
management development programme, like the one followed 
by the British Railways. 

4.20 Every management post ® a post in which results 
are produced through other people by planning, organising, 
motivating and controlling their work - should be listed 
and categorized according to its job specifications. 
Management posts in each department may be listed 
separately, e.g. one category may include technical posts 
of Directors, Heads of Departments and Joint Directors$ 

tho second may include posts falling under general 
management, namely the posts of Divisional Superintendents, 
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General Managers, etc* and tbs third category may include 

specialised jobs, involving research and development work 

in the Research, Designs & Standards Organisation, 

Principals of Training Institutes or specialists in the 

field of costing, work study and operational research. It 

should be possible to lay down the aptitude, qualifications 

and experience, needed to equip the officers for each of 

these categories of posts. It should also lay down the 

training courses and the job experience that would be 

normally required in order to got better results from them, 

4.21 The second step in management development is to have 

an objective appraisal of a person 1 s performance and 

potentiality. A.t present an annual confidential report is 

written on every officer by his immediate superior, which is 

required to be endorsed by the next higher authority. In 

our view the standard proforma for confidential reports 

needs to be more comprehensive and the reports should be 

more detailed than at present, so that any one, who reads 

them, may form a proper appreciation of the concerned 

officer’s work and ability. The form in which similar reports 

are written on the British Railways and the procedure for 

making an annual appraisal may be studied in this connection. 

On every officer there should be, as far as possible, a 

separate appraisal by throe different persons. This would 

enable more objective appraisals to be made and permit an 

officer’s performance to be viewed from different angles. 

The three appraisals should be reviewed by the controlling 

,. ..officer 
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officor who should then record his own aoprp.ieal of th, 

officer’s performance and potentiality. The controlling 
officer may even discuss with the concerned officer 
his past performance and his own preference for future 
line of promotion. These, however, need not be binding* 

Here also, the appraisal sheet used on the British 
Railways may be suitably adapted to our requirements. 

4.22 The third aspect in this programme should be to 
match the job and the man. It should be constantly borne 
in mind that not every promising officer can hold all 
types of management posts. A fair amount of specialisation 
even in the management area is essential and inescapable. 
Also every job requires a varying mix of professional and 
managerial abilities. It is the function of the management 
development to find a person with the proper mix to man 
each job. A management inventory for senior management 
posts in different categories should be maintained and 
reviewed every year, to keep it up to data. Officers who 
have entered the 10th year of service should be watched 
more closely and the outstanding ones should be chosen for 
being given a variety of experience and training. All the 
persons, listed in the inventory, should be trained on 
a programmed basis in order to develop their management 
potential* For this purpose, management courses of 
varying duration should be held regularly in the Railway 
Staff College, Officers should also be sent for training 
to the Administrative Staff College at Hyderabad and the 
Institutes of Management in Calcutta and Ahmedabad, Suitable 

.Officers 





officors for foreign training should also bo picked up from 
this inventory and given training according to their 
specialised needs and requirements. We regret to say that 
this problem of career building has been neglected so far 
and we wish to emphasise its extreme importance for the 
promotion of efficiency on the Railways. We suggest that a 
Management Development Coll may be created under the Secretary} 
Railway Board. 

4.23 We also suggest that every year the Railway Board 
should form panels for the posts of Divisional Superintendents 
and for this purpose call for a list of three or more names 
from each General Manager. The General Managers* selection 
should be based on the general assessment and reputation of 
an officer, on an examination of the confidential reports and 
an intimate consultation with the Principal Heads of depart¬ 
ments. The Secretary, Railway Board should scrutinise these 
lists and with his comments and the confidential reports 
put them up for consideration at a Board meeting, where a 
panel of suitable officers may be drawn up* It is also 
considered that it would be better if the Eoard interviewed 
those whose names have been proposed, before making 
their selection. This would certainly add to the work, but this 
selection is so important that no effort should be spared to 
select the best men. The approval of the Minister of Railways 
may then be obtained. All vacancies during the course of the 
year should then be filled from this panel. 

4.24 Likewise, in the case of Principal Officers and 

Hoads of Departments, the Railway Board should call for 

♦ ...recommendations 
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recomraendations every year from each General 
iu anager ana draw up a panel. In regard to 
G neral Managers* selection, the Chairman and 
the Members of the Board should keep a note of 
suitable officers on the basis of a review of 
the confidential reports as also their own 
impressions ana assessments, made during their 
inspections. Each Member of the Board should 
make a list in his own hand-writing of the 
names of officers, whom he considers suitable 
for consideration ana make over this note to 
the Chairman, The chairman, after examining 
all those notes, should uraw up a panel, dis¬ 
cuss it at a Board meeting with the Members, 
and then get it approved by the Minister, 

4.25 We fine that there have freon 

frequent changes in respect of General Managers 
and Heads of departments. It will be apprevia- 
ted that as it requires time to grasp the com¬ 
plexities of a new. railway system, to know the 
men, ano. to plan out a proper course of action, 
it is not desirable that there should be very 
frequent transfers of key management personnel. 
It may be that many of these transfers 
become inescapable on account of promotion to 
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senior posts or weighty administrative considerations. We 
would like to emphasise the necessity of keeping officers 
in key posts long enough to enable them to grasp the 
intricacies and specialities of their particular assignments. 
Under these circumstances, if it has to be ensured that the 
persons selected for higher management posts have to work for 
a minimum period, say of three to five years, it will be 
necessary to select people to fill these posts when they are 
comparatively young. This would require the application of 
very rigid tests of selection of the outstanding and 
promising officers in their early forties so that they can 
be given adequate experience in key positions before they 
step up to the higher levels of the hierarchy. We suggest 
that the Railway Administrations should pick up at a 
comparatively early stage of their career, officers, who 
would ultimately occupy the highest positions and give them 
the necessary training and experience for shouldering higher 
responsibilities. We are surprised by the frequency of 
changes in the posting of administrative officers on the North¬ 
east and Northeast Frontier Railways. Frequent transfers are 
a serious impediment to efficiency and steps should bo taken 
to avoid them both in senior as also in junior assignments. 

It has also been found that some young officers remain 
attached to the headquarters or the Railway Board continuously 




for a long tine end aro kept away from field \»ork which in 
our view, is not desirable* 

4,26 For an organisation like the Railways, there should 
be adequate training facilities for railway officers at 
various stages of their career. The arrangement in the 
Defence Department, where a number of training courses 
followed by promotion tests are held for the selection of 
staff for higher posts seems to be worthy of adoption on 
the Railways. The Railway Board should introduce similar 
training courses and tests and only those, who have passed 
these tests should be promoted.lt is felt that on Joining 
railway service, the probationers should be well grounded 
in the principles and details of railway working before they 
are given charge of working posts. £fter 4 or 5 years of 
service, when they have acquired some maturity, they 
should attend the advanced training at regular intervals 
in refresher and specialised courses to bring their 
knowledge Up«tc*<3ate. The contents and programme of training 
prescribed for probationers and serving officers should be 
constantly kept under review so thatth® training that is 
imparted is suitably geared to ths advancements taking place 
in the concerned field. Human Engineering should be made a 
special subject for instruction, as it has not received the 
emphasis vdeich it deserves, 

4.27 A.t present, training is imparted to the Railway 


Officers in the following railway institutions 
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a) Railway Staff Collcgo, 

Baroda, 

b) Indian Railway School of advanced 
Permanent Way Engineering, Poona. 

c) Indian Railway School of Signall¬ 
ing Engineering and Tele¬ 
communications, Socundorabad. 

d) Indian Railway School of Mechanical 
& Electrical Engineering^Jamalpurc 

In addition, the probationers of Indian Railway Accounts 

Service and the Indian Railway Traffic Sorvico are also 

doputed to the National Academy of Administration at 

Mussoorie. We feel that some rationalisation of the 

facilities is now needed, considering the total number 

of officers to be trained. It has been found that the 

present capacity of the Railway Staff College, Baroda, 

and the Advanced Permanent Way Engineering School,Poona, 

is not adequate. With the present capacity, the Railway 

Staff College at Baroda can take only 12,0 officers. There 

are over 7000 officers on the Indian Railways and they have 

to be given refresher course, say, every 5 years, and in 

addition, the probationers and Class IX officers have to be 

given initial training. Therefdrs the facilities at the 

Baroda Staff College will have to be expanded to cater for 

at least 200 officers at a time. The present capacity at the 

Poona School, which is sufficient only for 40 trainees at 

a time, should also be increased to be sufficient for about 

60 at a time. The guestion, therefore, arises whether these 

two institutions are to be separately expanded or whether 
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they can be combined into one institution and also whether 
this combined institution should be located at a more 
suitable place. Lucknow has been suggested as a more 
appropriate location, since the Research, Designs £: Stand erd'- 
Organisation is also headquartered there. While establishing 
a combined institution at Lucknow may mean a capital 
expenditure of Rs. 2 or 2*5 crores, as a long term measure 
it may be advantageous to do so. The officers,under training, 
will also get an opportunity of being in touch with the 
Research Designs & Standards Organisation during their 
training period and it will be advantageous for them to 
know the various new problems under investigation in the 
Research Organisation. The Research Designs & Standards 
Organisation’s officers should also be able to give 
lectures and advanced training to these officers. Duplication 
of facilities like the library etc. can be avoided and 
staff costs can be reduced. We, therefore, feel that 
before any further expansion is attempted at Baroda or Poona, 
this proposal should be carefully looked into. 

4.28 We also suggest some changes in regard to the 
promotion of Class III staff. For their promotion to Class 
II. a certain percentage is fixed but disproportionate 
weightage is now given to seniority with the result that 
most of those who are promoted cannot go up beyond that 
level. Deserving class III employees should have 
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opportunities to rise to higher positions. Young men of 
merit should, therefore, be given opportunities for training 
and taking up special promotion courses and qualify them¬ 
selves by passing the prescribed tests for promotion to 
Class II. This will naturally give them opportunities to 
rise still higher* 

4.29 In regard to the experienced Class ill staff employed 
in senior appointments and who fre in the old age groups, 
certain improvements to the maximum of the grade are necessary. 
All these posts are in the grade of Rs,450-575. We suggest 
that for 10$ of these posts, the maximum should go up to 
Rs.700. A special grade should be introduced, which may 
rise up to Rs.700 with an annual increment of Rs.25. It is 
much better to retain a good Foreman or an Inspector in his 
present capacity rather than promote him to Class II for the 
last few years of his service. It is. for this reason that 
we have recommended the grade gping up to Rs®700.’in addition, 
to encourage and to give an incentive to such very senior 
men, we suggest that one per cent of the total posts in the 
present Rs.450-575 grade should be vested with honorary 
gazetted rank. This will enable certain selected senior 
staff in categories like Station Superintendents, Loco 
Foremen, Traffic Inspectors, Permanent Way Inspectors, Loco 
Inspectors, Chief Controllers etc. being given an honorary 
gazetted rank. 


4.30 




4.30 We now propose to deal with the avenues of promotie: 
of the Glass III and IV staff. As a result of Justice 
Shankar Saran award, avenue charts have been prescribed 

for each category of staff and this is being implemented 
on the Railways. Since then the level of education in the 
lower categories of staff has improved and will improve 
still further. The Railway Board, should, therefore, 
periodically review wheat further improvement in the 
avenues of promotion of Class HI and IV staff can be 
effected. 

4.31 If the pattern of organisation and the method of 
work which we have suggested is implemented, it would 
result in some of the staff in the Railway Board and on 
the Railways becoming surplus© It will be necessary to 
determine which categories of staff and in what numbers 
they are likely to be rendered surplus? and to determine, 
who are likely to be the persons involved. A special officer 
in the Railway Board from the Establishment Directorate and 
likewise an officer from the Personnel Branch at each 
Railway Headquarters should be entrusted with the 
responsibility of finding posts for their absorption. 

For this purpose, special training programmes should be 
started to provide facilities to the staff for acquiring 
the necessary skills with a view to their absorption in 
posts, where trained personnel are required of approxi¬ 
mately similar or equivalent status. Age limits which 
might prevent this type of staff from appearing in a 
competitive test, for other appointments should be waived. 
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It is realised that no one can bo retrenched and, therefore, 
proper arrangements should bo made to ensure that surplus 
staff are suitably placed in the existing or future vacancies 
on the railways as quickly as possible,, 

4*32, The recruitment of a largo number of temporary officers 
had boon made to moot the demands of tho extensive development 
on the Railways. The following numbers are at present on the 
temporary lists . 


Civil Engineering 

389 

Electrical 

Engineering 

139 

Signalling 

Engineering 

80 

Mechanical 

Engineering 

10 

Stores 

9 

Traffic 


15 


Total 

642 


The proportion reserved for absorption of temporary officers 
in Class I service is 17»5$ of the annual recruitment. 

We appreciate that it is not possible to increase this 
percentage. A. review of the performance of temporary officers, 
with a view to weeding out those whose performance is below 
par, is now in hand in the Railway Board. Even after weeding 
out, the number of suitable officers left over for absorption 
in permanent vacancies, will be quite large. With the present 
rate of absorption, which is about 10 to 15 a year, this 
problem cannot be satisfactorily solved and these officers 
will continually feel frustrated with their uncertain 
position. We realise that the programme of developmental 
works on Railways will be reduced, but it has to continue at 
a certain level. We, therefore, suggest that a reasonable 
assessment of this level and the level of expenditure in 
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future years may bo made and, to this extent, then 0 t'horary 
officers may bo permanently absorbed. This would bo the 
bost solution to the problem. 

4,33 We now turn ou2? attention to a pressing demand made 
by railwaymon regarding some preference boing given to 
the children of railway employees. Prior to the enactment 
of the Constitution, in the matter of recruitment to 
railway services, preference used to be given to the 
children of railway employees and this had paid a rich 
dividend, in that persons who had grown up in railway 
environment and who had railway working in their blood, 
entered the railway service and proved their mettle in 
such important categories as those of drivers, guards, 
station masters, permanent way men, etc. In fact, this 
was one method of ensuring the loyalty of the senior 
staff,to whom nothing was more important than employment 
given to their children, particularly, when they were on 
tho verge of retirement. Considering the fact that the 
railwaymon work in all weather conditions and at all times 
of the day and night in emergencies, at various points 
and that some of them work in out of the way places 
with no access to big employment centres, this concession 
that was extended to them, namely giving preference to 
their children in railway service, was a great boon to 
them. This was commented upon in para 95 of the Railway 
Occidents Committee report 1962 as well, wherein it was 
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recommended that. 25 per cent of the vacancies 
should be filled in by the- General Managers from 
amongst the sons of railway employees# Th^ rele¬ 
vant paragraph is reproduced below;- 

» Employing son s of rnilKny...employee^.; 

In p-’i’t I of our Report, we have 
already recommended tlr t 25 per cent 
of the vacancies should bo filled by 
the General Manager from amongst the 
sons of railway employees. V/e arc 
not awr.ro of the action talien by the 
Government on this recommendation. 

It is our considered view that tr.is 
will go a long way in meeting the 
shortages, .apart flora the much needed 
boosting of the morale of the staff. 

\7c consider th°t the railways should 
not be treated as a mere Government 
department while taking decision 
on this matter. They should be con¬ 
ceded the prerogative of a commercial 
organization having th--- authority to 
reward its good workers by employing 
their sons.” 

No action could be taken by the Government on t**is 
recommendation due to constitutional limitations. 
The importance of the matter compels us to ask the 
Government to reconsider this recommendation. 
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4 # 34 The present procedure and method of punishment does 
not provide for any incentive to an employee to improve. 

It has been represented that even an employee, who has done 
excellent work in the past, gets punished for a single 
mistake. The punishment is inflicted without taking into 
consideration his previous work, because there is no 
procedure for recording the good work done by the employees 
A. system of merit marks for good work somewhat on the lines 
of the Brown System of discipline may be considered, 

4*5.- r 5 The practice cf periodically transferring the 
staff, who come into contact with the public, whether 
a station master, a commercial clerk, or any other category, 
is causing considerable disruption in the service conditions 
of the employees and there have been representations from 
the railway Federations against such periodical transfers. 
We consider that this practice up»*sets the morale as also 
the loyalty of the staff, who are responsible for the safe 
and efficient work of the railway system and that periodical 
transfers should not be resorted to. Only if there are 
specific proved complaints, should such transfers be 
ordered and that too after taking into consideration all 
aspects of the work of the employee, 

4.3« Some of the Zonal Railways have over-centralised 

personnel work at the headquarters. The Railway Board 
should ascertain the exact position on each Railway 
and decentralise it, to the maximum extent,in favour 
of the Divisions on a uniform basis* 



4.37 Personnel administration on the Railways, due to the 
large number of employees and the complex staffing pattern, 
calls for considerable skill and experience and a complete 
knowledge of the Labour and Establishment rules* It has been 
represented to the Committee, both by the National Federation 
of Indian Railwaymen and the All India Railwayman's Federation 
that the quality of personnel officers, at present on the 
Railways, particularly at the lower levels, is not equal to 
the burdens placed on them. They have also represented that 
the "grievance machinery", working under the personnel 
officers is not effective in that the Welfare Inspectors are 
not discharging their functions satisfactorily. The 
Federations even went to the extent of saying that the system 
in vogue, prior to the formation of the personnel department, 
when the departmental officers were responsible for the 
welfare and discipline amongst staff under them, worked 
better and that the staff had direct access to their depart¬ 
mental officers who would redress their grievances promptly. 
While a reversion to the old practice is not advisable 
now, considering the complexities of personnel administrat¬ 
ion and the special knowledge required of Labour and 
Establishment Rules, we consider that this aspect, which has 
been represented by the Federations, requires careful 
consideration and that steps should be taken to improve the 
personnel administration on the Zonal Railways by taking the 
following steps - 
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a) special car© should be taken in respect of 
the recruitment and training of personnel 
officers and it will be advantageous, if 
persons YJith qualifications in Sociology are 
given preference, while selecting persons 
for such posts* 

b) the Personnel branch should be put on equal 
footing with other majov dopartrneo.t-s-of t-h® 
Railways, 

c) Personnel officers should~-ncrt be changed 
frequently. It takes considerable timo for 
an officer to understand the staff problems 
in a particular Division or District and if 
they are changed too frequehtly, the entire 
purpose of personnel adrainistration will be 
defeated. Personnel officers, at all levels 
should not be changed in less than 4 years, 

d)whil© personnel officers will be responsible 
for the effective functioning of the 
'‘grievance machinery", welfare activities and 
ensuring that representations received from 
the staff are dealt with promptly, there 
should bo no element of interference with the 
departmental officers* 
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5.01 The importance of efficient and economic 

operation of the Railways needs no emphasis. It has, 
therefore, been examined in some detail. 

5,02 Passenger and freight transport had b®©n 

steadily increasing till the recent set-back to the 
freight traffic, which was mainly due to the economic 
recession. An indication of the development and its trends, 
from the inception of planning, may be gleaned from the 
figures given below:- 


1950-51 1955-56 1960- 61 1965-66 1966-67 

(Figures in millions) 


Passengers 

1, 

,284 

1< 

,275 

1, 

1594 2 

o 

00 

CO 

2, 

,191 

(Index) 


100 


99. 

i 3 

124.1 

162. 

,1 

170,6 

Passenger Kms 

.66, 

,517 

62, 

,400 

77. 

,665 96 

,294 

102, 

,135 

(Index) 


100 


93, 

8 

116.8 

144, 

8 

153.5 

Freight in 






156.2 



201.6 

tonnes. 


93. 

0 

115, 

9 

203. 

,0 

(Index) 


100 


124, 

6 

168.0 

218. 

3 

216.8 

Tonnes Kms. 

44, 

,117 

59, 

,576 

87, 

,680 116 

,936 

116, 

,607 

(Index) 


100 


135. 

0 

19^,7 

265. 

1 

254.3 


5.03 The percentage of total freight traffic handled 

by diesel or electric locomotives is as follows:- 

_BtQt , mm ■ 

Diesel ft glee trie P.iese),, ft.Electric 

40.75$ 19.99$ 27.24$ 1.07$ 

41.5$ 20.6$ 29.0$ 1.1$ 

...... 5.04 


1966-67 

April to 
Sept* 67. 
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5.04 To provide for this rapid growth, various schemes 
of development were undertaken and the investment made 
during the Plan periods was as follows*- 


Capita l Depreciatio n* Development * *Re venue Tota l 


1st. Plan 

1431.6 

2064.9 

Fund 

505.3 

232.9 

4234.7 

2nd Plan 

5492.7 

3204.2 

1214.5 

525.5 

10436.9 

3rd Plan 

11407.8 

4603.0 

1314.1 

533.6 

16858,5 

1966-67 

1607.0 

796.9 

279.5 

100,3 

2783.7 

1967-68 

1500,0 

1038.0 

220.0 

102.5 

2860.5 


(♦Internal resources) 

5,05 Principal improvements effected in the movement 


capacity since 

the inception of planning are*- 


i) 

Doubling 

5110 Kilometres 

ii) 

Additional crossing 
stations* 



a) on double lines 

b) on single lines 

49 

564 

ili) 

Modernisation of yards on 
the Eastern Railway - T.Kms. 


Mughalsarai 300 

Andai 179 


iv) 

Introduction of route 
relay interlocking at 

17 stations 

v) 

Introduction of C.T.C. as 
an experimental measure on 
two metre gauge single line 
sections, namely, Chupra- 
Gorakhpur on N.E.Railway and 
Bongaigaon-Changsari on 

N.F.Railway.* 

311 Kilometres 


(♦work still in progress) 



• *•vi) 
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vi) Introduction of automatic 

signalling on - 516 Kilometres 

vii) Electrification of lines - 2798 Route Kilometres 

(7124 Train Kilometre.,) 

viii) Conversion of metre gauge 

Section to broad gauge - 507 Kilometres 

ix) Additions to rolling stock: 


a) Wagons (in units) 164423 

b) Steam Locomotives 2493 

c) Diesel locomotives 710 

M.L.Shunting 

d) Electric locomotives 331 


BLOPMENT OF 5.06 In the advanced countries. 4 wheeler wagons have 

IffiffiJ If 

ANCED been largely replaced by bogie stock with centre buffer 

STRIES 

couplers. These couplers are designed to stand heavier 
strains, which enables train formations and their haulage 
by multiple diesel or electric locomotives. Fewer trains 
are thus operated on sections at faster speeds and 
sufficient flexibility is available for movement and 
track repair. Signalling has been modernized. Automatic 
power signalling and centralised traffic control have 
practically eliminated the human factor in the processes 
of line clear working, operation of points and signals 
and consequent delays have been avoided. Wherever 
centralised traffic control is not in vogue, the arrange¬ 
ment of having fewer trains minimises the strain on the 
control and train passing staff at Stations. Marshalling 
yards have e&eo been mechanised. The operation of 
points is arranged through electrical devices in 


a 
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a pro-sot sequence, based on the requirements of shunting 
operations. Automatic retarders have been provided to 
control the speed of movement of shunted wagons, which 
thereby avoids damages due to impact against other 
wagons. Investment in line capacity works has been kept 
down. In fact, in the USA, considerable lengths of double 
or quadruple lines have been lifted and single lines, 
with modem signalling and efficient tele-communications, 
adequately serve their needs on most busy sections. 
Passenger train density is, however, generally low and 
the goods train loads have gone up to 20,000 tons. 

MODERNISATION 5.07 Recognising the value of above developments, 

O F INDIAN 

RAILWAYS. the Indian Railways also started developing on these 
lines. These improvements, however, have been 
concentrated on B.G. sections, which handle 84# of the 
freight traffic. On the metre gauge, centre buffer 
couplers of a weaker design have been in use all 
along. The existing policy of the Railway Board is 
%o provide only bogie stock for the metre gauge and a 
large proportion of bogie stock equipped with centre 
buffer couplers for the broad gauge. 

5.08 Coupling, however, presents a problem on the 
broad gauge, as the screw coupling, with which the 
old stock is ecuipped, does not match with the centre 
buffer couplers. Some of the new bogie stock has, 
however, been equipped with what is known as the 


••.transition 



transition coupler* which serves the dual purpose of 
screw coupling and centre buffer coupler. It is intended 
to cover the period of transition, until the position 
has been stabilised. The latest thinking of the Board 
is in favour of having the transition coupler in all 
bogie stock, which will facilitate unrestricted loading 
and movement of wagons, throughout the country® 

5®09 in Japan we understand that about a year’s 
preparatory work was done before the introduction of 
the centre buffer coupler and rail operation was stopped 
for 24 hours and all the resources in shops and sick 
lines were mustered to equip the entire stock with the 
C.B®C® within this time. It is realised that the problem 
on the Indian Railways is bigger and has its own 
complications. But a definite policy should be evolved 
with regard to the future shap® of things, and 
implemented with determination. It seems clear that 
all the new stock,bogies or 4-wheelers, should be 
equipped with the C.B.C. hereafter. It is understood 
that a centre buffer coupler, suited for 4-wheeler 
stock, is being designed. It has already boon examined 
that tho structural changes, necessary in the existing 
stock to introduce C.B.C., will not bo very expensive. 
Since wagons have to undergo P.O.H. in the shops at 
an interval of 3J- years, the maximum time for change 
over should normally need exceed this period and an 


...attempt 
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attempt should be made to implement it in respect of the 
stock which is likely to last for more than 10 years, rather 
than perpetuate the present complication** 

5.10 The mercantile community are used to 4-wheeler wagons 
and prefer them since the tonnage required to load them fully 
is comparatively small. The problem for the Railways, however, 
is one of providing a type of wagon which would be most 
economical in transport* If the 4-wheeler wagon, which the 
Research, Designs and Standards Organisation is designing, 
proves as economical or even marginally less economical than 
a bogie wagon, it could be considered for future use, provided 
its load also matched the carrying capacity of bogie wagons 
on the metre gauge. Since the position is somewhat fluid at 
the foment, definition of policy on this question should 
await the outcome of R.D.S.O's effort. 

5.11 The length of crossing loops has been standardized 
by the Railway Board and this governs the length of trains 
at present. Maximum loads cf trains with the existing loop 
lengths are: 

4-wheeler s BOX wanon 

Broad Gauge 72-2200 gross tons 45-'3600 gross tons 

Metre Gauge 72^1400 gross tons 46- 1400 gross tons, 

5.12 The Indian Railways have so far been using the vacuum 
brake equipment. The R.D.S.O. has been examining the 
possibility of improving the efficiency of the vacuum brake 
and. has reached the conclusion that, with certain modifications, 


.it 
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it can effectively be employed for handling BOX wagons 
trains upto a maximum load of 8600 tons. A higher pay 
load bogie wagon with a gross load of 90 tons has since 
been designed, which, with the existing length of loops, 
will enable an increased train load of 4050 tons, 
practically twice that of a 4-wheeler train. This, however, 
seems the limit of effectiveness of the vacuum brake. If 
longer trains with higher tonnage have to be hauled, the use 
of air-brakes would seem necessary. 

5.13 The density of freight traffic on the Indian 
Railways, which is fairly high, con?)ares favourably with 
that in the advanced countries. The comparative net ton 
kilometres per route kilometre are as follows*- 





1) 

Italy 

1000 

2) 

U.K. 

1050 

3) 

France 

1745 

4) 

Canadian National 

1906 

5) 

Canadian Pacific 

1931 

6) 

German Federal 

1973 

7) 

Japan 

2647 

8) 

India (B.G.) 

3413 

9) 

U.S.A. 

3519 


5.14 Judged from the above figures and the high density 


of 
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of passenger traffic, which again is higher than that in 
the western countries, and an outmoded signalling and 
communication system which frequently remains ineffective, 
the performance of the Indian Railways is decidedly impressive. 

5.15 Lawlessness, to which the Indian Railways are an 
easy prey, has been a great handicap. Its ramifications are 
fairly wide and disturbing. A handful of miscreants and 
groups of onlookers, who wittingly or unwittingly join them 

to set at naught the ordered working of the Railways, prevent 
train movement, threaten the staff on duty and indulge in 
vandalism. Be it an organised bundh, a protest demonstration 
or even a petty grievance, connected or unconnected with the 
Railways, these elements find a strange satisfaction in 
disrupting railway movements. Students too follow their 
example. They all apparently view the Railways as an emblem 
of the Central Government authority and not as a public 
utility organisation, designed for the benefit of the 
people. Oblivious of the massive derangement to the Railway 
working, national loss and set-back to the normal life of 
the people, a small group of lawless elements hold the 
society to rsnsom. 

5.16 Thefts also create problems for the Railways. The 
Central Railway authorities at their meeting with us, most 
distressingly related the gravity of the situation and 
informed us of the latest technique of stopping running 
trains by short circuiting the electric power signalling for 
committing thefts. Ttw also told us about the thefts of 
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copper wire and the placing of stones and boulders on the 
track etc. The demand for additional suburban trains, which 
could not be reasonably fulfilled, was pressed home, by 
resorting to the stoppage of trains. 

5.17 A.11 these calls on busy executives add to the 
operational difficulties. That this situation predominates 
around the Metropolitan towns (Bombay-Calcutta, Delhi etc.), 
which are the hub of intense transport activity, causes a 
protoounced disturbance to the movement of traffic in these 
areas. Trains in these areas follow in quick succession 
and stoppage in the flow of traffic leads to chaotic 
conditions, which it takes hours to rectify. The higher 
authorities wish to remain in touch with them and, therefore, 
these incidents have to be reported right upto the Board 
level. The officers, therefore, cannot give their undivided 
attention to their normal duties and function under a 
continuous state of stress and tension, 

5.18 We have given considerable thought to the problem 
of lawlessness. Law and order is a State subject. This is 
grave national problem and all that we can say is that the 
Government at the centre and in the States should apply 
their minds as to how the public opinion may be 
mobilised with a view to tackling this problem. 

5.19 The basic problem of operation is the efficient 
usage of rolling stock. The important indices for judging 
the efficient usage of rolling stock are - 


a) 
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a) Wagon kilometres per wagon day 

b) Net ton kilometres per wagon day. 

c) Engine kilometre per engine day (on line) 

i) Steam 

ii) Electric 

iii) Diesel 

d) Net ton kilometres per engine day (on line) 

e) Speeds of through goods trains 

i) Steam 

ii) Electric 

iii) Diesel 

The position in respect of these indices is detailed 
belows- 

a) W agon Kilometres per wagon day (B»G) « 

5.20 The best result was 76.9 wagon kilometres per 
wagon day in 1960-61. The results have since steadily 
gone down. In 1966-67 it was only 70,2 which is approxi¬ 
mately 10$ lower. This signified more detentions in 
marshalling yards and at terminal points. The stabling 
of trains enroute also seems to have increased* The average 
speed meanwhile has gone up from 16*1 in 1960-61 to 
16*5 kilometres per hour in 1966-67 and this shows the 
wagon detentions must have gone up by more than 10$. 

The best results attained in each Railway during the years 
1956-57 to 1965-66 and the figures for 1966-67 are given 
below 


,. . . .Statement 
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Statement showing wagon 
kilometres per_j»agon das: (B.Q ) 



Best result 

1966-67 

All Railways 

76,9 (1956-57) & (1960-61) 

70.2 

Central 

102*2 (1960-61) 

74.6 

Eastern 

63*4 (1965-66) 

61.1 

Northern 

103.3 (1960-61) 

76,6 

Northeast 

Frontier 

50.9 (1966-67) 

50.9 

Southern 

73.1 (1956-57) 

54*3 

South Central 

65.1 (1966-67) 

65.1 

South Eastern 

71.0 (1956-57) 

69.0 

Western 

126.3 (1962^.63) 

94.6 


The deterioration which is marked on the Central, Northern, 
Southern and Western Railways has caused us anxiety. 

We have broadly examined the reasons for the deterioration 
and find that - 


a) Part of this is due to surplus wagons 
which either remained idle or due to 

a sense of complacency, movements became 
slower* The Railway Board has informed 
us that 18,000 wagons are surplus to 
normal requirements over the whole 
railway system* 

b) Detentions to wagons in steel factories 
and washeries are high* 

c) Detentions to wagons in certain marshalling 
yards are high, e.g- 

*1) Raichur 47*6 hrs. 

*2) Arkonam 40,6 hrs* 

*3) Tondiarpet 37*4 hrs* 

*4) New Katni 30*5 hrs* 

(♦Figures relate to March,1967) 

.d) 





d) Movements on certain routes have not 
been free, leading to the hold-up of 
trains or stabling; the important ones 
being j- 

i) On the Western Railway, from the 
Ratlam to the ihmedabad area* We 
were informed that due to the 
persisting failures of the handling 
contractor at the transhipment points 
at Sabarmati and Viramgam, these 
terminals were always congested and 
consequently trains could not be 
received freely and were held 19 
enroute or stabled* 

ii) 0n the Northern Railway the terminals 
remain congested and wagons are 
either detained in marshalling yards 
or trains are stabled* 

iii) On the Southern Railway* due to the 
Madras Port frequently blocking back 
without prior notice, the stabling 
of trains and the consequent slowing 
down of movements is a regular 
feature* 

iv) On the central Railway, due to the 
insufficiency or inefficiendy of the 
electric locomotives between Igatpuri 
and Bombay, movements are not free and 
there is inadequate capacity on 
Agra-Jhansi-Bina section* 

v) On the South Central Railway, due to 
inadequate facilities at Dhond, and 
the difficulties of movement beyond, 
wagon movement is slow* 

vi) Percentage of serviceable wagons has 
also gone down from 96*6g£ in 
1960-61 to 95*79# in 1966-67.Wagons 
under repair were - 

flggfls JgasgaaJ^U 


3.32 

3.99 

4.21 


* * *5*21 


1960-61 

1965- 66 

1966- 67 



- 100 - 


5«21 These causes are all remediable and Railways 
should take effective steps to remove them. Having 
reached a particular level, they should improve their 
performance and not slide back. It should be realised that 
better performance would bring down the requirement of 
wagons and the investment thereon. Ten percent saving 
in B..G. wagons will give a sizeable, saving in investment. 
For effecting improvement it is suggested - 

a) The Divisional Superintendent concerned 
should take up, one by one, the marshalling 
yards and terminal stations, where wagon 
detention is high and have thorough 
investigations carried out with a view 

to introducing remedial measures promptly,, 

b) The Zonal Headquarters should likewise 
examine the problem of the stabling of 
trains and take energetic steps to 
eliminate such hold-ups,, 

c) The problem of detention to coal and 
iron ore wagons in staefl. works warrants 
very careful operational research. In 
respect of washeries the report of our 
study is given in Appendix V/7* 

d) The replacement and withdrawal of wagons 
from sick lines should be prompt and if 
the time taken in repairs is excessive,its 
causes should be removed* 




.. .e) 
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g) Thermal Power Stations which regularly 
need a large quantity of coal, should 
provide tipplers for unloading coal 
wagons. In fact, at all major traffic 
points, there should be mechanical 
devices for loading and unloading BOX 
wagons, 

5.22 Wdi do not favour a large cushion of wagons and 
consider that the objective should be to meet unforeseen- 
fluctuations of traffic by better utilisation of wagons and 
better methods of chasing. With growing industrialisation, 
it is expected, a steady demand will develop and seasonal 
fluctuations will be mitigated. 

5.23 The problem of the movement of the recent wheat 
crop in the Punjab and Haryana, when the exportable surplus 

mounted to over two million tons, which the Railways were 
called upon to move in a month or so before the rains broke 
out, has&lesson for the future. Firstly, it has to be 
recognised that the movement of such a large volume of food 
grains, without considerable advance preparation is an 
impossible task. It involves the loading of about 1200 to 
1500 wagons and the movement of about 20 special trains 
daily. The necessary siding facilities at the despatching 
and receiving stations for the stabling of empty wagons, their 
loading and unloading, together with the necessary labour, 
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should bo available. The requisite road transport for 
bringing it regularly to the loading point and removing 
it from the unloading point should also be available, 
because no railway system can afford to allow its 
wagons to be utilised as store houses, nor can it have 
accomodation in the goods sheds for the storage of so 
large a volume of food grains. The problem, therefore, 
should be tackled in the future on two fronts. Firstly, 
the Food Ministry or the Food Corporation in conjunction 
with the traders or otherwise, should arrange to provide 
storage godowns or silos, at recognised grain mandies, 
in the surplus States, to hold buffer stocks. Secondly, 
the Food Corporation should give as much advance 
intimation of the programme of such movements as possible 
so that the Railways may make necessary plans, within the 
resources which could be mobilised by them. The problem 
mentioned above is likely to be an annual problem in some 
of the suiplus states and the Railways should examine 
it in conjunction with the Ministry of Food and evolve 
a plan of action which could be implemented at short 
notice. Facilities for loading and unloading round 
the clock should bo aimed at in an emergent situation. 
Arrangements for the mobilisation of resources should 
be thought out and laid down for the guidance of those 
concerned. In the same manner, in the matter of coal 
movements also, coal dungps should he created to even out 
the requirement of wagons. 


5, 24 
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5.24 With growing electrification and diesolisation 
and the revised instructions for train examination at 
distances of 300 miles in the case of 4-wheolers and 500 
miles in the case of bogie wagons in»*dart of ovary 100 miles, 
the whale c nception of marshalling and interchange at z:nal 
Juncti ns should change. The marshalling cf wagons for the 
farthest point, consistent with the availability of traffic, 
should be aimed at. 

5.25 The Railway Board have already laid down marshalling 
orders,, but the pattern, quantum of traffic and the facilities 
keep on changing. These ofders should, therefore, be 
periodically reviewed. A number of minor yards and. 
interchange points, which do not constitute terminals of 
traffic, should be skipped over by trains marshalled for 

long distances. Under steam traction, due to engine changing 
and train examination at close distances, these yards were 
inevitably used but since diesel or electric trains can run 
through without a stop, these yards have lost their 
significance. Continuous study should be ss»de to eliminate 
the stoppage of goods trains or the hold up of wagons at 
such points. An indication of what is intended may be had 
from a few suggestions given below:- 

i) Moghalsarai should marshal trains for the 
Central Railway with through-loads for 
Bhusawal or Jabalpur. Such trains should be 
moved from Moghalsarai by Central Railway 
diesels straight to the destination without 
a step at Cheoki. Only wagons for roadside 
stations from Cheoki to Jabalpur may then be 
sent to Cheoki, which would greatly reduce 
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the work at Cheoki. Merely for recording 
the individual wagon numbers for 
interchange purposes should not 
necessitate the hold up of through 
trains, A spare copy of the guards tally 
of through trains may be sent to Cheoki 
from Moghalsarai. 

ii) Through trains from Moghalsarai to 

Northern Railway should not be held up 
at Subddarganj, where the facilities 
should be suitably reduced. Moghalsarai 
should form through trains for Tughalakabad 
and important centres in Puhjab, for which 
train load traffic is forthcoming*. 

iii) Nimpura yard on the South Eastern Railway 
should marshal trains for Tondiarpet and, 
via Gudur, for Jalarpet or Erode on the 
Southern Railway. These trains should 
proceed untouched at Waltair or Vijayawada. 
In fact, arrangements should be made to 
by-pass these yards, because once a train 
enters a marshalling yard it is apt to be 
detained. 

iv) Raichur is only a notional point for 

interchange of wagons. Train examination 
and the hold up of trains there,should be 
eliminated. In fact, the closing down of 
the shed and various facilities at this 
station should be considered. 

v) Gudur is another notional point for 
interchange, where there should be no 
facilities for train examination etc. 

vi) Trains from Western Railway to Delhi 
area need not stop at Mathura, kt Mathura 
the various interchange facilities should 
be suitably modified. 

vii) Trains from Tundla to the Western Railway 
should be intensively examined at Tundla 
and there should be no hold up at Jumna 
Bridge for interchange examination. Likewise 
the wagons for the Central Railway 

(Agra area) and beyond should be examined 
at Tundla. 

viii) Train examination centres should be based 
on grounds of safe working and not on 
interchange. 
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(ix) If train examination of through trains 

falls at a busy yard like Vijay:u,’ada, it nay 
be considered whether it would be advantageous, 
taking into account the cost that would be 
involved, to base it at the adjoining 
station so as to avoid the hold-up of 
trains in a busy yard* 


(x) The General Manager, South Eastern Railway 
has conducted operational research to 
reduce detention to wagons at a number of 
centres on his Railway and has effected 
improvements thereby. His studies should 
be circulated to other Railways for similar 
action. Likewise certain practices leading 
to operational improvements introduced by 
the Divisional Superintendent, Asansol,which 
are of considerable practical value and are 
cost-saving, should be communicated to the 
other Railways. We understand that the 
Chairman, Railway Board is pursuing this 
matter* 

5,26 Some other suggestions which we would commend aret- 

Ca) That a national plan for All-India 

M arshallin g should be evolved bearing in 
mind, the principles indicated. 

(b) That the key yards should be well equippeu 
and preferably mechanised for the task. 

It pays to do so if a yard handles more 
than 1000 wagons daily through the shunting 
grids. The yards suggested for mechanisation 
are Kanpur, Tughlnkabad, Bhusaval,Nimpura, 

Tatanagar and Tondiarpet* In the coalfields 
area, Patherdih and Bhojidih merit 
consideration for mechanisation. The 
benefit of mechanical retarders in smaller 
hump yards may also be considered. 

(c) Development of facilities in yards other 
than the key yards should be viewed with 
caution, as it is visualised that with long 
distance marshalling and running of 

through trains, with electric or diesel 
engines, the strain on intermediate yards 
will be greatly minimised. 

(d) The Bombay & Calcutta Port authorities 

should also consider the desirability of 
mechanising their marshalling yards so as 
to comply with the marshalling plan of the 
Railways. 


5.27 
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5,27 Zonal Railways should consider this problem of 
marshalling from the point of view of overall benefit 
accruing from it and not from a parochial angle with the 
object of getting rid of wagons from their area anyhow. 

Yard masters are apt to take the line of least resistance 
to relieve their own yards and ignore the marshalling orders. 
This tendency should be ruthlessly curbed, and marshalling 
orders rigidly observed. If these orders are well conceived, 
it should not normally be necessary to run more than one 
mixed load a day between two focal points e.g. Moghalsarai to 
Lucknow or Moradabad, at the present le^el of traffic. The 
object should be to centralise the marshalling work at 


the key yards, located close to the points of origin of 
traffic. These are well known principles but they have been 
stated sigply because they are overlooked at times. 



6.28 The figures for the years 1960-61 to 1966-67 


are given belowt- 


1960-61 


998 

1961-62 

w 

973 

1962-63 

m 

1007 

1963-64 

M 

987 

1964-65 

_ 

921 

1965-66 

• 

940 

1966-67 

m 

900 


The best result was obtained in 1962-63, while in 1966-67 
it was the lowest. Normally with an increasing proportion 
of BOX wagons, with a better pay load than that of ordinary 
wagons, this figure should have improved. Two apparent 
reasons for this drop are*- 

.i) 
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i) A drop in the wagon kilometre? per 
day. 

ii) A. drop in the percentage of loaded 
kilometres to total wagon kilometres. 

Since 1955-56, the lowest figure of 
68,3 was in 1964-65, while the highest 
figure of 72,0 was in 1955-56, 

It is vo cognised that considerable empty haulage of wagons 

to the ports and transhipment points was involved in the food 

movements which apparently contributed to a drop in the 

percentage of loaded movement. A close watch should be 

maintained on empty haulage and average wagon loads, 

(c) Engine kilometres per engine day on lin e: 

5,29 The statement given below, indicates the comparative 

position since 1960-61 upto 1966-67:- 



Steam 

Diesel 

Electric 

1960-61 

113 

263 

116 

1961-62 

111 

246 

151 

1962-63 

107 

277 

222 

1963-64 

93 

291 

247 

1964-65 

96 

308 

267 

1965-66 

91 

319 

270 

1966-67 

90 

318 

247 


It will be noticed that the performance of steam engines 
has deteriovfttod. We have been told that with eleccrification 
and dieselisation, these engines have been relegated to 
slower services, Diesel and electric trains receive 
precedence over them. The problem is essentially one of 
increasing the speeds of trains and judicious scheduling 
of slower services. While the steam engines remain, an 
endeavour should be made to secure the maximum possible 
output from .them. The practice of extended runs should be 

continued. An analysis should be made by each Zonal 

..Railway 
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Railway to determine thoir actual requirement of steam 
locomotives and the surplus stock should be stored in good 
repair for use in emergencies. The tendency to keep a 
larger number of engines in circulation, than actually 
required, is uneconomical and should, therefore, be 
discouraged. 

5.30 The output of diesel and electric locomotives is 
also low. They have been recently commissioned and their 
past trends, which in effect, were trial periods, have no 
relevance for purposes of comparing the existing results, 

or being taken as a guide for fixing targets of performance. 
A special team of engineers under the Efficiency Bureau 
of the Railway Board had made a comprehensive study of 
the economics of electrification vis-a-vis dieselisation. 

They came to the conclusion that on a section with gradients 
ranging upto 1 in 200, a diesel or electric locomotive 
should give an output of about 700 kilometres per day 
per engine on line and this should be the objective to be 
pursued by the Railways. Such studies should be made for 
every section, where these engines operate to determine the 
optimum output. 

5.31 In our discussions with the General Managers, 
we found that the percentage of electric engines, 

under repairs, is high on the Eastern and Northern Railways* 
Average kilometrage per failure is also unsatisfactory 


being 161000 KM on the Eastern Railway and 66453 KM on the 

....Northern 
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Noithorn Railway. The Eastern Railway complained of a 
multiplicity of types of electric engines and consequent 
maintenance problems. They also complained of inadequacy of 
competent trained staff. Steam engine maintainors have 
apparently been seconded after some training but have not 
yet built up the requisite expertise. They also complained 
of some design defects in the Japanese locomotives.The 
Northern Railway complained that the indigenous electric 
equipment on the Chittaranjan engines was inefficient 
and liable to failure. We need not dilate upon this subject 
as we understand that the Railway Board is fully aware of 
it. It should take up the matter with the parties concerned 
and take prompt remedial measures. It may be mentioned that 
the diesel and electric engines are sophisticated machines 
and their maintenance problems should be set right as soon 
as they arise. Procedures for efficient maintenance should 
be established and allhered to. While the teething troubles 
are there, it is necessary to have sustained intensive 
supervision and an adequate supervisory staff for this, 
purpose. A closer officer-oriented supervision by 
oxporienced electrical engineers is, therefore, necessary. 
5.32 Wo have earlier recommended extended runs for diesel 
and electrical locomotives. In this connection, wo wish to 
mako the following further suggestionss- 


i) 
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1) For movomonts bet-moon Katni on tho 
Central Railway and the Western 
Railway, there seems to us no logic 
in changing the diesels at Bhopal. 

Bhopal again is almost a notional 
interchange point and trains properly 
marshalled should run through this 
junction. Central and Western Railway 
engines should be pooled for this 
purpose. There is a feeling among the 
operating authorities, that the 
adjoining railways do not give 
sufficient attention to the quick 
movement and disposal of engines of 
other railways. We hope such 
parochialism would be scotched. We, 
are d^Sinitoly of the opinion that 
zonal boundarios should not demarcate 
tho limits of extended runs. 

ii) Electrical onginos of Eastern and 
Northern Railways should be pooled 
for running through-trains through 
Moghalsarai to the maximum extent 
practicable. 

iii) For the same reason, we have elsewhere 
suggested Central Railway diesels 
operating from Cheoki to be extended to 
Moghalsarai for through-train movement.- 

iv) Tho same applies to movements from 
Nimpura on South Eastern Railway to 
the Southern Railway. 

v) At the terminating points, diesel or 
electric engines will inevitably be 
detailed; therefore, to the extent 

such terminal can be eliminated by having 
extended runs, the wasteful halt of 
engines and wagons will be avoided and 
the output will improve. 

vi) These engines require weekly technical 
attention for about 3 hours for pit- 
inspection, when normally they are taken 
to sheds. It is axiomatic that when an 
dngino goos into his homo shod, more time 
is likoly to bo takon, if for nothing else 
at least for tho movement to and from the 
shod. Tho provision of facilities at 
suitable yards for such examination, 
while the engines are held up awaiting 

a return load, may be advantagadus. 

vii) In the case of diesel engines, operating 
mail and express trains, the outstation 

....halt 
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halt in some cases is oxcessivo, notably 
at Delhi. It should be examined, whether 
this halt can be curtailed by running 
these engines to some further point. 

For example, the Frontier Mail may be 
worked with the diesel engine up to 
Saharanpur. Further, the halting time 
at outstation may be utilised for its 
technical examination, thereby eliminating 
some homestation halts* 

viii) Diesel and electric engines, being 

available for 20 to 22 hours out of 24, 
the fullest possible use must be made of 
them on the run. The Divisional Superintendent, 
ksansol, maintains a chart in the control 
office, showing the hold-ups of diesel 
and electric engines at the terminal 
points. We hope that similar charts are 
maintained in other divisions and are 
examined regularly so as to curtail idle 
time, 

5.33 These are well-known principles but we have 

mentioned them to complete the picture. Suggestions for. 

further increasing the output of these engines have been 

made in connection with the speeds of goods trains. 

(d) Not ton k ilometres per engine d a.v 
Lon_lin £T_E*iI. 

5.34 The net ton kilometres for the years 1960-61 


to 1966-67 are given belowJ- 



Steam 

Diesel 

Electric 

1960-61 

40,697 

166,358 

63,483 

1961-62 

39,629 

144,405 

92,510 

1962-63 

38,117 

180,322 

156,526 

1963-64 

32,812 

208,701 

171,795 

1964-65 

27,786 

220,833 

190,123 

1965-66 

26,581 

224,448 

199,115 

1966-67 

22,241 

218,050 

182,742 


Two 
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Tv.’o factors contribute to this performances- 

(i) Speed and availability of engines for 
movement? 

(ii) The average load of the trains hauled. 

We have already commented upon the output of engines and 
the speed question -will be commented upon later. Regarding 
the loads of goods trains, it is necessary that the hauling 
capacities of different types of engines on various 
'sections should be carefully determined by actual trials 
and the train loads adjusted accordingly. The variation 
in the haulage capacity of different groups of engines 
naturally demands that their location and runs should be so 
■well planned as to ensure an optimum output. If diesel 
engines are allocated for hauling a 4~wheeler wagon train 
on the Northern Railway with level sections, an optimum 
output cannot be achieved. If what a V/.G. steam locomotive 
can do is done by a diesel, uneconomical usage is 
inevitable. On level sections of railways, if diesels are 
used to improve the }.ino capacity, they should preferably 
hgtil bogie wagon trains. We realise that rigid regulation 
of availability of bcgie wagon trains to synchronise with 
the availability of diesel engines at terminal points is 
difficult but this should be borne in mind by those who 
allocate power. Normally, the allocation of diesels for 
the haulage of light loads on sections, where the line 
capacity problem does not arise, is not desirable. The 


4 « 


maximum 
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maximum running of bogie trains of 3,600 tons is, therefore, 
advantageous if diesels are to be used, Cr. gradient socti*;-.., 
the power of the locomotive should match the loads to be 
hauled. Gradients, however, vary from area to area and 
engines for all the variations cannot be provided. Loads 
are, therefore, adjusted to suit the availability of power. 
It is, however, desirable to avoid load shedding at 
intermddiata points. The provision of diesels on such 
sections will normally bo beneficial. In some cases, even 
with a diesel engine, load shedding becomes necessary. For 
such cases, a diesel booster of a 1000 H.P. may be found 
useful to avoid load shedding and for improving the 
throughput. An attempt should be made to organise power 
arrangements in such a way that trains may move from one 
terminal point to another without intermediate shunting and 
load adjustment, 

6.35 Y/a have been informed that the capacity*# W.D.2 
engine is hot being fully used on some level sections, 
notably on the Northern Railway, which in turn creates 
some maintenance problems and indicates the necessity of 
better regulation of loads and speeds. Two types of 
diesdl onginos are at present in usej 'W.D.l having 1800 
H.P. and W.D.2 having 2600 H.P. Their allocation seems to 
us somewhat arbitrary and needs consideration. The 
Southern Railway has been allotted W.D.2 engines and 
the South Central Railway W.D.l. In consequence 2500 
tons trains iiouwo 3ondiarpot(Madras) and shod their load 

at Vijayawada. On an integrated section, such load 

.....adjustment 
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adjustmont loads to unnecessary shunting, detention to 
trains, and pressure at an intermediate yard and this 
militates against extended runs. Likewise W.D.l engines have 
been allotted for the Barkak-ana loop, which has gradients. 
k single W.D.l diesel engine hauls a train of 28 BOX 
wagons, whereas,a W.D.2 diesel engine would haul 40 
BOX wagons. Since about 200 BOX wagons are loaded daily with 
coal in Patratu area, movement by W.D.2 diesel engines 
seems to us the better solution. On the other hand, W.D.2 
engines have been allotted for the Sahfctoganj loop of tho 
Eastern Railway and tho Nor.thorn Railway, whoro gradient 
aro not encountered and those engines are also utilisod for 
hauling 4-whoolor trains. Wo considor that the policy of 
allocation of engines for different services should be 
reviewed by the Railway Eoard and their allocation should 
be made so as to produce the maxinum output. 

5.36 On certain level sections, where the movement of 
4-wheelers is inevitable, the question of extension of 
loops may be considered. On the. Bozwada-Madras section 
loop lengths are 2500 ft., which allow the movement of 
80 wagon trains. The extension of the loops by 300 ft. or 
so, in order to have equally long loops between Moghalsarai 
and Delhi on the Northern Railway and on the Sahebganj 
loop of the Eastern Railway, and the Moghalsarai-Saharanpur 
route should be considered,. 

.(e) 




110 - 


(e) gmajffi ..xBa aasaLom&jm MSEu & i 

5.37 The following table gives the average speed of 
through goods trains from year to year, commencing from tb 
First Plan, period, for each class of engines j- 

( Train km, per t rain engine ) 

1957-58 58-59 59-60 60-61 61-62 62-63 63-64 64-65 65-66 - 66-67 


Steam 

16.7 

16.9 

18.5 

18.9 

18.3 

17.7 

17.2 

16.7 

16.6 

15,5 

Diesel 

22*8 

23.5 

22.4 

22.5 

22.1 

22.3 

22,4 

23.5 

24.0 

24.1 

Elec¬ 

tric 

19.5 

18*8 

19.0 

20.1 

17.1 

20.1 

21.2 

23,0 

23.7 

25.3 

All Trac- 










tions 

16.7 

17*1 

19*0 

19.2 

18*5 

18.4 

18.8 

19.4 

20.1 

20.2 


It will be noted that speeds of trains hauled by steam 
engines have gone down appreciably. Compared with the 
best results obtained in 1960-61, the present results 
indicate a drop of 3.4 Icilometres, which constitutes a 
drop of 18 per cent. 

5*38 The average speed of diesel or electric trains 
falls in the range of 17 to 26 kms, per hour. These are 
very low speods for those engines* resulting in wholly 
unnecessary waste of power* On an examination, we found 
that the Railways have adhered to the old schedules of 
through goods trains having a booked speed of 35 miles an 
hour (55 kms) and in some cases even of 30 miles (48 kms) 
Since the maximum permissible speed of 4-wheelers is 45 
miles (67*5 kms) an hour, the scheduled speeds of goods 
trains should be raised to this level, in particular, of 


...tie 
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tho trains that are hauled by oloctric or diesel engines. 
These locomotives are equipped "with speedometres and the 
speed can he -well regulated* The maximum permissible speed 
for bogie stock is 80 Kms.Cabout 50 miles) an hour* For 
trains, consisting exclusively of bogie stock, a separate 
schedule at this speed is possible. We understand that match 
trucks are allowed to run at this speed. The Railway Board 
should examine whether ordinary four-wheeler brake vans 
could also be allowed to run at this speed so that full 
advantage of dieselisation or electrification and bogie 
stock may be obtained* Considering that 61$ of the 
traffic is already being hauled by them, and there is 
likelihood of further increase, the scope for speeding up 
the movements of the bogie stock should be fully explored. 
Various steps suggested arej- 

i) Through-goods trains should be scheduled 
at the maximum permissible speed* For 
this purpose, trial runs should be made 
on each section prior to the framing of 
the working time-table and inter-section 
timings should be based on these results# 
With an adequate allowance for gradients, 
restrictions etc* on&y?could th&y be 
realistic* 

ii) Separate schedules should be incorporated 
in the time table for diesel, electric 
and steam trains having bogie stock 
exclusively. 

iii) Diesel or electric trains should be 
arranged to run in groups to avoid a 
clash with steam trains, to tho extent 
practicable, 

iv) Precedence to diesel or electric trains 
over steam should, as far as possible, 
be arranged at loco requirement stations. 


• *•..v) 



v) With a spuod of 45 nilos an hour, ordinary 
passenger trains are not likely to overtake 
goods trains and the restrictive approach 
of the Section Controllers, which tends to 
undue caution, lost a passenger train may 
suffer a few minutes* detention, should bo 
curbed and a more imaginative and purposeful 
app|f^a«h' promoted. 

vi) Elimination of steam traction on nixed 
routes should be considered on oconomic 
grounds. 

vii) Trains running over contiguous divisions 
or railways should bo arranged on 
co-ordinated paths. 

viii) Improvement ‘In the standard of maintenance 
of the rolling stock and track should 
receive continuous attention. 

ix) The question of raising the speed limit of 
4-whceler brake vans to 80 kins, should be 
considered. This is the only restrictive 
factor for bogie trains being speedod up 
to this limit and its elimination will bo 
extremely beneficial, as then oven fast 
passenger trains will not be able to over¬ 
take them. Their scheduling, howover, will 
have to be judiciously arranged so as to 
avoid a clash with slower trains. The 
Research,Designs & Standards Organisation 
should keep on examining, the possibility 
of further raising the maximum permissible 
speed limits so as to bring them in lino 
with the advanced countries where such 
trains run at a speed of 60 miles an hour 
or over. 

x) Greater emphasis is necessary on the punctual 
starting of trains on specified schedules, 
as our study shows that late starts are a 
frequent occurrence. Hardly 20# trains leave 
punctually from Tondiarpet and the rest have 
an average late start of about 2 hours. 
Similar trends prevail at Secunderabad. The 
punctual start and running of trains 
generally should receive greater attention. 
Likewise, the heavy hold-up of trains outside 
terminal yards should ho rectified. For 
example, we were told that trains were 
frequently held up outside Vijayawada for 
as much as two hours, and trains following 
suffered detention elsewhere. 
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xi) Terminal yards should receive trains 
freely and supervision should he 
tightened up for attaining this objective. 
Train Controllers should warn Yard 
Masters sufficiently in advance of 
arriving trains so that they may make room 
for their reception without hold-up, 

xii) An important cause for the drop in speeds 
is the detachment of hot axle or 
damaged wagons at roadside stations. 

This is particularly prevalent on the 
Eastern and South Eastern Railways, which 
have large-scale mineral loadings. The 
hot-box problem has been closely studied 
by a Director of the Railway Board and 
various improvements have been made to 
control its incidence. It had previously 
gone up to 7.3 per million wagon miles 
and has since come down to about 4. Even 
so, it is about four times of what it is 
in the U.S.A. For further improvement, the 
Railway Board is examining the possibility 
of changing over from cotton to foam rubber, 
which is used in the U.S.A. as a padding 
in axle boxes. Foam rubber, however, is 
not available indigenously at present 
and the possibility of its local production 
is under examination. The Director in the 
Railway Board, referred to above, had a 
special organisation under him, consisting 
of three Deputy Directors and four 
Inspectors dealing with the hot box 
problem. Those officers periodically 
visited workshops and sick lines on 
Railways, to ensure strict compliance 
with special instructions issued by the 
Railway Board. This organisation, however, 
has been disbanded and only two 
Inspectors are left over to maintain a 
check. We were informed that after this 
change, a slight deterioration had been 
in evidence, which would indicate that 
the withdrawal of the staff was premature. 
While the indoor staff consisting of the 
Deputy Directors, need not be revived, 
the strength of outdoor Inspectors should 
be increased for an effective inspection. 
This, in fa»t, should constitute a part of 
the Neutral Control Examination, 


..•< While 
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Whilo on this sub,loot wo would liko to 
mention the specific problem of damaged 
to bogie stock, which, when it occurs 
onrouto, leads to a detention to the train. 
We find that the percentage of damaged 
wagons on account of the cracking of the 
sole bar, and the breakage of springs and 
shackles is as high as 7.5$. Some welding 
defects in the manufacture of the BOX 
wagons were also reported. Authorities are 
aware of the problem but the troubles have 
not been eradicated. All the resources 
available, including the Research Resigns 
& Standards Organisation, should exercise 
their minds to put things right. 

xiii) Speed is the essence in modern transport. 

In Western countries by speeding up the 
goods trains, it has been possible to 
capture back a considerable volume of 
traffic- from the road. This lino of 
action is strongly commended. When 
our Railways also work to a higher speed, 
the question of allowing precedence to 
passenger trains will not arise, train 
controlling will become simplified, engine 
and wagon output will substantially improve 
and road transport will lose much of its 
glamour. It should be the Railway’s aim to 
achieve an average speed of 25 to SO 
miles an hour for diesel and electric 
trains which may be further improved, 
when the maximum permissible speed 
goes beyond the existing limit of 45 miles* 
We are aware that a number of super- 
Express Goods Trains have already been 
introduced and we hope that they will be 
further extended. 


METRE GAUG E. 

5.39 Metre Gauge Railways mostly run through areas 

with little industrialisation, but which are generally 

densely populated. The areas in question, are essentially 

agricultural and are fed with industrial goods from the 

B.G. areas. These goods have to be transhipped at a numbe. 

of convenient-junctions. In the opposite direction 

••••.agricultural 
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agricultural products are offered, which are seasonal. There 
is, therefore, no proper balancing of traffic at these 
junctions and the frequent movement of empty wagons on 
either side is a regular feature. During the seasonal 
peaks, difficulties are experienced at the transhipment 
points. In the nature of things, these points are important 
centres of activity and the efficiency of performance on 
the Railway is materially influenced by their working. It 
even reacts on the B.G. The placement of wagons and their 
handling must be done expeditiously and systematically. 

Handling contractors should bo carefully chosen with due 
regard to their capability for executing this work 
efficiently. 

5.40 Metre Gauge Railways had their own traditions. Those which 
formed part of a combined B G. and M.G. system had the 
advantage of interchangability of staff and exchange of 
experience with the Broad Gauge, where operating conditions 
were rigorous. The North Eastern and the Northeast Frontier 
Railways, however, have not had this advantage. Their 
operation, therefore, requires greater attention. Facilities, 
which were lacking on these Railways, have been substantially 
improved, particularly at the transhipment points. Much of 
what we have stated regarding the B.G. equally applies to 
the M'.G. On the North Eastern Railway we found that the 
goods trains were scheduled at a speed of 20 miles per hour 

...while 
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while 30 miles .speeds are permissible. This should be 
looked into as early as possible and scheduled speeds 
pushed up to the maximum permissible. 

5.41 Wc feel that the metre gauge problem should be 
viewed from a different standpoint. If the large population 
of these areas is to be gainfully employed, industrial¬ 
isation is imperative. We must, therefore, improve the 
Railway system in these areas so that industrialists may 
not be inhibited from establishing new industries. In 
addition, the s+rategic value of these systems for 
National Security should also be fully taken note of. 

The entire Himalayan border is now vulnerable. So is the 
Rajasthan border with Pakistan. These areas are served 
by the Metre Gauge arid so is the coastal belt in the 
South. 

5.42, The cost of operation per ten kilometre on the 
M.G. is 5.42 paisa against 3.30 paisa on the B.G. This 
disparity in the cost of operation, coupled with the 
future prospects and the social needs, are pointers in 
favour of conversion of the M.G. into the B.G. It 
appears that the Government is also in its favour,, as 
is indicated by the recent statement of the Railway 
Minister. Some progress in this direction has already been 
made. Conversion of the Poona-Miraj Section is in hand. 

We recommend that this process should continue at an 

accelerated pace on. a programmed basis. We further recommend 

..» that 



that an annual investment of about Rs.10 crores should bo 

sot apart for this purpose so that about 200 kilometres may 

converted 

be^ yearly* Ari economic appreciation of the conversion 

of selected sections should be worked out and decisions should 
be based oh overall considerations of economic gain and 
strategic and social benefit. Judging noth from the commercial 
and strategic angles, v;o consider that the following sections 
also merit consideration for conversion to B.G:- 

(a) Barauni-Katihar 

(b) Barabanki-Gonda-Gorakhpur-Chapra- 
Bareuni. 

(c) Bhatinda-Suratgarh-Bikaner. 

(d-J Co chin-Trivandrum-Tuticorin 
(e) yiramgam-Okha. 

5.43 Rail traffic to and from the Ports must inevitably 

keep pace with their development. It is,therefore, necessary 

that close coordination is maintained between Port and Rail 

authorities to ensure integrated development. We^found that 

due to lack of facilities in the Madras Port, wagon and 

engine detentions had been excessive,, When the yard in the 

Port premises is congested, Port authorities should give 

sufficient notice to the Railways so that the booking may 

be restricted in time and detentions to trains avoided. The 

Railway authorities stated that this was a frequent 

occurrence and although thoy had previously brought the 

position to the notice of the Chairman of the Port Trust, 

the development of rail facilities had not yet materialised. 

It is indeed unfortunate that they wore not thought of in 

# •. anticipation 



anticipation of the traffic, considering that the export 
of ore is a pro-planned movemeht. 

5*44. We suggest that the Ministry of Transport, 
while approving Port development plans, should ensure that 
the necessary rail facilities have also been provided 
for. Ports should have adequate marshalling facilities 
for train formation to conform to the pattern laid down 
by the Railways. In our opinion wagon holding inside the 
Port area should not normally exceed 2 to 2.5 times the 
total incoming and outgoing traffic. Tho Railways and the 
Port authorities should maintain close corordination and, 
by appreciating each other’s problems, should work in 
concert so that the traffic may move freely,. 
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6.01. The Civil Engineering Department on the 
Railways has to plan, design and execute various civil 


engineering works, track renewals, strengthening of 


bridges, construction of new lines, doublings and gauge 
conversion,and construction of service buildings, staff 
quarters and other works. It is responsible for the 
maintenance of the track, bridges and other fixed assets. 
As on 31.3.67, the fixed assets, like track, bridges 
and other structures on the Railways, constituted about 
59j|of the total capital at charge, their value being 
about Rs*1440 crores. With the growth of the railway 
system and increase in the magnitude of assets, the 
expenditure on the repairs and maintenance of these 
assets has been steadily increasing, as will be seen 
from the following figures: 


year Expenditure (in lakhs _of.. renees) 


1956*57 

1960-61 

1965- 66 

1966- 67 

1967- 68 ) 

(Revised ) 

Estimate)) 


3,540 
4,328 
6,677 
7,177 
.. 8,086 


6.02. In view of this increasing expenditure year 
by year, it is very necessary that modern techniques 
and improved methods for maintenance are adopted, not 
only to effect economy in expenditure but also to 
maintain the assets in a satisfactory state of repairs, 
under steadily increasing density of traffic. 

........6.03. 
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6*03* The major expenditure in the Civil Engineering 
Department is on 'rack maintenance. This expenditure, in 
addition to the cost of materials, tools and other equip¬ 
ments, consists of the wages paid to the permanent and the 
temporary gangs and the cost of supervisory staff. While 
the expenditure on permanent gangs is more or loss constant, 
an analysis of the expenditure, per equated, track kilometre, 
on the temporary gangs of the broad gauge railways, shows 
the following positions 


Railway 


1961- 

6_2_ 

1962- 

63 

1963- 

64 


1964- 

65 

1965- 

66 

1966- 

67 

Central 

Rs* 

758 

Rs a 

763 Rs* 821 

Rs 

» 861 


882 

Es # 

537 

Eastern 

n 

642 

ti 

697 

" 935 

n 

866 

t! 

746 

ti 

646 

Northern 

f! 

116 

n 

122 

” 189 

n 

241 

n 

288 

it 

218 

Southern 

ft 

568 

fl 

396 

” 425 

ir 

501 

!! 

640 

!i 

463 

Southeastern 

t! 

1033 

!f 

1260 

”1274 

!? 

994 

H 

844 

!! 

543 

South Central” 

. ' 

n 

«• 

it „ 

n 

o* 

ft 


t! 

810 

Western 

ft 

859 

tf 

805 

» 612 

ft 

493 

it 

440 

n 

372 


It will be seen from the above statement that the expenditure 
on temporary gangs is coming down but it is still compara¬ 
tively high on certain Railways, This is attributed to 
the fact that on large sections, where doublings were 
completed and opened for traffT-c, there were maintenance 
problems and for dealing with them, temporary labour had to 
be put on* It is also understood that sleeper renewals had 
to be done prematurely on certain sections laid with soft 
wood sleepers* In order to have bettor maintenance and 
also to rodftco the expenditure per oquated track kilometre 
it is suggested that the Railways should adopt the steps 

yty.fi » ©indicated 
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indicated in the following paragraphs. 

6,04. Better track standards have to be adopted 
now on account of the additional strain on the 
permanent way, caused by the rapid increase in the 
density of traffic brought about by the use of the 
more powerful diesel and electric locomotives and 
heavier BOX and other types of wagons. Improved 
signalling and other operational aids have made higher 
speeds possible. The Railway Board has recently 
prescribed heavier track standards for trunk routes, 
namely, 52 kg rails and N+6 standard of sleepers i,e, 
1600 sleepers per kilometre, and is even thinking of 
increasing the standard to 60 kg rails on important 
sections where the traffic density exceeds 20 gross 
million tonnes. A comparison of the track standards 
adopted in foreign Railways with that on the Indian 
Railways is given belows- 



Maximum 

Rail 

Sleepers 

Ballast 


sneed 

km/nv 

Section 

kg 

SSlJSBU. 

-cushion 

Germany 

160 

54 

1666 

12 H 

France 

160 

60 

1722 

10" 

Italy 

160 

60 

1666 

12" 

Switzerland 

140 

54 

1666 

16" 


Experiments conducted by the Research, Designs and 

Standards Organisation, Lucknow, during the past 

few months, have given valuable data to show that 

even the 90 lb rails on N+3 sleepers can permit 

higher speeds, provided certain improvements ar® 

.•••effected 



the need for a heavier track standard carises from the fact 
that, unless the weight of rails and the sleeper density 
corresponds to the increase in the traffic density, the 
wear and tear of the track will be greater and the renewal 


cycle will be of shorter duration* Track renewals require 
speed restrictions which slow down the operation as also 
the speeds of trains. Therefore, both from the economic and 
operational points of view, railways should pursue vigorously 
their programme of track strengthening rand track modernisation, 
6,06, As regards ballasting, although considerable fluids 
have been allotted and utilised during the Third Five Year 
Plan, portions of trunk routes are still deficient in 
respect of the prescribed 10 inches cushion of ballast. In 
this connection, we find that the Railway Board has recently 
issued directives to the various zonal railways that the 
available funds should be utilised for ballasting the trunk 
routes and main lines in preference to branch lines. This 
is a, move in the right direction and we hope that with the 


steps taken by the Railway Board to rationalise the 
specifications for stone ballast,as&fquato supplies will be«» 
come available and tho.t ballasting programmes will go ahead 
quickly and purposefully, 

6,06, The type of sleepers has a direct effect not only 
on the economics of maintenance but also on the modernisa.tion 
plans for signalling, Tho present total procurement of 
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wooden 
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wooden, stool, and cast iron sleepers on the Railways 
is ns shown in the statements- 


Stateraent showing the number of different 

categories of wooden sleepers, steel trough 
and cast iron procured by the Indian Railways 
from the year 1961-62 to 1966-67^ 


Year 


Species 


M*G 






1Q.S, 


1961-62 Sal 72,432 

Durable 

Total 1,98,063 

Non- 

Durable 12,48,020 
St®ol 

trough 0 o 81 
Cast 

Iron 4t5»93^ 


1962-63 


1963-64 


Sol 

Durable 

Total 

Norn* 

durable 

72,840 

ijifjiio 

13,64,189 

Steel 

trough 

2»08« 

Cast 

Iron 

48c73^ 

Sal 

46,982 

Durable 

Total 

2,77,599 

Non- 
Dur cable 

12,85,110 

Steel 

trough 

4 0 21* 

Cast 

Iron 

53.86* 


2,63,710 

4,88,464 

10,69,159 


1,06,575 

i 

1,88,697 

1,55,083 


2,25,220 


O j O tdl j voO 

13,35,143 


1,45,562 

I 

2,72,090 


2,88,839 1,19,979 

5J&JM 2+22+052. 

7,88,94? 3,17,031 

17,11,821 3,25,554 



1964-66 


1965-66 


1966-67 


Sal 

D4mJd± 

Total 

85,957 

2,89,426 

O,/ / ,ao8 

1 

3,92, Oo -± 

Non- 

Durable 

10,94,857 

16,16,654 

3,10,764 

Steel 

trough 

7*43* 

u* 

on 

Cast 

Iron 

58,6o 

t ra 


Sal 

83,334 

2,73,474 

1,08,698 

Durable 

Total 

3,62,015 

2M 

5,62,202 

2,29,172 

Non- 

Durable 

9,19,051 

12,79.019 

1,43,463 

Steel 

trough 

6*69* 

- 

- 

Cast 

Iron 

29,33* 

•* 

«■ 

Sol 

1,29,135 

2,59,781 

20,000 

Durable 

Total 

3,40.948 

4,70,083 

6,94,338 

1Z*&Z& 

38,027 

Non- 

Durable 

11,46,227 

6,79,470 

34,950 

Steel 

trough 

5,95* 

e r* 

w 

Cast 

Iron 

4,00* 

C3* 



* in lakhs 

It will bo seen that the soft wood and cast iron varieties 

constitute a. good percentage of the available- sleepers. 

In recent years, it has been found that the life of even 

the creosotcd soft wood sleepers is only about 8 to 10 years 

and in some localities even less. The main reason for 

this is the inadequate availability of creosote, with 

per eft, 

tho result that only 2 to 3 lbs^/is being used for sleepers, 
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against 8 to 10 lbs used in foreign countries. Apart 
from the increased annual, cost of service due to such 
a short life, these frequent renewals disturb the track 
b^d which then takes considerable time to settle down* 
for this reason it would be advisable to use sleepers 
which have a minimum life of 20 years. It is therefore 
suggested that the in trice of soft wood should 

be restricted only to such quantities as can bo properly 
creosoted* 

6.07 a CST-9 (cast iron) sleepers have been used 
widely in the past but experience has shown i$xl8X those 
have also to bo renewed, on certain heavy density routes, 
in loss than 20 years and, in addition, are not suitable 
for track circuiting and automatic signalling 0 Tooden 
sleepers have boon used in the past for these purposes 
but are in short supply, It is in this context that the 
manufacture and the use of concrete sleepers assumes the 
greatest importance, since the only type of sleeper that 
can replace or make up the shortage of wooden sleepers 
is the concrete sleeper* Therefore, the Indian Railways 
have to go in for concrete sleepers in a big wby and 
we suggest that they should draw up a programme for an 
annual relaying of at least 150 miles with concrete 
sleepers on the trunk routes, progressively increasing 
the pace on the availability of concrete sleepers 
increase s. It is understood that after the difficulty 
about a suitable elastic fastening has been successfully 

•resolved. 
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resolved ? a stage has new been reached when concrete 
sleepers can be expected to go v nto pi .duetic a d-rrieg the 
course of the present year, to be laid in the track soon 
thereafter. We also understand that a great advance has 
b- on made by the Lxjr;:* Designs & Standards Organisation 

in developing a new type of elastic fastening which would 
be used not only cn concrete sleepers but on other 
sleepers as well* 

6f. 08 The development of elastic fastenings would 
also go a long way in improving the maintenance on the 
railways. It was the lack of these fastenings that 
restricted the. use of long welded rails on the Railways 
in a big way* Thoir use will reduce occurrence of track 
defects, lessen renewal cycles, increase thel^va of rails, 
and eventually lead to a reduction in maintenance costs. 
Therefore, the use of long welded rails and concre-te 
sleepers should provide On ideal solution to manytraok 
problems o 

6,09* The age old practice on railways has been the 
manual maintenance of track with beaters and picks, with 
a section of 3 to 4 miles being attended to by a permanent 
way gang under a gang mate. The usual practice so far* 
has boon the continuous through pacirS^gfrom one end, of 
the gang boat to the other, in: er- spaced by the picking-up 
of slacks, as they develop in ho trad* Railways are now 
changing to directed maintenance. In this system,a more 


.,.».responsible 
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responsible supervisor takes measurements and directs 
aM to where and to what extent the maintenance has to be 
undertaken ar.d also supervises the actual work* More 
sophisticated instruments will be used and a better 
standard of track maintenance will be ensured* As a 
further chock, periodical testing of the track bytrade 
recording cars should bo intensified and scientific 
evaluation made of the results* In foreign countries, 
where directed maintenance has been put into operation, 
considerable economies have been effected and, at the 
same time* improved track conditions achieved# It* 
is understood that the Railway Board hw taken * stejfq 
to introduce directed maintenance, as an experimental 
measure, on one of their trunk routes* Tho aifa of ;dll 
track maintenance must be to redued the freot&hby Of th© 
opening out of the permanent way and to ensure that the 
track will romain in good condition for a.t least one 
yuar, if not more* To ensure this, maintenance work 
has to bo dontfr either by machines or by measured shovel 
packing, at least on the trunk routesa Measured shoval 
packing can bo used only for flat bottom sleepers. 

For the heavy concrete sloopers and. the CS2-9 sleepers, 
maintenance by machines seems to bo the drily : ahswer 
on important trunk routes, whore traffic density is 
hoavy. Tho railways have made a beginning in 
xognxd to both machine maintenance and measured shoval 


.^packing 
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packing. Since satisfactory results have been reported, 
these methods should be extended to cover the important 
trunk routes } as early as possible 0 

6.10* A question that arises in connection v'ith the 
new methods of maintenance is the fear amongst the labour 
and the organised unions that it may lead to some retrench¬ 
ment. It is quite possible that tho employment potential 
in the category of gangmen may be somewhat reduced but 
considering the economies and the increased avenues of 
promotion that will result for this category cf statf, it 
is to bo hoped that there will be no opposition to the 
introduction of such improved methods. 

6.11. The annual expenditure on track renewal and track 
maintenance on the rail-ways for the years 1962-63 to 1956-67 
is given below?- 


Year Track Track main- 

_renewal . tenanco 

1962- 63 66.25 22.27 

1963- 64 60.12 25.23 

1964- 65 59.93 26.91 

1965- 66 56.02 28.52 

1966- 67 44.47 29-.,53 


SSE£2J3£Ji^ 

Total 


78.53 
85.35 
85.84 

84.54 
74.0$ 


This is a very sizeable expenditure arid the utmost care has 
to bo taken in the planning and execution of crack renewal 


works to ensure the best results* For the various arrange¬ 
ments to bo mado, including the procurement of track materials, 
machinery, their proper distribution and deployment, the 
training of the staff arid coordination with other departments, 
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it appears essential that there should be a "track coll* 
attached to each railway to perform those functions 
effectively. The track cells must make comprehensive 
plans to make an efficient and regular use of the 
welding plants and track maintenance machines, ultrasonic 
flaw detectors, and the available track recording cars. 

We expect that this step, will not only help in improving 
the stas*l«!?d of tra.ck maintenance and repairs but also 
load to substantial economies» 

6,12. Simultaneously with the adoption of Improved 
methods of track maintenance, railways should also take 
steps to rehabilitate weak formations on some of 'the 
Important routes. Considerable sums of money have to 
bo spent every year, particularly during- the monsoon 
periods, in attending to spots whore the formation or 
the subsoil is poor. A Formation Engineering Section 

is now functioning in the RD;g0 o Sho Bailv/ays should 

make full use of this. The B.D.S.O., shpuJd 

also design and develop suitable mechanical equipments 

for excavating and removing the top soil in bad 

formations and for replacing the same with good 

blanketting materiel.. If such equipments care designed, 

they will enable these operations to be carried out 

during blocks available between train services and it 

will facilitate the rehabilitation programme of msk 

formations on the i ailways,. 
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1o01 9 Die fepair and maintenance of rolling stock 
constitute'one of the major heads of revenue expenditure 
on the Railways* With the progressive increase in the 
number of locomotives, carriages and wagons on line, 
this expenditure has been steadily increasing. The 
following tables give the details of the expenditure 
incurred during the years 1950-51, 1965-66 and 1963-6? 
and the holdings at the end of each of these years: 


(A) EXPENDITURE 



Maintenance of 1166 4363 4639 

locomotives. 

Maintenance of 
Carriages and 


Wagons, 

1174 

4152 

4468 

Total 

2340 

8515 

9107 

(£) HOLDINGS 




2SSX 

lg6g 


a) Steam BG 

5,331 

6.619 

6,425 

MG 

2,490 

3,600 

3,603 

b) Diesel BG 

17 

520 

569 

MG 

«* 

174 

174 

c) Electric BG 

68 

381 

402 

MG 

4 

22 

20 


Carriages 




Carriages 

BG 

6,973 

12,683 

12,793 


MG 

6,422 

10,003 

9,944 

-flagons. 

BG 

148,675 

257,220 

261,334 

MG 

42,516 

90,960 

91,722 


7^02* There has been a steady increase in diesel and 
electric engine holdings* As regards coaching and wagon 
stock, there will be progressive increase in the precentage 
of I.C,F, steel coaches and bogie wagons. It is in this 
context of the changing pattern of holdings and the 
growing diselisation and electrification that the whole 
problem of the maintenance and periodical overhaul of 
rolling stock has to be reviewed so that the work of 
rolling stock repair may be redistributed more rationally 
amongst the various workshops, 

7,03, The development of workshop facilities on Indian 
Railways has a historical background. Consequent on the 
various Railways having been under different managements, 
they developed their own facilities with the object of 
achieving self-sufficiency. Every repair shop had its 
own standard of efficiency and was, more or less, self- 
contained, The absence of any supporting industry, either 
in the private or in the public sector, capable of 
manufacturing and supplying spare parts, had compelled the 
different Railways to manufacture almost all their requires 
ments in their own workshops. The result is that there 
are today as many as 30 major and 18 minor mechanical 


workshops 
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workshops on tho Indian Railways for the ropair and 
overhaul of rolling stock. This has led to considerable 
multiplf*-^ 01 ^ ropair arrangements, multiplicity of 
costly equipment and a diffused stocking of spare parts 
and materials, which inevitably builds up inventories. 
This has hamperod the rational distribution of work 
and tho introduction of a systematic belt-type repair 
system in suitable major railway workshops so as to 
reduce costs and improve productivity. 
therefore, consider, that it is high time that workshop 
re-organization is taken up with sufficient fore¬ 
thought, imagination and co-ordinated planning to obtain 
optimum results. Unless this problem is examined in the 
light of the changing requirements, there is a grave 
danger of capacity remaining idle, ad- hoc use being 
made of facilities which may not bo adequately productive* 
and tho likely accumulation of components and spares for 
certain classes of locomotives which may soon be 
eliminated. The problem, therefore, warrants close 
examination and early action. 

7.04. Some of the railways abroad, notabl^ tho 
Gorman and the Japanese, provide ample evidence of 
having achieved substantial results by adopting improved 
techniques. Tho services of Mr. Michael Dohm, Director 
of Productivity, Gorman Podoral Railways, were secured 
by the Ministry of Railways towards tho end of 1958 to 


..examine 
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JLlxiiO LaxO wC J. i ’q O* L' -■ O j. u ;J ■ i.Os'-siji Ox 

His report contains some very valuable suggestions for 
effecting substantial economies and increased productivity. 
The important recommendations contained in the report orot- 

i) Pooling of the workshop resources under 
centralised control with a view to secure - 

a) Co-ordinated planning and distribution of 
work between different workshops on a 
rationalised basis 5 

b) Development of improved repair techniques 5 

c) Introduction and upkeep of proper 
regulations 5 

d) Development of a system of cost accounting, 
which would enable comparison between 
different workshops and serve as a guide to 
improved budgeting and planning of 
production, 

ii) Introduction of anti-corrosion techniques and 
improved paint-ing of coaches and wagons to 
retain the paint on the passenger coaches for 
their life time and on the wagons for 12 to 16 
years as on the German railways, against our 
practice of repainting passenger coaches every 
9 to 18 months and wagons every 3 yeansj 

iii) Chemical treatment of boiler feed water to 

extend the period between successive overhanl 
of locomotive boilers from four to six or oven 
upto eight years| 





* 7 - 3 ?- 

iv) Reduction in the time required for the 
periodical, overhaul of passenger 
coaches, from 20 days as on Indian 
Railways to 3 days as on the Gorman 
Railways* 

v) Increase in the mileage run between 
two successive overhauls of locomo¬ 
tives from 1,20,000 miles to 1,75,000 
miles 0 

vi) The period between two successive 
periodical overhauls of passenger 
coaches and wagons to bo increased. 

It isfe^oo 2 to 3 years for passenger 
coaches and 4 years for wagons oh the 
German railways as compared to 9 to 
18 months and 3 years respectively here, 

vii) Reclamation of underframes of condemned 
cocaches and wagons whereby considorar- 
ble savings had been effected on the 
Germc?n railways, 

viii) Making a number of technical improve¬ 
ments and adopting methods of savings 
in the consumption of material upto 
30 per cent, 

ix) Discontinuance of wooden body coaches and 
extensive development of welding techniques 
in the manufacture of coaches and wagons. 
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x) Continuity of tenure of Works Managers and 
riving t! r ; n m ever-■■"'11 control cf pH 
departments in tho workshops. Further highly 
skilled workers in important jobs should bo 
selected on the basis of perforopp.ee r.nd 
p.pt itud.es a 

xl) Introduction of proper cost-accounting 
techniques on the lines of Chittaranjan 
locomotives Works and batch costing for 
similar types of units having similar repair 
features* 

xii) Proforma depreciation and interest on invest¬ 
ment in a workshop to be incorporated in the 
cost data and taken out of the proforma, on 
cost figure to enable the Works Manager to 
have a complete appreciation 
of the incidence of costs due to investment 
in the workshops with a view to keep it down, 

xiii) Social welfare expenditure, which constitutes 
a fairly substantial amount and which varies 
from shop to shop, to be separately accounted 
for and incorporated in the "proforma on coat**| 
and 

xiv) The productivity in our repair shops which 

when compared with the West Germany was only 
30$, i.e, 1*3,2, to be boosted to 1*1,4 within 
a few years, with the implementation of the 
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above recommendations. 

7.05* It was also stated by Mr. Dohm that the German 
Railways would be willing to provide the following 
facilities, if it was decided to implement these 
recommendations } namely - 

i) Deputation of necessary technical porsonnel 
to India whose wages would bo paid by the 
German railways, but the Indian railways 
would bear their expenses on board and 
lodging in India* 

ii) All the technical data needed for implo 
mentation of the recommendations, 

iii) Supply, free of charge, of jigs and 

fixtures which were spare with them but 
would be useful in India. 

7*06, Mr. Dehm*s report was considered by the Railway 
Board in 1960 and the Railway Adviser in London was 
asked to furnish his assessment after visiting the 
workshops in Germany and examining their arrangements 
for repairs to rolling stock and discussing matters 
with Mr. Dehm, The Railway Adviser supported Mr. Dehm*s 
recommendations in essential respects. However, 
during that period, the Railway Board was engaged in 
initiating measures for introducing incentives in 
repair workshops and, therefore, adequate action was 
not taken on Mr, Dohm 1 s report. The incentive scheme 


has 




.3 pushed up the productivity by about 52 per cent* The 
output of the repair workshops, as compared with that of 
the German railways, is. now about 46 per cent, i.e. the 
productivity ratio is now ls2.2 ns against 1:1,4 visualised 
by Mr. Dchm, The gap is still wide. It is unfortunate that 
the follow-up action on the recommendations ha,s been 
delayed so long and that the assistance offered was not 
availed of. We recommend that this report should be 
quickly re-exaffiined and implemented to the extent found 
f easible. 

7,07. It is obvious that with the rapid change, that is 
taking place in the types and holdings of the rolling stock, 
the railways cannot continue to adhere to the old concept 
of each zonal railway being self-sufficient in respect of 
repair facilities needed for them. The modern trend in 
foreign countries is to delink the operating units from 
repair workshops and to introduce centralised control over 
them. We recommend that the railways should also follow 
this pattern and, to start with, the Kanchrapara and 
Khargpur workshops should be placed under the control of 
the General Manager, Chittaranjon Locomotive Works, 
Chittaranjan and the General Manager, Diesel Locomotive 
Works, Varanasi, respectively. This will lead to better 
coordination in planning for the manufacture and procurement 
of the spares required for the engines, ns also a fuller and 
quicker appreciation of the weaknesses, if any, in the 
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dosign features or the materials used. With the control 
of the repair shops being placed under an authority 
independent of the- operating units, there will also 
be an opportunity to ascertain dispassionately any 
mis-handling of the locomotives or inadequate maintenance 
while in use on line. This arrangement may also lead 
to a reduction in the time required for an overhaul, 
since the stocking of spare equipment like electric 
motors, diesel engines, wheel-sets and axles, etc, 
e©n be rationalised. The central control of the two 
workshops by an authority different from the operating 
units, advocated above, should later on be extended to 
other workshops also. This will give the much needed 
relief to the Chief Mechanical Engineers, whose 
attention will have to be increasingly concentrated on 
the day to day maintenance of the rolling stock and 
coordination of the traction problems, 

7,08, Every effort should be made to maximize the 
output in those workshops which are set apart and 
modified and equipped for specific use. These 
modifications and additional equipment would be fairly 
expensive and should be fully productive. In this 
connection, we have to refer to the Parel Loco 
Workshops, for which there is a scheme to equip it 
for the overhaul of broad gauge electric and diesel 
locomotives, which are based on the Gentral and the 


Western 



Western Railways, While we agree that this may eventually 
be necessary, we suggest that the possibility of putting 
the maximum load on Kanchrapara and Khargpur Workshops should 
first be fully explored, before the conversion of Parel 
Workshop is taken up. The decision of the Railway Board 
to centralise repair to the diesel locomotives of the 
southern and South Central Railways at the Golden Rock 
Workshops seems to be a sound one and conforms to the 
policy we have suggested in earlier paragraphs, 

7,09, As mentioned earlier, the holdings of the 
passenger and the goods stock on the Indian Railways will 
go on increasing and while some of this increase can be 
catered for by increasing the productivity of the existing 
workshops and by reducing the frequency of rolling stock 
over-hauls eventually and also reducing the time taken 
in each overhaul, a stage is bound to be reached when 
additional workshop facilities will be required© This, 
therefore, should be kept in view and advance planning should 
be made to make use of suitable steam locomotive v/orkshops, 
which will be released as a result of dieselisation and 
electrification for the purpose of doing POH to coaching 
stock and wagons and thereby the need for putting up new 
workshops for this purpose may perhaps be obviated. This 
task should not be left to the Atonal Railways, as they 
cannot view tho problem in a comprehensive and coordinated 
manner from an all Railway perspective. 
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7.10 Even after sotting apart some of the loco¬ 

motive shops for conversion into carriage and wagon 
repair shops, it is likely that some of the smaller 
units may bo found surplus in which caso they should bo 
disposed of. 

7.11* Another problem that will face the railways 
is the spare capacity that would bo available in the 
steam locomotive sheds. On the Eastern and South 
Eastern Railways, whore electrification and dioselisation 
have proceeded substantially, the question of the closure 
of some of those sheds should bo pursued with urgency 
on a rational basis. Thus the Calcutta area now homes 
mainly shunting onginos and a few goods engines. Some 
of these sheds are fairly large and expensive to 
maintain. Many loco sheds are located in close proSHdty 
at Sealdah, Chitpur, Naihati Bandel and Howrah. If the 
Railways adhere to the time-honoured arrangements of 
self-sufficiency, none of them will be closed* but since 
economy is so vital, the most economical solution of the 
problem should bo found on ah all railway basis. Wo 
have boon informed that the Eastern Railway is consi 
doring the question of closing down the Sealdah Shed end 
converting it into an EMU maintenance shed. We are, 
inclined to think that by relocating engines, one or 
more of those sheds may be closed. We suggest that 
the Railway Board should give priority to the allocation 
of diesel shunters in this area to facilitate the early 
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closuro of those stonm sheds. On the South Eastern Railway 

also| thoro is scope for closing down one of the steam 

shads either at Tat an ng nr or at Chekradharpur, The staff 

strength for the maintenance of Steam Locomotives on the 

Rcailways should also be progressively adjusted in relation 

to the degree of utilisation of those locomotives, 

7,12, Linked to this is the question of development of 

new sheds for handling diesel and electric locomotives. 

This is a matter which should not bo considered individually 

by Zonal Railways, but should be determined on the basis 

of the long term perspective of dieselieation and 
electrification. Even if dieselisation spear-heads 
electrification on any section, infructuous investment 

in the development of facilities for the maintenance of 
diesel locomotives in the interim phase should, as far ns 
possible, be obviated, Electrification on the South 
Eastern Railway is proceeding from Calcutta side upto 
Durg and on the Central RaJHway upto Bhusaval, The logical 
development will bo the extension of electrification 
between Bhusaval and Durg, This should be kept in mind 
while planning the diesel shed facilities at Itarsi or 
olsewhere. The samo consideration applies to the Delhi- 
Agra section. Hero Delhi being the hub of traffic, the 
logical sequel to the extension of electrification upto 
Delhi should bo the electrification of Delhi-AgrarTundla 
section also so as to strengthen this important section 
which vauld also become an alternative route between Tundla 
and Delhi, In this context the quostion, which merits consi¬ 
deration is whothor Tughlakabad is tho best location for a 
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diesel locomotive shed# Any proposal for new diesel 
sheds should be viewed with caution. Their equipment 
is costly and if practices in countries liko the U#S#.A# 
aro any guide, it should be our endeavour to manage 
with as few diesel sheds as possible# Hero again ££ 
every Zonal Railway tries to bo self contained, it will 
bo very costly# 

7#13# In respect of the day-to-day problems of 
maintenance of the rolling stock on the zonal railways, 
we suggest that work study teams should be periodically 
constituted to visit oak# a detailed investigation 
of the work that is being done in the loco sheds and 
sick lines, with a view to improving the methods and 
effecting economy and efficiency. They should parti¬ 
cularly look into such matters as the quality of the 
work done, material consumed labour productivity, 
adequcy of the facilities, measures for bringing down 
costs and costing arrangements otc# 

7.14# There is an element of divided responsi¬ 
bility at present in the matter of maintenance of the 
electric locomotives and the electrical components of 
tho diesel locomotives# We recommend that all this 
work should bo centralised under on authority, who may 
be designated as tho Chief Traction Engineer, A stage 
for this re-designation would be reached when the 
present Chief Mechanical Engineer is relieved of his 
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workshop responsibilities. The Chief Traction Engineer 
will have Senior Mechanical and Electrical Engineers to 
assist him. The Chief Electrical Engineer will then only 
be responsible for the maintenance of fixed assets and the 
supply and distribution of power. The Chief Traction 
Engineer may be a Mechanical or an Electrical Engineer. 

7.15 It will be necessary to built up a cadre of 
Traction Engineer*; with knowledge of both the mechanical 
and the electrical branches. For this purpose* graduates 
who are recruited through the Union Public Service 
Commission, as also the special class apprentices- trained 
in Jamalpur, should bo given an intensive course, during 
their period of training, in the maintenance of all the 
three types of traction, namely steam, diesel and electric. 

7.16 In regard to cost accounting, we find that the 
existing arrangements in the workshops are not satisfactory 
for cost control, comparison of costs between different 
workshops and for serving as guides to the Works Managers in 

keeping 

down the costs. A comparison of the time factor and 
production costs between various workshops will also be an 
effective means of introducing improvements 

and stimulating a healthy competition amongst the work¬ 
shops. This can be achieved only if the costing techniques 
in vogue in the workshops are improved and ara brought on 
a par with the procedure followed in the Chittarangan 
Locomotive Works. Proforma depreciation and assessed 

dividend*... 
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dividend liability should be incorporated in the on-cost 

net . „. 

figure and merely shown in the ’proforma on cost* figure* 

The variable element and fixed cost should be separately 

shown in the statistics. With the rationalisation in the 

work, which we have proposed, it should be a simple matter 

to introduce batch-costing for identical types. If 

necessary, sampling techniques, which are fairly well 

recognised, may be adopted for this purpose. In the case 

of locomotives and coaches, costing should be dene for 

series of assemblies involving similar repair operations 

namely, under-gears, electrical components, wheels and 

axles, brasses, boilers, tenders, coach bodies etc. We 

would leave this subdivision to the judgment of the 

Railway Board to accord with practical considerations. 

We recognise that in an environment of continuous variation 

of material prices and wages, monetary costing loses much 

of its significance, unless variations due to these factors 

for 

are pracieoly assessed and allowed_so as to enable a 
correct comparison to be made with a fixed norm* This, 
however, seems difficult until a more stable position is 
reached. In these circumstances, costing in physical 
terms would be more meaningful and we, therefore, suggest 
that in addition to monetary costs, man-hours utilised per 
unit of output and the cost of materials used, should be 
shown in the statistics. Coiqparative figures of total out¬ 
put should be detailed including value of the components 
turned out in a workshop. The total cost per man hour, 
as an overall index, will also be valuable,, 
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Ol a j li s a mi 

SIGNALLING . AND TELECOMMUNICATION 


8*01 The Railway Accidents Committee in item 84 of 

Chapter XI - Part II of their report had made the 

following recommendationst- 

”We consider the adoption of modem 
electrical signalling in India 
essential and inescapable in the 
interests of safety and efficiency, 
and make the following suggestion.- 

XX XX XX 

Where the anticipated increase in the 
intensity of train services on a double 
line section is proposed to be met by 
the provision of additional lines, the 
comparative advantages ofproviding automat! 
block signalling on existing lines 
should be considered in the light of 
its providing a higher standard of .safety 
and capacity. 

At large stations and yards, where the 
operation of points and signals from a 
number of cabins involves considerable 
co-ordination,the provision of route 
relay interlocking should be considered 
as an essential measure”.(Page 253) 

The World Bank Team on coal transport had also emphasised 
the necessity of modernisation of signalling. The develop¬ 
ments, which have taken place since the Railway Accidents 
Committee's report, are mentioned in Appendix VII1/9* 

8.02 With the steady increase in the number of sections 
that are being dieselised and electrified,the provision 
of automatic signalling on such sections will result in 
improved operation by avoiding delays in train passing work 
due to lapses in the human element* In the advanced 

countries, modernisation of. signalling and tale communication 

.has 
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has served as an instrument for increasing safety, enhancing 
speeds, and providing greater flexibility and increasing 
lino capacity. 

8.03 We, therefore, strongly recommend that Indian 
Railways should embark upon a long term integrated plan 
for the modernisation of their signalling. This seems to 
have been impeded by two basic factors namely, 

a) the deficiency of wooden sleepers and the 
delay in the development of & safest!tut* - 
the reinforced cement concrete sleeper and 
its fittings, and 

b) the non-availability of adequate foreign 
exchange to meet the cost of equipment 
and the fee for securing the circuit 
diagrams for installing the equipment* 

8.04 We have now been informed by the Railway Board that 
arrangements for the indigenous manufacture of reinforced 
cement concrete sleepers and fittings have been finalised* 
With a view to examining the possibility of the indigenous 
manufacture of the electronic equipment in question, we 
visited the works of Messrs Saxby & Farmer in Calcutta, 
and Siemens in Bombay - the two well recognised manu¬ 
facturers of signalling equipment in the country* We also 
visited the Indian Telephone Industries at Bangalore, which 
also manufacture* electronic relays. Its Managing Director 
gave us the impression that it could take up some of the 
manufacturing work in which the Study Team was interested; 
but later the Ministry of Communications expressed its 
inability to take it up, as telecommunication equipment 
would keep it fully occupied. M/s. Saxby & Farmer have a 
unit where some simple electronic equipment is being 

...... .manufactured* 
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manufacturod, They, howovor, have plans for its expansion, 
if they wore given a roasonablo hope of securing continuing 
orders. They have givon us an approximate estimate of 
their foreign exchange requirements, for the purchase of 
raw materials and this varies from 5 to 10 % of tho cost of 
different equipments, which are not available indigenously. 
All the manufacturing work will be undertaken at their 
works and tho technical 'know-how' will be secured from 
their principals in tho United Kingdom. M/c. Siemens 
have not yet sot up a manufacturing unit for this purpose, 
but aro propared to do so, provided there is a long term 
understanding for the purchaso of their equipment. We are, 
therefore, satisfied that the indigenous manufacture of 
modern signalling equipment in the country is practicable, 
and suggest that the Railway Board should make very 
early arrangements for its manufacture. Tho necessary 
foreign exchange for the purchaso of imported raw materials 
should be provided. 

8.05 We havo boon informed by the Research, Designs 

& Standards Organisation that it will be able to provide 

the circuit diagrams for the installation of the equipment. 

Technology in this sphere is continuously advancing, and 

while, to somo extont, dependence on the manufacturing 

firms in kooping track of this advancement cannot be 

avoided, the Research, Designs & Standards Organisation 

should itself take effective steps to develop research 

with a view to evolving an improved design for the 

signalling equipment needed by the Railways. We have 

.....been 



been informed that proto-types could be manufactured in 
tho Railways Signalling Workshops at Secunderabad which 
should be suitably equipped for this purpose. Wa,however, 
agree that the duplication of facilities is not desirable 
and that the manufacturing task may be left to the established 
and reputed firms, if a suitable agreement can be reached 
with them. 

8*06 Having examined the possibility of the indigenous 
manufacture of the electronic equipment, we have to evolve 
an annual plan for the modernisation of signalling. We 
suggest that the following plan pf works should be carried 
out annually* 

i) 150 to 200 kins of automatic signalling. 

ii) Panel interlocking at about 20 roadside 
stations, where automatic signalling 
has been or is being introduced. 

iii) Route-relay interlocking at 2 or 3 large 
stations. 

iv) Mechanisation of one large marshalling 
yard. 

v) Progressive change over to electric power 
signals at stations, where track circuiting 
work has been or is"being done. 

Those suggestions are in addition to the improvements 

which may be needed in other directions. 

8.07 The Railway Accidents Committee had recommended the 
installation of automatic train control. We are glad to 
loam that automatic train control equipment is being 
installed on the Sealdah-Burdwan and Gaya-Moghalsarai 
sections of the Eastern Railway. With the increasing density 
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of traffic and speed of trains, it is very necessary to have 
this safety device installed on important sections where 
traffic density is heavy and speeds are high* 

8*08 We suggest that the electrical control 
arrangements should bo devised for the operation of out¬ 
lying points in colliery sidings so as to eliminate the 
existing time consuming arrangements for their manual 
operation by the uso of koys 0 The present manual system is 
out-moded and delays pilot work, in addition to being 
expensive and should, therefore, be replaced by a modern 
electric control system which can be operated economically, 
8*09 Wo wish also to emphasiso the importance of the 
efficient maintenance of highly sophisticated signalling 
equipments. The Railways should, therefore, embark quickly 
upon an intensive programme for the training of the existing 
staff so that, as and when the now equipments are to be 
installed, they may have the requsite know-how and ability 
to instal and maintain the equipment efficiently, 

8,10 An efficient communication system is also an 
essential pre-requisite to the proper regulation and 
control of movement of traffic. In this connection the 
Estimate Committee of Parliament in their thirty third 
report had romarked as follows: 

'•The Committee are of the opinion wmb — 
present moans of communications (telegraph, 
tolophono, teleprinters etc) on Indian 
Railways are inadequate and in many cases 
outmoded. They feol that if propor and 
adequate moans of communications are 
provided on Railways, there will be groat 
improvement in the operating position and 
the movement of traffic will be considerably 
accelera tod M • •«.,,The 
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The Railways have now an extensive network of overhead 
communications for administrative and operational purposes 
and teleprinter services have also been installed between 
certain important centres, but they constantly fail largely 
due to the theft of copper wires all over the country* The 
State Police and the Railway Protection force have woe¬ 
fully failed in arresting this nefarious activity, which 
completely nullifies the efficient control of movements* 
When the communications are restored, it takos hours to 
sort out the position and to restore normalcy. It seems 
obvious that this matter has not been pursued with 
sufficient vigour and determination* Surprise patrolling 
by road in vulnerable areas may yiold useful results. 
Although the total loss of copper wire from communication 
lines in 1966-67 amounted to Rs,64*2 lakhs, yet the loss 
to the Railways by way of train detention is many times 
more. 

8.11 Wo understand it has been agreed in principle that 

the Railways should take over their own communication lines 

from the Posts & Telegraph Department. Joint discussiohs 

are now proceeding as to the price of the equipment. We 

really cannot appreciate why the pricing question should 

hold up the transfer between two departments of the 

Government of India. Pricing should not be such a complicated 

affair either. There should be no bargaining and all that 

need be done is to determine the book value of the 

. «•... equipment 
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equipment Jointly by the respective financial authorities. 

If the two dopartmonia cannot come to torms, tho obvious 
course is to ask tho Cabinet to decide. But this should 
not hold up tho transfer, once tho other practical 
problems have been settled, which wo understand has already 
boon done, 

8*12 The railways contemplate replacing the copper 
wires by A..C.S.R. conductors (aluminium-conductor steel 
reinforced) both for saving foreign exchange and for 
preventing thefts. Wo suggest that the Railways should 
undertake a crash programne of replacement so that they 
may be relieved of tho problems created by thefts at the 
earliest. On tho main lines of the Eastern Railway, wo 
understand that underground cabling has been done by the 
P&T Department, which is less liable to failures or 
outside interference. 

8.13 A.11 modern managements depend on quick dissemi¬ 

nation of information and prompt ahd timely flow of data 
for decision-making, which is nowhere so vital as on the 
railways, Where, for efficient operation and control, a 
fool-proof tele-communication system is essential. This 
can bo onsurod only by an extensive microwave network 
connecting the railway headquarters with the divisional 
headquarters and principal operation points, yards, etc. 

The Railways have now launched a schema for having a 
microwave network covering about six thousand route 


kilometres of railway linos* The installation on about 

••».4000 
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4000 route kms has boon completed and the balance is likely 
to bo completed by March,1969, This installation will link 
up some of the important strategic points on the trunk 
routes of the railways. Another 6000 to 8000 route kms of 
microwave installation should reasonably fortify the main 
trunk routes with a reliable communication systom which,wo 
suggest, should bo programmed for execution during the 
ensuing plan. 

8.14 With the completion of an efficient and dependable 
telecommunication system, it should be possible for railways 
to minimise some of the present day difficulties, like 
tracing and linking up unconnected and missing wagons, 
abnormal delays on-route etc. Railways are already installing 
computers and it should be possible to work out suitable 
programmes for wagon allotment, movement control and the 
transfer of wagons. The Divisional Operating Superintendent 
of a Division should be able to get advance information of 
the number of wagons that flow into his Division, point-wise 
and commodity wise, within the ensuing 24 hours. With a 
better telecommunication system and wagon control programme, 
quicker transit and better service to the customers will be 
possible. 

8.15 We wish to reiterate the importance of an efficient 
communication system for the Railways and we hope that 
limitations of finance will not stand in the way and that 
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RAILWAY SAFETY 

9*01 The one subject on which the travelling public are 
most concerned is railway safety. *e, therefore, feel it 
necessary to comment on it briefly. 7e are aware that a 
high-powered committee, under the Chairmanship of Justice 
'.Vanchoo is going into this. However, in view of the Railway 
Ministr’s announcement on the floor of ’ the House, (portions 
of his speech are extracted below), we are touching on certain 
aspects of this subject,— 

Therefore, a high level committee has been 
constituted to go into the series of accidents that 
hove taken place in recent times and to suggest as 
to how best we can prevent the occurrence td such 
accidents. 

......There are two sets of studies. Th-re is the 

Administrative Reforms Commission* Jr. Iranzru him¬ 
self is the most competent man to see to what extent 
the railways h*vt failed to implement the recommen¬ 
dations andUto what extent they have implemented. 
These matte .3 ai'e now under study." 

9.02 As an outcome of the discussion, tht took place in 

Parliament, following three serious accidents on Railways 

during October and November, 1961, the Government appointed the 

Kunzru Committee to consider the quest:on of train accidents on 

the Railways and to .suggest measures for further minimising them. 

The Committee, in ids Report of November, 1963, m-de exhaustive 

and detailed recommendations, which can be classified broadly 

into the following groups.’— 


• •••.Human 
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i) 

Human factor. 

.. 66 

Recommendations 

ii) 

Engineering and 
Safety aies. 

,.128 

11 

iii) 

Research 

.. 41 

11 

iv) 

Safety Organi¬ 
zation, 

.. 28 

It 

v) 

Railway 

Inspectorate. 

.. 22 

It 

vi) 

Problems of 
individual rail- 

.. 92 

II 


ways and parti¬ 
cular accidents, __ _ 

To tnl. 377 

9,03 lie fcr-ve b on informed by the Railway Board 

th~t the railways have so far iapl mentod 309 recommen¬ 
dations, of which action on 85 is of a continuing nature. 
There are 44 rccomr-.n *tions which are under implemen¬ 
tation and of these the more important are tile followings- 

Itom Recommend- Present position 

Mo. ation in 

_brief ej ________ 

53(i) Provision of As regards passenger trains, 

Pt.I speedometers this recommendation ha.s been iraplc- 
nnd speed re- mentod on all the railways, except 
cordons on the Northern where a small number 

the passenger of locomotives arc still to be 
trains and fitted up. The Railways have talien 

speedometers action for procuring additional 
on goods trains, speed indicators for locomotives 

operating fast goods services. 


57(i)Pt.I 
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57(i) Provision of rood The. provision of rood signs at 

Pt.I signs and signals the approaches to level crossings is 

at approaches to the responsibility of the road autho- 
all level cross- pities. Railway Ministry have reques- 
ings, by road ted State Governments to provide road 

authorities. signs at the approaches to i, B and C 

class level crossings. In the mean¬ 
while, Railways have provided road 
signs ("Stop" boards) at the approa¬ 
ches to all unmanned lev.l crossings. 

57(ii) Provision of un- The Railway Ministry hnvereques- 

?t.I dulations or bumps -ted the State Governments to implement 

by ro^d authorities the Railway Occident Committee's 
at approaches to recommendations, by providing undule- 
rmii.’Uine \ level- t: ons or bumps at the approaches to 

crossings. unmanned level crossings. Some of 

the States have not agreed to' the 
proposal. The matter is under 
correspondence with tho Ministry o'f 
Transport* 

34(iii) Adequate capacity ’Vhile adequate equipment for cent 

t.II and equipment per cent scrag testingJnas been provided 

should be made on the MortheixiRailvfAyJ* the Northeast 

available for Frontier, South Central and Western Rail- 

subjecting springs ways, selective scragging of springs is 
to cent per cent being done on the remaining Railways. It 
scrag tests, is understood th~t additional equipment 

for cent p<.r cent scrag testing on the 
remaining Railways is uncer manufacture* 

11 Provision of im- The Railway Boara have taken a 

;„II proved type of decision to manufacture track recording 

special test cars cans with indigenous material. One such 
on each. Railway, car has b< on manufactured s-nd is under¬ 
going trials. Further manufacture will 
be progr-mmed after the trials are 
completed. 

(i) Provision of It is understood that provision 

.II track circuiting of track circuiting is being ^one on a 
extensively. The programmed basis on the Railways. 491 
difficulty due to stations have been provided with track 
lack of virooden or circuiting after 31,3.1964. Work at 
concrete sleepers 248 stations is now in progress, 
should be overcome 
by research ana 
experiment. 


85 Pt.II 
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85 Introduction of 
Pt«II automatic train 
control on ccr-i 
tain suburban 
and selected 
trunk rentes. 


The work of providing automatic 
train control on HoYzrnk-Burdv/an, Gaya- 
Moghalsarai and Burdwan*Gaya sections 
has be.n progr-mm^a, ~nd the necessary 
equipment is being ordered. 


9.04 The Railway Board have not accepted 22 recommendations 


and two are still under consideration. These arc given in 
Annexure IX/9* The recommendations which have not been accepted 
may be broadly classified under th.. following hc~ds:- 

i) Four recommendations pert wining to the recruitment of 
staff "ne percentage of direct recruits in certain 
categories; 

ii) Four recommendations pertaining to Mechanical branch 

on items like journals running hot, manufacture of non- 
ferrous items, preliminary trials of engines -and sett¬ 
ing up of centr al workshops $ 

iii) Four recommendations concerning enquiries and enquiry 
reports; 

iv) Two recommendations concerning the Research Organization; 

v) One recommendntion for adoption of an abbreviated proce¬ 
dure for imposition of penalty of reduction in rank or grade 

vi) Ono recommendation to have surprise tests on observance of 
signals| 

vii) Five recommendations of a general nature — 

a) one regarding the Efficiency Bureau, 

b) one regarding the introcuction of division- 

-alisation on the North Eastern and North¬ 
east Frontier Railways, 

c) one on technical education, 

d) one on the working of the Railway Inspectorate, and 

e) one about the urd cs&rhldlity of senior supervisors 
being permitted to become members oi the Staff Unio 

viii) One recom- enoation for the Railway Board, as the competent 
authority to certify fitness of new types of locomotives 
am- rolling stock. 

Prom the reasons, given by the Railway Ministry, for not accepting 
these recommendations, vice Annexure Ik/9, it can be seen that certain 
Administrative, technical and legal considerations have deterred the 

Railway.•• 
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Railway Board from implementing these recommendations. 
Considering the paramount need for improving the discipline 
on the Railways, it is felt that recommendations contained 
in items 60, 62 and 55 are very vital and we suggest that the 
Railway Bo arc should re-examine them once again for imple¬ 
mentation, 

9,05 The Railway Accidents Committee, after a careful 
analysis of the causes of various accidents that haa taken 
place during the years prior to the report, had come to .the 
conclusion that a majority of the accidents were due to 
human failure of some kin. or other. The Committee, therefore, 

attached great importance to the careful recruitment, training 

a 

of the staff an./continuous safety drive to educ-te and remind 
the r-'ilw-'y staff of '11 categories of the rules ~ne the 
implications of disregarding then. In this context, we have 
examined the progress made by the Railway Ministry in giving 
refresher courses to the various categories of the staff. 

The position th“\t . obtained in 1961-62 as compared with 
the position during 1966 and 1967, is given in the following 
table — 

Percentage of staff who actually 
attended the Refresher Courses out 


of those who 

were duo to 

attend, 



1 2&L-32. 

18.66 - 

12 62 

Station Masters and 
testt. Station Master 

21,7 

s • 

63,0 

62.8 

Lovcrr.cn 

31.5 

57.5 

58.8 

Cabinmon/ 

Switchmen 

20.9 

75.6 

64.5 

Drivers/ 

Motorm..n 

52,7 

80.9 

78.3 
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While thor^ h^s been an improvement since the Railway Accic.nts 
Committee^ report ‘in f>.el th't the railways should t'k. 
vigorous steps to improve the percentage still further. 

S.06 ,/e also find that in -ccoi'dancc with the Railway 

Accidents Committee’s recommendations,& Psycho-technical cell 
has been opened in the Railway Board's office, he suggest that 
this Cell should m~ke a study of the personality characteristics 
of drivers ana station masters,who have been involved in colli¬ 
sions and see whether any pattern emerges in regard to their 
recruitment, their age groups or their educational standard, 
which may point to the need for remedial steps. 

S.07 Wo are disappointed to fine that a spate of accidents, 

particularly collisions, involving human life, has taken place of 
1-to, i.e. during the period from January to May, 1968, when there 
wore as m-ny as 48 collisions as against 17 collisions during the 
corresponding period of last year. Collisions are almost entirely 
c^.Usedby failure of the railway staff to observ thv. prescribed 
procedures/precautions in working. IVc have gone through som. of 
the enquiry reports on the r'cent collisions and we fine that even 
on sections, vh.re track circuiting or automatic signalling has 
been provided, collisions have taken place because of the failure 
of the human element. The Rail..ay accident Committee, while 
commenting on the need for s<afety uoviccs, had remarked as follows 

J, nor can mechanic-'l devices or aids, however, elaborate, 
ever be . complete proof against human mistakes. Indeed, 
m.chanical and electric®! safety aids can sometimes de¬ 
feat their own object by inducing too great a reliance or 
txiem at the ekpense of human vigilance. It has, ther - 
fore, to be constantly borne in mind that the safety of 
the travwiling public depends, in th.. last an lysis*, 
upon tfcu -efficiency and vigilance of the ra.il.;-'.y staff." 
(Parr 70 page S3). 

This,... 
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This shows the pa 


'.c'-.vt n-;ea for 




and for the continuance of the safety drive in all directions 
and for the supervisory staff and officers keeping personal 
contacts with the staff, who operate train services* 

9.08 One of the reasons for the incidence of human lapses 
leading to accidents is the standard of discipline at various 
levels. Discipline at all levels has an important bearing on 
the mental attitude of the people, who have to act according 
to set rules and procedures. This has been commented upon in 
the report of the Committee of Inquiry on the collision at 
Yalvigi station on the Southern Railway on 19-3-1968, The 
relevant portions are given below:- 

"We have gone into the evolution of the Discipline 
and Appeal Rules on the Railways over the past 
two decades and find that instead of a proc dure 
providing for a simple and quick method of en¬ 
forcing discipline, a complicated and time con¬ 
suming process has developed. The inquiry 
procedure in cases relating to imposition of 
major penalties has become involved anu the 
pre-inquiry formalities have also become cum¬ 
bersome and cause inordinate delays. In regard 
to cases of accidents, the inquiry held to 
determine the causes and staff responsible, if 
any, was formerly considered sufficient for pur¬ 
poses of initiating disciplinary action. A 
major change introuuced has been the need for a 
second disciplinary inquiry before the second 
opportunity is given to show cause against 
imposition of a major penalty." 

The Railway Accidents Committee had also commented on this 

aspect in great detail and has made in para 105 of their 

report certain suggestions for abbreviated procedure for 

the imposition of major penalties. ie recommend that this 

should be considered by the Railway Ministry and suitable 

steps taken to implement these recommendations. In this 

connection attention is drawn to the recommendation made by 

the.... 
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the Commission of Enquiry into the Yalvigi accident th't the 
categories of staff connected with the safe running of trains 
should be excluded from the purview of Article 311 of the 
Constitution, It has been recommended in this report that the 
railway employees connected with the safe running of trains 
should be held to be on a par with civilians who hold posts 
connected with the Defence Cervices, Therefore, in the interest 
of the safety of the travelling public, it will be an appropriate 
step to exclude such staff from the purview of Article 311 of the 
Constitution so that disciplinary action can be swift in the case 
of those who cause accidents and loss of hum^n life. This cannot 
be considered to be against the principles of democracy. In a 
democratic country like Canada, employees who cause accidents 
or who commit offences like insubordination, drunkenness, on or 
off duty, or use intoxicants, while on duty, are subject to 
penalty of dismissal. On the Canadian Pacific System, they 
operate "Brown System of Discipline", A copy of the memoran¬ 
dum on the system is given in Annexure I}(/lO, We recommend a 
similar system for adoption on the Indian Railways. 

9.09 We have already touched upon in earlier chapters 
(II and IV) some of the factors, which lead to a fell in disci¬ 
pline amongst the staff. It is worthwhile repeating hero a few 
aspects, which are relvant in this context and to stress the 
need for appropriate correctiv . action. Apart; from the present 
day economic pressures, like ifficulties in getting essential 
supplies and at reasonable prices, the atmosphere of general 
indiscipline and dis-rispect for authority prevailing all over 
the country and the demonstrations indulged in by all classes of pcopl 
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unhealthy influence on the railway workers in their approach 
to their daily work. Laxity, indifference and defiance of 
authority are creeping in. Such an environment inevitably 
has its impact on the psychology of the railwayman. How 
f&P this tends to. develop slackness or lack of vigilance is 
difficult to say but a prevalent atmosphere of persistent 
staff indiscipline is apt to have some unhealthy influence 
on the staff, A feeling is prevalent among the staff that 
even if they do not work satisfactorily, they can get away 
with it either lightly or altogether by taking advantage of 
dilatory procedures or by bringing in outside influence. 

The supervisory staff, both senior and junior, are apt to 
overlook minor irregularities, which again has a cumulative 
effect on tho make up of the workers. It is not suggested 
that the recent spate of accidents'is entirely due to such 
environmental influences, but we- cannot completely rule out 
this factor from our consideration, 

S.lO Another important adverse factor in enforcing 

discipline is the ease with which representations are 
made on individual staff matters tc the Minister which are 
supported by Members of Parliament and other influential 
persons. This has led to a feeling amongst the staff that 
the"- can circumvent the authority of their immediate 
superiors and get the order revised or cancelled by moving 
th.. higher authorities. This feeling is now widely 
prevalent amongst the staff, and this has got its in¬ 
evitable effect on discipline and respect for authority. This 

....asoect 



167- 


aspect has been dealt with in detail by the- Railway .Occidents 

Committee, an... retracts from th~t report havo b-.,*. r. quoted by 

us earlier in par- 2*13. The position lias not improved since 

1963 and, in fact, interference in individual cases has become 

more frequent than before. It has to be impressed on the staff 

and officers that they should adopt constitutional methods to 

not 

get their grievances redressed an'd/try to enlist the support of 
an outside agency for this purpose. 

9*11 t'e also wish to ref< r to the existence of a multi¬ 

plicity of unions on the railways, each representing a particular 
category under the presidentship of a Member of Parliament or 
some other important person** *1 though' they are not recognised, 

thep still enter into correspondence with th... Railway idministra- 
tions, mostly taking up issues concerning individual members of 
the staff. The cxistcnc of a multiplicity of rival unions in 
the Railways, v/itn supervisory anotk r staff drawn into their 
fold as office bearers creates unhealthy tendencies amongst the 
office bearers nn>. active workers of the unions. In addition 


these activities at times make the junior officers shl*fc fpon 
taking disciplinary measures against the delinquent staff. Th 
tcci.ent Enquiry Committee had recommended th-t senior supervisors 
shoalc be debarred fiom becoming office bearers of the unions, so 
long re th- re is a multiplicity of unions on the Railways, be have 
to str-ss this again in the inW-st of discipline in the Railways, 
.e also urge t *.». unions not to t~lr. up an agitational approach in 
staff matters inducing individual canes, but settle them with th 
'etinjstr' tio. turougn t.ie cc institutional means °vnilable to th^m^ 


9.18 
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S.12 Another question which we have touched upon 

earlier in par?. 4.34 is the need for giving incentives to 
loyal railway workers by facilitating employment to their 
sons and awarding them merit marks on the basis of the 
Brown System of Discipline in vogue on the Canadian 
Pacific System, and whic we have referred to earlier 
in this Chapter and Chapter lit 
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1D.01 The future of the Indian Railways lies in 

modernisation and introduction of improved techniques 

for efficient operation and for greater safety. Phenomenal 

advances-'have been made in the foreign countries in various 

f ields of operation, design of rolling stock, and, 

maintenance techniques, which have resulted in economy and 

increased safety, it is the research organisations on, these 

railways, which have made these improvements possible 

through basic research and by developing new techniques. 

The Research, Designs & Standards Organisation of the Indian 

Railways which will hereafter be referred to as R.D.S.O*- 

has, therefore, a very important part to play and this 
should be ful-ly appreciated by the Government, The Railway 
A-ccidents Committee, 1962, "had examined the development or 

research in groat detail and had-made a number of valuable 

suggestions. It expressed a keen sense of disappointment 

at the very slow progress of research and commented upon 

the inadequacy of tho organisation, in regard to both its 

equipment and its personnel, and also in respect of tho 

limited range of its work, against the vast background of 

tho requirements of a large organisation like the Railways. 

It had mado tho following observations for the guidance of 

the Railway Board 

(i) The basic requisite for the effective 

functioning of this organisation, is its 
adequate expansion and development, both 
in equipment and in personnel, 

ii) 
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(ii) ITo research should be undertaken unless tho 
organisation is fully equipped to complete 
it successfully, 

(iii) Research items should be taken to successful 
conclusions and not left incomplete over a 
large number of years, 

iv) All research items, including those which are 
partly undertaken by the Railway Administrations, 
should be strictly under the control of this 
organisation, 

v) The laboratory results of research should not 
be applied to the railways without adequate 
field trials under the control of research 
organisation, 

vi) A realistic assessment and evaluation of the 
results achieved by the research activitiou 
of the Research, Designs & Standards 
Organisation, should be made. 

vii) To start with, the railways should initially 
aim at spending on Research, Designs & 

Standards Organisation at least 1 per cent 
of their total working expenses* 

10*02 Recognising tho importance of this subject, the 

Study Team paid visits to the Research, Designs & Standards 

Organisation at Lucknow, examined Its organisation, and 

reviewed the progress made since the Report of the Railway 

Accidents Committee. The functions of the R.D.S.O. have since 

been enlarged and diversified on the lines suggested by the 

Railway Accidents Committee. Tho organisation is headed by 

tho Diroctor General, who is in the same grade as that of a 

General Manager of a zonal railway* It has 10 Directorates at 

present, of which 9 deal with specific branches of railway 

equipment and the tenth with architecture. The Research 

Directorate conducts research in 6 wings. Inspection Units 

have also boon set up to exercise an independent check on the qua 

•••••♦•**» of 
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of work in the Railways Production Units. The inspection by 
tea R.b-S.O* also extends to the electrical equipment 
supplied by the Heavy Electricals Ltd*,Bhopal, for the 
locomotives, and to the wagdns turned out in the Private 
Sector* Such Inspection Units in the R.D.S.O* establish the 
necessary link between the designers and the producers, 
and this will ensure quality and manufacture according to 
the specifications proscribed by the designers and, at 
the same time, if any d raw back is noticed during inspection, 
it sends back the problems fcd the R*B*S*0* £ov: i,o&\x\iou 9 
10*03 The R.D.S.O* has to function as technical advisers 
to the Railways and* thus its activities span the entire 
field of railway engineering* It is also responsible.*f©r" 
the preparation of all standard designs and specifications 
for the railways* The organisation also renders advi.de 
on all technical aspects relating to the safety of operation* 
It is also an important function of the R.D.S.O* to develop 
designs of railway equipment with the maximum indigenous 
content, 

10.(.4 Tho Railway Board has sot up the Contra! Board 
of Railway Research (G*B.R.R.) - presided over: by ~ the 
Chairman, Railway Board, and comprising of a number Of 
top level scientists and directors of some of the 
National Research Laboratories and representatlvCS-of 
locomotives and wagon manufacturers and steel industry 
Members of tho Railway Board and the Director General,: 
R.D.S.O. are also members of the Central Board f&£) Raifiway 

Rescratch* 
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Research. The Jjiva^tor CRosearch), RJD.S.O, is tho Membe 
Secretary., -The main aim in sotting up this Board was to 
produce greater efficiency in railway research by 
allocation of priorities for research problems, ty 
co-ordination with other Research Institutes to avoid 
duplication and to benefit by their work, and finally to 
bring tho knowledge of the highest body of available 
research workers to bear on the solution of urgent 
railway technical problems. It has formed sub-committees 
dealing with Civil Engineering, Mechanical Engineering, 
Electrical Engineering, Signalling & Tele-communications, 
and Metallurgical & Chemical research. Originally the 
Central toorfl of Railway Research was to meet twice in a 
year and its sub-committees met just prior to the main 
committee. However, for some time the C.B.R.R. has been 
meeting only onco a year. Wo have seen tho minutes of somoof 
i,ts mootings, We are constrained to remark that there has 
boon a gradual falling off in the attendance of outside 
members' and ofton only representatives, who are not high 
up in tho profession aro sent. On tho whole tho deliberations 
of the C.B.R,R. load us to suggest that its working and t;bat 
of its sub-committoes should bo revitalised. While the 
-rogramme of research and its priorities should be laid down 
by tno Railway Beard and the C.B e R.R., set up for the purpose, 
the Director General, R.D.S.o, afaould not bo restrainod from 
undertaking any work on his own. In the proceed of resoarch 

• ••#•« and 
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and development, fresh ideas may strike, which may 
necessitate the pursuing of a new line of work* Then again, 
developments abroad or thinking in the organisation 

might create avenues for exploitation,In a creative 

not 

work, initiative should^be damped and no procedural 
difficulties should hamper the freedom of this organisation 
to pursue fresh lines of research* 

10*05 A. number of broad based Standards Committees 
pertaining to each branch of railway technology have, been 
constituted to assist the R.D.S.O, in its research and 
standardization activities* These committees have, as their 
members, the heads of the respective engineering departments 
of each of the zonal railways with the R.D.S.O, functioning 
as the Secretariat; thus the benefit of service experience 
is made available to this organisation. The functions of 
the Committee are*- 

i) To discuss various technical problems end 
suggest trials before standardization is 
effected, 

ii) To consider and recommend standard designs 
and specifications for equipment and 
structures in use in various technical wings of t Y 
sae&fcroiy-3, 

iii) To standardize specifications and codes of 
practices for technical wings of the 
railways; and 

iv) To suggest lines on which further research 
should be conducted for the evolution of 

improved designs. 

The following Standards Committees are currently 
functioning on the railways, pertaining to various 
technical branches of railways*- 
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a) Track Standards Committee, 

b) Bridges &. Structures Standards Committee, 

c) Locomotive Standards Connittee, 

d) Carriage &. '/agon Standards Committee 

e) Signal Standards Committee, 

f) Tele-communications Standards Committee, 

g) Electrical Standards Committee, 

h) Joint Traction Standards Committee, 

i) Indian Railways Chemists & Metallurgists 
Committee, 

j) Standing Corrosion Committee, and 

k) /later Treatment Committee, 

10,06 It is necessary that the work of the R.D.S.O. as a 
..hole should he periodically reviewed by the Railway Board 
in great detail, V© found that recently the whole Board 
visited the R.D.S.O. and spent considerable time in assessing 
the work and giving guidance on the spot. The whole Board 
should also formally meet the Director General in Delhi once 
a year to discuss his administrative, technical, budgetary 
and financial problems. T7e also attach considerable importance 
to the recommendation made by the Railway Accidents Committee 
that a special review in popular language of the activities of 
tho Research, Designs and Standards Organisation for a period 
of three years should be submitted to the Central Board of 
Railway Research, which would supplement it with its comments 
and forward it to the Railway Board to be placed before the 
Parliament. Vo have been disappointed to note that the first 
report to Parliament did not contain any worth-while evaluation 
of the research activities of the R.D.S.O., made by the Central 
Boa^d of Railway Research or by the Railway Board. 
strongly recommend that a suitable evaluation technique should 
bo developed and the C.B.R.R. should comment on the activities 
of tho R.D.S.O. and its evaluation. This review should then be 

..placed 
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placed before Parliament, once in three years, with the 
Railway 3oard*s comments* 

10.07 We note that in the light of the lobservations made 
by the Railway Accidents Committee, enunciated in paragraph 
10.01, certain steps have been taken by the R.D.S.O. and that 
the position in respect of the organisational strength has 
improved. The staff strength and the annual expenditure for 
the years 1962 and 1968 are given below:- 

ar No. of gaze- Total Class III Total Class IV Grand Annual exp* 

tted officers No. of sta ff Total for the 

. Tech. Non-Tech. Tech. Non-tech. Yea** 

1.62 102 8 110 763 287 1065 347 £3*824^1 

1.68 204 15 219 1461 449 1910 587 2716:175*00 

The budgeted expenditure for the year 1968-69 is R&.2Q9 

lakhs. Of the total allotment, about 53 per cent* of tne 

expenditure is incurred on research work. 

10.08 We have noted that in some of the advanced 

countries, of the staff employed on research, a few 

have doctorates in Mathematics, Physics and Chemistry. 

The absence of such scientists in the R.D.S.0. is a 

handicap to the research work. It would be advantageous 

if a hignly qualified Mathematician, an Industrial 

Chemist, and a Physicist who is a specialist in 

Electronics, are appointed in this organisation as 

early as possible. They should be experts in their 

respective fields. With their knowledge and experience 

.in 
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in fundamental research, they will supplftnmnt tho appllod 
rosoarch work undortakon by tho railway ongineors. As 
tho activitios aro further enlarged, tho Railway Board should 
unhesitatingly increase the strength of technical officials 
?.s required* In respect of non-technical personnel, the 
Railway Board should examine whether there is need for such 
a large number in the R.D.S.O# as at present* 

10*09 In the matter of equipment, the R.D.S#0# does not 
compare well with the institutions abroad. It should, 
therefore, take steps to build Up tho necessary cqvipf&hS 
for tho promotion of research, particularly on the signalling 
and tela-coumunication side# The* need is evident for building 
up the necessary equipment and some of the important items, 
which we were told during our discussions with the Director 
General are required, are given in Annexure X/l?-* 

10.10 It can be said, in general terms, that tho R#D#S*0* 
has, made noticeable progress in the past four years in 
certain spheres, but very much more has to be achieved before 
the required service can be rendered to the railways. For 
this, the R.D#S#0. has to develop further its laboratories 
and equipment, and it should build up its cadre of expert 
rosoarch personnel., unless this is done, technical develqpipefci 
in various fields on the railways will be handicapped, 
particularly, when very little railway expertise is available 
in tho country outside tho railways. 

10.11 We like to emphasise certain lines on which'the 
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attention of tho R.D.3.0. should bo directed; 

(i) Aftwr e careful study of tho optimum 

haulago capacity, required on 
different soctions of tho railways, tho 
R.D.S.O. should evolve dosigns of 
looomotivos. which, either singly or 
in combination with an assisting unit, 
could obviate, to a large extent, the 
necessity of load adjustments at 
intermediate points. Maximum inter¬ 
changeability should be aimed at and 
multiplicity of designs avoided. 

(ii) The Study Team has noted the improve¬ 
ments made in the vacuum brake; 
nevertheless it considers that it 
would not be possible to 

haul substantially heavier trains tnan 
at present without the use of the air 
brake. The R.D.S.O* should urgently 
take up the work of designing of a 
cheap, efficient and wholly indigenous 
air brake to suit the new requirements. 

(iii) The Signalling and Tele-communication 
Directorate has been lagging behind, 
while the need for rapid development 
in this field is urgent and of 
considerable value for improving 
operation, the standard of safety, 
and line capacity,as forcefully 
brought cut by the Railway Accidents 
Consnittee. Although a number of 
investigations are in progress, much 
is still in an experimental stage and 
has not even reached the stage of 
field trials. Energetic steps should 
be taken to accelerate the pace of 
development in this section. 
Concentration on a few items at a time, 
rather than taking up too many items, 
would be the more appropriate strategy. 

(iv) Urgent measures should be taken to 
develop indigenous route relay 
equipment, automatic train control 
equipment and electronic track circuits. 
We find that some progress has bean 
made in the development of certain 
modem systems for the safety of train 
operation, like the electronic last 
vehicle check device and electronic 
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track circuits# It is, howovcr, necessary 

that proto-typos should be developed as 
early as possible and trials made in the 
field. The development of an automatic 
signal barrier, about which special mention 
was made in the Railway Accidents Committee's 
report, has not yet materialised and should 
be taken up immediately. 

(v) In the sphere of import substitution, there 
is still considerable scope for development. 

The import content in the diesel locomotives 
and electric locomotives is still high. It 
should, therefore, be one of the important 
tasks of the R.D.S.O. to undertftkO tints' work 
energetically. 

(vi) We further suggest that the Civil Engineering 
wing may be bifurcated into two, namely the 
Track Research and the Bridge Research sings, 
so that more intensive work may proceed in 
each of the spheres. 

10.12 The R.D.S.O. should have intimate contact with 
international research organisations. Without assimilating 
the techniques and knowledge in various fields, which other 
research centres have developed, it may not be possible for 
the R.D.S.O. to function effectively. It should, therefore, 
be the policy of the Railway Board to invite foreign experts 
from other countries to visit the R.D.S.0 ? to exchange ideas 
with them and review the lines on which investigations are 
being done. Notable Scientists in India should be requested 
to visit the R.D.S.O. to enable it to exchange ideas 

with them, 

10.13 The documentation and publication section needs 
greater attention. It should be well equipped with technical 

literature and every endeavour should he made to make good 
the existing deficiencies. There should also be adequate 
provision for translations from foreign languages. We 

....consider 
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consider that it mil also be advantageous if this section 
is placed under a technically competent joint Director 
who is well-versed in the problems of research and who 
would ensure that the latest developments in science and 
technology are quickly made available to those engaged on 
research, and what is of value to the field workers may be 
quickly disseminated amongst them. 

10.14 We have looked into, with some care, the personnel 
policy adopted in this organisation. It has been marsod 
largely by officers and staff drawn from the railways 
supplomentod by a modicum of direct recruitment. In the 
nature of things, staffing is an extremely important problem, 
as the progress depends entirely upon the quality of the 
personnel employed. Special talent, an analytic frame of 
mind, persevering nature, a high level of technical and 
scientific knowledge and a sense of devotion to work, are 
the requisite qualities. Only such railway men as possess 
the special aptitude and acum®E for research work should 
he selected. The Director General should be a specially 
picked officer who should possess all the qualities^, 
mentioned above, and should, besides, have considerable 
administrative ability and experience. As regards the 
Directors and the other officers and staff, the Director 
General should be allowed sufficient discretion to pick up 
suitable personnel, who should be readily spared by the 
Railways. Further there should be no embargo on direct 


recruitment in respect of some special types-of technical 

••.personnel 
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administrative 


personnel not readily available in the railways. 

10.15 - It is to be appreciated that continuity of 


tenure in an organisation of this nature is of prim« 

^ has 

importance, ait m regret that this^not been fully realise 

by higher authorities. lEtjis is to be done not only by 
action but also by creating favourable conditions, for 


those who prove successful^ so that they may willingly 
stay on and their future should be safeguarded. The scale 
of pay and allowances should conform to those available 
in the Railway Board for equivalent status. The question 
of seniority and emoluments should not hamper the research 
organisation in recruiting the best talent available and 
getting the best out of them and the research workers 
from giving their best to the research organisation. 

10.16 Experience shows that some of the most outstanding 
research work has been done at a fairly young age. We, 
therefore, recommend that in an organisation like this, 
there should be no rigid adherence to seniority, so that 
promising young men may be encouraged to take to research. 
We suggest that successful workers may be allowed extensic 
of service up to the age of 60 years and that in special 
cases they may even be allowed to continue beyond this 
age. It should be appreciated that it is not so easy to 
build up a really top class locomotive or carriage and 


wagon designer. Such talent should be utilised as long 

as possible. We would like to emphasise that, 

even though due care may have been taken in making the 

first selection* their work should be carefully watched 

.from 
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from the start and any one found unsuitable should he 
promptly returned to his railway. In the case of others, 
an assessment of their performance should be made after the 
period of three years, which should be sufficient for the 
authorities to evaluate the suitability and efficiency of 
a research worker* Exceptionally good research workers 
should be kept on and their conditions of work and the 
encouragement given to them should be such that they 
voluntarily look to research work as their career. Such 
personnel should be absorbed into the R.D.S.O. on a 
permanent basis after five or six years. Others, who prefer 
to go back to the railways, should be returned after the 
said period. 

10.17 We have already advocated that the normal rules of 
seniority should not apply in the case of staff serving in 
the R.D.S.O. We would go a Step further and recommend that 
there should be a periodical review, say once in three years, 
of the work of every individual, engaged in research and 
allied activities in the R.D.S.O. With a vie\7 to assess 

as to whether the standard of his work has been of a 
sufficiently high calibre to merit advance increments or oren 
accelerated promotion. Such a procedure already exists in 
the Council of Scientific & Industrial Research for evaluating 
the work of its scientists and that is bound to increase the 
efficiency of the workers. 

10.18 Finally it is essential that officers deputed to the 
organisation^ including those at the top, should serve the 
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organisation for three years, if not more, and frequent 
transfers must be avoided. Continuity in the tenure of the 
Director General, had been emphasized by the Railway 
Accidents Committee in the following wordsj 

•'It is vital for the success of the Research 
Organisation that the head of the R,D«C.O. 
who will chiefly supply the initiative, the 
drive and the technical competence to obtain 
maximum results from the organisation, should 
continue to held office over a long period, so 
that he is able to implement policies approved 
by the Research Council in a satisfactory 
manner."(Para 225). 

The Study Team has noted that this recommendation has not 
been heeded. The first Director General was appointed in 
April 1959. There have been seven incumbents on the post 
since then. They have stayed in the organisation from as 
little a period as months to a maximum of 2 years and 
5 months. Recently the Director General was transferred 
within 15 months and in this case no promotion even was 
involved. We greacly regret this and strongly urge that 
the policy advocated by the Railway Accidents Committee 
should be implemented in the future. 

10,19 It is equally important to create the necessary 
facilities for the proper training of the research personnel 
so as to promote their knowledge of advanced scientific and 
technical subjects. There are various ways of doing so# 

The normal post-graduate courses conducted in the 
Universities and the Institutes of Technology are not suited 
for this purpose but it may be possible for suitable post¬ 
graduate courses to be specially designed to suit the 
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requirements, the cost of which should be borne by the Railway 
Board* Further some of tho Engineering Institutions arrange 
refresher and special courses, ihich should be liberally availed 
of. The staff should be permitted to deliver lectures freely 
in educational institutions and technical societies. The 
organisation itself should frequently arrange discussions 
and take on subjects of interest to it and invite outside 
experts also to participate in them. Library service is 
another medium. The staff should also be allowed to attend 
selected conferences and seminars which are held in the 
country and in which many foreign experts also participate. 
10.20 Full advantage should be derived from the rapid 
advances that are being made in foroign countries, both in 
theory and in practice. Training arrangements available 
through the ’AID* Schemes etc. will normally not be useful. 
Special arrangements should, therefore, be made on a 
systematic basis so as to provide opportunities to the 
younger officers to remain abreast of modem developments. 

The study leave rules should also be liberalised. The senior 
personnel should be given opportunities to attend some of 
the international conferences, and to visit well-known 
institutions. Rules and procedures for foreign travel should 
be suitably relaxed and the Director General should be allowed 
a degree of freedom in this respect. We feel stars that these 
steps will pay rich dividends. 

10.21 The Raili'jay Board should recognise the special 


position 



position and status of the R.D.S.O. as its Chief Consultant 
and Advisor on technical matters. It is, therefore, necessary 
that its expertise should receive due consideration. It is 
inappropriate that any technical recommendation or proposal 
of the R.D.S.O. should be examined and commented upon by 
afcy one lower in rank than a Director in the Railway Board. 
Enquiries emanating from lower levels can only lead to waste 
of time, 

10.22 Consultancy services have been rendered by the 
R.D.S.O. to various firms. The R.D.S.OIs assistance was 
also availed of recently by the State Trading Corporation 
in socuriiig an order of Rs.8 crores for tank and hopper 
wagons for Korea. We consider that it would be prudent to 
widen the scope of this consultancy work and permit the 
skill and expertise, developed by a large number of 
highly qualified as well trained specialists in the 
R.D.S.O. to be availed of, on an individual basis also, 
for consultation by outside agencies, industries and the 
like so that their experience may be utilised in the field 
of applied engineering. By so widening the field fbr the 
technical specialists in the R.D.S.O.,as also in the 
Production Units, a close liaison can be established between 
them and the industries, and other technical institutions 
and this will result in natural stimulation and cross 
fertilization of ideas. Such liaison has produced good 
results in other countries and has been one of the main 
causes for the rapid technological advance achieved in 
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developed countries, in our developing economy also this 
will be equally beneficial and should be encouraged. The 
necessity is all the greater because of the severely limited 
facilities for consultancy service available in the country. 
10,23 We have referred, in the previous paragraphs, to the 
consultancy service which may be rendered by the R.D.S.O. to 
outsiders* We should like to stress also the role of the 
R.D.S.O. as the Principal Technical Adviser to the Railway 
Board. In this capacity, it should ba the.RDSO that should 
certify the new designs of locomotives and rolling stock. 

The Railway Accidents Committee had recommended as follows j- 


M At present the Railway Board is responsible for 
fixing standards and specifications, for drawing 
up designs for locomotives and rolling stock and 
are themselves manufacturing new types of loco¬ 
motives and rolling stock. It is equipped with 
technical experts in the Research end Standards 
Organisation with facilities for testing and 
checking. The Piailway Board is, thus, the most 
competent authority to certify such locomotives 
and rolling stock as to their fitness for being 
placed on line. There appears to be no reason, 
why the Government Inspectors,with all their 
handicaps in respect of up-to-date knowledge of 
modern equipments and techniques, should bo made 
to shouldor tho responsibility of making 
recommendation in this respect. In this context, 
it would appear to be an outmoded procedure to 
channel tho applications for tho use of new types 
of locomotives and rolling stock through the 
Government Inspector. We, therefore, recommend 
that the question of relieving the Government 
Inspector of this duty should he considered by the 
Railway Board.”(Page 228). 

10.24 Tho Research, Designs & Standards Organisation is 

well equipped for developing new designs of rolling stock and 
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certifying their fitness after rigorous tests. There 
is, therefore, no point in having an overlap of functions 
in this regard between the R.D.S.O, and the Commissioner- of 
Railway Safety. We understand that recently a difference of 
ODinion arose botwoon the Commissioner of Railway Safety and 
the R.D.S.O. in the matter of certification of electric 
locomotives and that this led to the necessity of securing 
the services of a foreign consultant, who confirmed the 
opinion of the R.D.S.O. It is precisely with a view to avoid 
such a contingency that the Railway Accidents Committee had 
recommended that. Railway Board should consider the 
question of relieving the Government Inspectorate,-now the 
Commission of Railway Safety-of this duty. In the light, of 
recent experience, we reiterate the recommendation of the 
Railway Accidents Committee, Similarly, in the matter of 
prescribing the standards, it should be the R.D.S.O. that 
should advise the Railway Board and not the Commissioner of 
Railway Safety. 

10.25 The technical expertise of the KTN30 and its status 
as a technical consultant and top railway research organisatic 
should bo built up by adopting the policies which we have 
advocated in tho oarlior paragraphs. Wo hope that in this 
manner, tho Research, Dosigns & Standards Organisation will 
earn recognition not only in this country but also abroad. 
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CHAPTER - 
STORES ORGANIZATION 

11.01 The Stores Organization of the Indian 

Railways has very vital functions to perform. Not 
only has an uninterrupted supply to be maintained 
of the numerous varieties of stores required to 
keep the trains running, but other important opera¬ 
tions like, new line constructions- and remodelling of 
yards, the maintenance and repairs of track, bridges, 
buildings and signalling equipment have iso -be* kept 
going attfe?*' sene time. The production and maintenance 
of rolling stock in the production units .and the work¬ 
shops have also to be kept supplied with their, require* 
ments to ensure their uninterrupted progress. It is 
not only the size of the purchase which is Very large 
but siso the multiplicity of the items which run into 
about 20,000 in number. The annual cost of purchases, 
made for the railways, is of the order of Rs,320 
crores. 

11.02 The railways at- present obtain their 

stores through three sources! 

i) all items of rolling stock, rails and 
sleepers, items under development 

and Wheels, tyros and axles roqiJL- 
-red for wagorSon orders, afe procured 

by the Railway Board; 

ii) all standard items, ’which care common 

to more than one railway and which are 
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covered by the Research, Designs and 
Standards Organization specifications 
and drawings, and where requirement 
exceeds Rs*25,000 are to be procured by 
indenting on the Director General of 
Supplies 5k Disposals (DGS&D)j 
iii) non-standard items are procured by the 
individual railways. 

11*03 Based on the above broad classification, the 

annual procurement of railway stores, through the Director 
General of Supplier Disposals comes to about Ra.100 to 
120 crores. This includes, not only spare parts for 
rolling stock and track components, but also signalling 
items, which, have already been developed and standardised* 

In accordance with the existing procedure, once the indi¬ 
genous manufacture of certain items hn.s been developed and 
standardised, they are to bo included in the Director General 
of Supplies & Disposals* list and further procurement is to 
be made through him, either on rate contracts or on running 
contracts. Duo to this procedure, railways are dependent on 
the Director General of Supplies^ Disposals for the supply of 
' V, n essential items required for maintenance, delay in the 
sup-ly of which holds up a.t tiroes operations in the workshops 
and :‘n the field. During the visits of the Study Team to the 
various zonal railways, it had been represented that this 
dependence on the Director General of SuppllSB& Disposals nad 
serious repercussions on the supply of stores, leading to 
n" - -*o repairing engines and other rolling stock and also 

. in . 
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in completing track maintenance and other works. 

Indenting on the Director General, of Supplies & Disposals, 
involvos forecast and placement of orders f*r ahead 
of the period of consumption, (usually 12 to 20 months) 
and yet the covera.ge of supplies, for the annual demands, 
placed by the railways, is far from satisfactory. In 
the caso of one railway, the coverage of supplies by 
the required date was between 20 and 25 per cent only. 

This .may be seen from the statements at AnnroB XI / 12 

dc 1 o 

13 The Birooter General of P ! .p-olt* 5 T- Disposals, 

who was maintaining statistics in respect of coverage 
of indents placed by the railways till 1965, has since 
discontinued the same. It had been represented to us 
that as on 31-12-1967, there were as many as 50,000 
D.G. S&D. contracts, in respect of which supplies were 
long overdue. Some of those contracts h<ad been 
concluded as early as between 1957 and 1960. It is 
also understood that the Director General of Supplies & 
Disposals periodically returns, 10 to 15$ of the indents 
to the railways, for changing the delivery dates, for 
one reason or the other. The resultant delays in the 
supply of stores considerably hacroe?? the work. ''While 
the operational work suffers, the railways have to make 
adhoc arrangements for emergent procurement. At the 
same time returned indents are to be resubmitted 
accepting a delayed delivery date, involving unnecessary 
clerical work and late supplies. Another unsatisfactory 


feature.. • 
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feature, brought to our notice is the existing conditions 
incorporated in the rate contracts, which do not bind the 
supplier to deliver the promised quantity by the stipulated 
delivery date. Extensions are frequent and there has been 
practically no case where risk purchase has been arranged 
by the Director General of Suppliaf £: Disposals against a 
rate contract. Occasionally sonic suppliers, after securing 
a rate contract, proceed slowly with the supplies, end if 
they find that the market conditions are unfavourable for 
them to give the supplies within the stipulated date, they 
resort to delaying tactics. It is understood that the 
Railways have pointed out this defect to the Director 
General of Supplies & Disposals but this unfair practice 
continues. In some cases, when the railways issue a tender 
to make an emergent purcha.se, the same party sometimes 
quotes a. higher rate. It may be noted tha.t once an item 
has been brought on the Director General of Supply & 
Disposals' rate contract, the direct purchase powers of 
sonal railways become severely restricted in respect of 
that item. Thus a. rate contract, without any guarantee of 
timely supplies or risk purchase clause acts as a positive 
hinderance to the railways in securing stores of good 
quality at the proper time. This position had alsc been 
commented upon by the Committee on the Public Undertakings 
in their 40th Report, which recommended th^t these matters 
should be investigated by the Director General of Supplies 
and Disposals to ascertain the reasons for delays in 
delivery or for demanding higher rates when an emergent 


purchase ,,» 
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purchase is made 9 

11.05 This undesirable feature of delays in the 

supply of essential materials for railway operations 
by the Director General of Supplies? & Disposals had 
also been commented upon earlier by the Indian Railway 
Enquiry Committee* 1947 and by the Shroff Committee - 
1950. The Indian Railway Enquiry Committee, 1947, 
had expressed the following opinion: 

"In view of the fact that the stores supply 
position on the Railways is still serious, 
we consider, that it would bo best at least 
for some time to come to decentralise 
further the purchase of such stores, as 
can more easily be procured locally, and 
entrust it to the railways. We realise, 
however, that any decentralisation of the 
purchase work, under which the same type 
of stores might be purchased in the same 
market by different agencies 9 might lead 
to difficulties, but in view of the fact 
that railway transport is so essential to 
the country, it is in the interest of all 
departments to give to the railways a 
reasonable priority or privileged position. 

For this purpose we recommend that a joint 
committee of the Railway Board, the 


Ministry of Industry & Supply and the 
Railway Controllers of Stores, should 

draw.... 
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draw up a list of items, for which the powers 
of purchase might be decentralised with advan¬ 
tage to the Railways. It is not necessary that 
this list need bo uniform for all the railways 
as much would depend upon the availability of 
materials in the various areas served by them-, 

Wo do not visualise any increase in the 
financial powers of the Controllers of Stores 5 
the purchase should normally bo approved by 
Tender Committees ", (Pago 127) 

11,06 The question was examined by the Shroff Committee, 

which was set up in September, 1950, to carry out a review of 
the Stores Organization on Indian Railways and to make 
recommendations for improvements in it. As far as purchases 
of railway equipment and stores aro concerned, the Committed 
in their report of April, 1951, recommended that the 
responsibility for obtaining the supply of items, peculiar 
to the railways, and all those commonly used items, which 
are essential to the railway operations and workshop pro¬ 
duction, should bo solely procured by the railways them¬ 
selves, It is understood that although the Railway Ministry 
pressed for an early implementation of the Shroff Committee’s 
recommendations, the Ministry of Works, Housing <1 Supply, did 
not agree with this and the status quo was maintained. We 
have held discussions with the Director General and the 
Additional Director General, Supplies a.nd Disposals, the 


Director,,,, 
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Director Railway Stores, and other Stores Officers of 
the Railways. The Additional Director General, Supplies 
and Disposals, agreed that there aro certain lacunae in 
the existing contracting system, like the absence of a 
proper risk purchase clause in the rate contract. He, 
however, stated that theso lacunae were being remedied 
and suitable o'lauses were being incorporated in the 
Director General)SY$plics& Disposals’ contracts. The 
Stores officers of the Railways wore, however, of the 
opinion that the Railways would not be able to effect 
risk purchase when the Director General, Supplies end 
Disposals* contract failed. Even though the Railways, 
as the consignee, have the ultimate right to reject the 
goods, still, in practice, it is not possible to do 
without the Director General, Suppliea ^Disposals* 
representative being associated in the final inspection. 
The Stores Officers of the railways stated that in any 
case, for proper inventory control and procurement of 
vital supplies in time, for the operational requirements 
of the railways, the present system of effecting 
supplies through the Director General, Suppifc*® and 
Disposals wcus unsuitable, 

11,07 Wo have given careful thought to the 

recommendations made by the various Committees and, 
considering the importance of railway operations and 
the timely supply of essential stores, we have come to 


the conclusion that a change in the stores purchase 

procedure.,., 
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procedure, is necessary as far as the railways are 
concerned. We consider that all items of stores, 
which are purchased only by the railways and not by 
other Government departments, .for example, items like 
rolling stock components, track fittings and tools, 
train lighting equipment, electric traction equipment 
and signalling equipment should be taken over from the 
central procurement agency by the Ministry of Railways. 
11.08 The following are the reasons, which have 

prompted us to make this recommendation;— 

i) At present, there is a considerable time 
lag betv/een the date of submission of indents 
and the date of receipt of materials. The 
time lag is necessarily very great for central 
purchases by an external agency, not directly 
responsible to the user. Wo feel that the 
railways by taking over the purchase of the 
specific materials, mentioned earlier, can 
reduce the time lag considerably. This will, 
in turn, reduce the sizes of the inventory. 

ii) The Government hos already accepted the 
view that organizations, which tura 2 ?«n on 
commercial lines, cannot afford to suffer 
from the handicap of uncertain supplies 
through agencies not under their own control. 

It is for this reason th-°t enterprises like 
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the Hindustan Aircraft Ltd,, Bangalore, 
the Vis akhapatnam Ship Yard, nationalised 
Air Service,'etc,, are having their own 
purchase organizations and indents on the 
Director General Supplies & Disposals a.re 
pla coi only on a. voluntvary basis, where it 
is felt th-'t the advantages will outweigh 
the disadvantages, in making purchases 
through the Director General, Supplies and 
Disposals, 

iii) The functions of purchase cannot be 
divorced from the other functions, like 
standardisation, inventory control, value 
analysis, <and control of consumption. For 
example, it is often necessary v/hen 
considering tenders, to quantify the effects 
of differences in delivery or differences in 
specifications. Such refinements are 
completely impossible, if the purchasing 
function ,is divorced from the materials 
management functions. It is for this 
reason that the Parliamentary Committee 
on the Public Undertakings, while consider¬ 
ing the desirable pattern of organization 
in public undertakings having more than one 
unit, has stated that it is'*in favour of 


the,,,, 
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the undertakings having an integrated organi¬ 
zation for all materials management functions. 
This recommendation has been made in the context 
of certain undertakings having 2 or 3 separate 


units spread over the country. It is all the 


more valid in th 
9 separate zones 


case of kail ways , which have 
spread over the- length and 


breadth of the country and 3 fulflodged production 


units. 


11,09 If our suggestions, contained in the preceding 

paragraphs are accepted, some additional purchase work will 
devolve on the stores organizations of the Zonal Railways. 
We suggest that there should be as much decentralisation as 
possible of this work in favour of the Zonal Railways and 
that the Railway Bor-rd should concern itself primarily with 

A 

the coordination work. 

11.10 Wo consider that the system of inventory 

control should be modernized. We have been informed that 
this matter is already under examination by the Railway 
Board, The techniques are well established and we think it 
should be possible to implement them expeditiously. Besides 
the Controller of Stores and his officers, the Financial 
Adviser & Chief Accounts Officer should also maintain an 
effective control on inventories and a running check on 
the consumption of stores. The inventory holdings on the 
railways are of the order of Rs«140 crores representing 


from.... 



from 6*5 to 7 months* requirements. This sooms high, 
particularly in view of the improved availability of 
indigenous materials. This inventory also includes 
about Rs. 12 crores worth of scrap which consists 
mainly of released rails and workshop scrap. Bffect.lv© 
stepr should be taken for its disposal. The Railways 
should also pay greater attention to standardization 
and value analysis. 

11.11 Some Controllers of Stores have represen¬ 

ted to us that certain modifications in the procedures 
and an enhancement of their powers are necessary. In 
respect of purchases mode by the railways, references 
to the Board aro generally fort- 

a) giving, price preference for tho purchase 

of imported stores available in the country 

over the import prices of those items; and 

b) foreign exchange sanctions etc. 

As the purchases under item (a) are few, full powers 
should bo delegated to the individual railways to deal 
with them in consultation with the Financial Adviser 
and Chief Accounts Officer. As regards (b), it is under¬ 
stood. that since April 1965 no allotment of foreign 
exchange has been made to tho Railway Administrations 
for making miscellaneous purchases. While the 
scarcity of foreign exchange demands close scrutiny 
on foreign purchases, wo recommend that the Government 
should consider whether some allocation to meet the 


established.*. . . 



established needs of the railways is not possible^ 

11.12 The Controller of Stores is required to obtain 
the concurrence of the Financial Adviser and Chief Accounts 
Officer bofore any emergency purchase is initiated, in ths 
event of failure of the contracts of the Director General, 
Supplies & Disposals. It does not appear necessary to us 
to consult the F.A. & C.A.O* before initiating such an 
action. 

11.13 The system of open tenders for all items, 
valued over Rs.10,000/-, has been in existence since a long 
time and in view of the great increase in the cost of 
materials in the last 10 or 15 years ? it would be desirable 
to increase the tender limit to Rs.25,000/-, 

11.14 The procedure to consult the Finance Branch 
for every variation in the conditions of contract seems 
unnecessarily restrictive. It should be examined by the 
Railway Board to see whether it is not possible to lay down 
a monetary limit below which such consultations are not 


necessary. 



RA.ILUA.Y PROTECTION FORCE 


12.01 We have been informed that a high level committee is 
looking into the organisational problems of the Railway 
Protection Force. We however, cannot avoid making a reference 
to the Force, as its service has a marked impact on operational 
results and customer satisfaction, which are of vital consequence 
to the railways. We have been informed that thefts ‘of copper 
wire from sections having electric traction and from railway 
telephone and control circuits, are endemic. The General 
Manager, Eastern Railway produced certain charts during our 
visit, which indicated the seriousness of the position. Thefts 
of railway coal from loco sheds, stores and materials from 
workshops and stores godowns and fittings from the rolling stock 
are also a frequent occurrence. 

12.02 The Federation of Indian Chambers of Commerce and 
Industry and the Associated Chambers of Commerce, in the 
memoranda submitted to us by them have drawn pointed attention 
to the problem of thefts and pilferage of goods entrusted 
to the care of the railways for transport. This is an important 
reason which deters the mercantile community from despatching 
their goods by rail and resorting to haulage by road, even 
though the latter mode of transport may bo costlier. ft.n 
indication of the growth in the quantum of thefts and pilferages 
of public goods can bo seen from the following table:- 
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It is evident that the Railway Protection Force has not heen 
effective enough and the results have not been commensurate 
with the large annual expenditure of over Rs.9 c.rores 
incurred on maintaining it. 

12.03 Whatever reorganisation and enhancement of powers of 
this force may he suggested by the high level committee, which 
is specially examining these matters, we are convinced that 
certain administrative changes in the force are necessary. Under 
the present set-up, the disciplinary and apnea! rules vest powers 
in the Inspector General, Railway Protection Force and not in 
the General Manager of the 2onal railway, in whose jurisdiction 
the Security Officers and staff work. Although the General Manager 
is free to transfer the R.P.F. staff within his jurisdiction, he 
has really no administrative control over the Chief Security 
Officer, the Security Officers or the Class III staff, since their 
appeals are dealt with by the Inspector General, Railway Protection 


Force and not by the General Manager. 


The Inspector General strongly 

...feels 
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fbols that the chain of command should not bo disturbed. He, 
however, recognised that even in the case of the Police, the 
Civilian authorities in the Ministry have the final say* \7e, 
therefore, consider ehat the appeals should be dealt with by the 
General Manager* The General Manager, as the Head of the zonal 
railway, should have effective control on the Railway Protection 
Force. It is to bo appreciated, that the Railway Protection Force 
is essentially a. service organisation for the Railways and docs 
net stand on a par with the military or police. The loyalty of 
this force to the General Manager and the zonal administration 
in general should bo unquestioned. \7o, therefore, recommend 
that:- 

(a) the Chief security Officer should he placed under the 
effective control of the General Manager. The General 
Manager under the existing rules, is allowed to transfer 
the Railway Protection Force personnel in his jurisdiction, 
but one of the General Managers told us of some 
difficulty having arisen in this respect. If there is any 
lacuna in the rules or instructions in this connection, 

it should bo removed. The appeals against the orders of 
the Chief Security Officer should bo dealt with by the 
General Manager. 

(b) Further we consider that the Chief Security Officer 

should maintain a close liaison with the Chief 

Commercial Superintendent, who is responsible for 

keeping down the claims bill and developing traffic. 

It will be noted from the total given in para 12.02 

...... that 




that the position h-s deteriorated and this is all 
the more reason ’ hy the Chief security Officer snouiu 
got guidance and direction from the Chief Commercial 
superintendent in the matter of preventing thefts and 
pilferages and minimising claims. 

c) In the Division?, the Divisional superintendent is the 

focal authority*The security Officers and Assistant 
security Officers should recognise position of 

the Divisional Superintendent, v;hich is equal to that 
of a Divisional Commissioner end take orders and 
directions from him. It should bu the Divisional 
Superintendent who should write the confidential 
ropo'-ts of the Security Officers and Assistant security 
Officers functioning under his jurisdiction and then 
forward thorn to the Chief security Officer, just as ho 
sends th-mn in the case of other officers to their 

ho ~e s of dopartments. 

d) Likewise the officers of the Railway Protection 
Force- attached to railway workshops should be 
responsible to the Dorks Managers who should write 
confidential reports on them. 

12.04 ho attach g^-eat importance to the implementation of the 
suggestions, mentioned above, since the problem of thefts and 
pilferages constitutes an important cause of diversion of high rated 
traffic to the road despite favourable rail freights. The 
gravity of the problem has been emphasised by every General 
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Honager* The remedy lies in the Railway Protection Force 
Officers and staff \»orking in close liaison with the 
Operating and Commercial Officers, without which really 
good results cannot accrue. They should not consider themselves 
as an independent organisation, net required to take guidancefr 
the departments which are really responsible for the running 
of the trains and for the safe and prompt delivery of the 
goods entrusted to their custody* 

12*05 The Inspector General, Railway Protection Force 
has a dual function. He is the head of the Force and a 
Director in the Railway Board, As the head of the force, his 
orders and directives for the working of the force should 
be carried out by the Chief security Officers. As a Director, 
however, he should function like any other Director and 
should deal with the recruitment, training and transfer of 
officers, the laying down of disciplinary rules and procedures, 
courses for training etc. He should also maintain close 
liaison with the State Police and ensure better coordination 
between them and the Railway Protection Force in detecting 
anc! arresting crimo. 
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CHAPTER XIII 
SOLE-SF THE VIGILANCE DEPARTMENT 


13.ro.. The Vigilance Department of the railways in its 
present form came into existence in 1954, as a result of the 
recommendations made by the Santhanam Committee. Relevant 
extracts from the Santhanam Committee's recommendations are 
reproduced below: 

"We have examined the Vigilance Organisation in the 
Railways with particular care as the erganisation 
came to be set up consequent upon the recommendations 
made by the Railway Corruption Enquiry Committee 
of 1*53-55 presided ever by Acharya Kripalani, We 
feund that no particular member of the Board is in 
charge «f the Vigilance organisation. The Chairman, 
Railway Board, who is in over all charge of the 
•rganisation can hardly be expected to take on the 
burden of directing its day-to-day activities. 

The non-availability of high level guidance has 
caused, to some extent, lack of awareness of the 
problems and requirements of the Vigilance 
Organisation and of uniform standards in dealing 
with misconduct and lack of integrity. The 
Vigilance Organisation of the Railways suffers 
from the following drawbacks: - 

(1) The Director (Vigilance) in the Railway 
Board, has no control over the subsidiary 
vigilance units of the Zonal Railways which 
are completely under the respective General 
Managers. The Diirector(Vigilance) has 
authority only over the staff in his own 
directorate in the Railway Board. Director 
(Vigilance) is not consulted at the time of 
posting of vigilance officers of the Zonal 
Railways nor Is the Vigilance Branch 
consulted at the time of promotion of staff 
and officers. The status of Director 
(Vigilance) is lower than that of the General 
Managers of the Zonal Railways. He, therefore, 
cannot question the decision of a General 
Manager and in cases, where there is a 
difference of opinion between the Special 
Police Establishment and the Railways, he 
acts as a Post Office between the Board, 

General Managers and the Special Police 
Establishment, communicating the views and 
decisions of one to the other. 


...... (2) 



(2) The organisation at the disposal of Director (Vigilance) 
in the Railway Board's office consists of one Deputy 
Director(a Railway Officer) who is further assisted by 
two Assistant Directors - one a Police Officer, for 
inv estigation work, and another, a Railway Officer 
t&ft doing correspondence with the Railways etc., fourteen 
Inspectors and a few Sub Inspectors for investigation 
work. Considering the amount of work that has to be 
done, ( the organisation is wholly inadequate. There is 
no officer from the Stores and the Engineering Branches. 

The post of Deputy Director (Investigation) has been 
down-graded to that of Assistant Director, and a Deputy 
Superintendent of Police has been appointed." 

We consider that the Vigilance arrangements in the Railways 
would be more effective if the organisation is re-organised as 
followsS i 


Mambar(Vigi1ance) 
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1 
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t 

Joint Director 
(Vigilance) 
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(Investigation) 

1 1 
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Dy. Director Dy. Director 

Dy. Director Dy. Director 

(Engineering) (Store 

( Traffic) 

(Investigation) 

Purchases) 




There should be a Member, Vigilance, in the Railway Board 
so that he may be able fo act with authority and independence 
in all vigilance matters, in respect of the entire railways, 
subject of course to the powers and jurisdiction of the 
Central Vigilance Commission, The Joint Director, Vigilance, 
should ordinarily be an officer belonging to a service 
other than the Railway Service, s preferably an I.A.S. officer. 
The Joint Director, Investigation, should be Police Officer 
of the rank and status of the Deputy Inspector General of 
Police. Adequate investigating staff should be provided at 
Headquarters. Subject to the powers of the Central Vigilance 
Commission, the Member, Vigilance, should have a measure of 
control over the Vigilance Organisation in the Zonal Railways. 
If there is any difference of opinion between the Member, 
Vigilance, and the Railway Board, such differences should be 
resolved on the advice of the Central Vigilance Commission. 

In the Zonal Railways, the Vigilance Officer, a Senior 
Scalo Railway officer, works under the control of the Senior 
Deputy General Manager, who is in charge of vigilance 
organisation along with some other departments. The 
Vigilance Officer has to take orders from the Senior 
Deputy General Manager and Goneral Manager for any 


investigation 
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investigation against a gazetted officer, b'e are doubtful 
whether the Senior Deputy General Mangers are selected for 
their flair for anti-corruption work. Uc noticed that 
rarely have vigilance officers of the Zonal Railways 
investigated cases against gazetted officers. V/e recommend 
that Vigilance Officers in the 2onal Railways should have 
the status of a Departmental Head and be given full 
liberty to investigate into complaints received by them 
and it should npt be necessary for them to obtain the 
prior permission of any other Suthority in the Zonal 
Railways for making such investigation. If there is a 
difference of opinion between him and the General Manager, 
the matter should be referred to the Member (Vigilance) 
in the Railway Board, whoso decision should be 
final". (Paras 9.19 to 9.22) 

13.02. As a result of the above recommendations, the 

vigilance organisation which has emerged at the Railway Board 

level is as under :- 

Member (Staff) 

Diroctor General, Vigilance 
Joint Directors - 2 

Deputy Directors- 5 

Assistant Directors- - 
0SD(Vigilance) - 1 

The Member {Staff), Railway Board, virtually occupies the 
position of Member (Vigilance) but, in practice, the Director 
General, directs the working of the whole' organisation and 
exercises control and supervision over its counterparts in the 
aonal railways. 

13.03. The organisation in each zonal railway functions 
under the direct control of the Senior Deputy General Manager. 
Tho Vigilance Officers work under him and handle mainly the 
complaints against Class III & IV staff. Complaints against 
Class I & II are normally dealt width Tjy the Central 
Organisation in the Railway Board. 

13.04. Prior to the implementation of the Santhanan 

Committee’s recommendations, the anti-corrnption work on the 

Railways proceeded on the lines, suggested in the report of the 

......Railway 
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^ailway Corruption 3nouiry Committee (1953-55), popularly 
knovm as the Kripalani Committee. The main points of difference 
between the procedures followed, gif tar the implementation of 
the Oanthanam Committee's recommendations and what were in 
vogue prior to that, are:- 

(a) the Vigilance Officers on the railways, who work under 
the Senior Deputy General Manager, used to consult 
the concerned Heads of Departments, who appreciated 
that they had a positive role to play in vigilance 
matters and gave serious thought to the subject. 

Besides giving advice to the Vigilance officers in 
the cases referred to them, tha Heads of Departments 
initiated preventive measures on their own. They 
also assisted in pursuing the investigations to the 
extent needed* This procedure was in line with the 
Kripalani Committee's recommendations, which laid 
considerable emphasis on the part that the Railway 
officers should play in fostering integrity end 
honosty in the service, relevant portions from the 
Kripalani Committee’s report are extracted below:- 

“Government should satisfy themselves that officers 
appointed to higher positions where they nave to 
exercise initiative and take decisions are 
completely free from any semblance of doubt about 
their integrity." (para 193) 

XX XX XX 

'^Officers at the top should be made to realise 
that their duty does not end by merely being 
above board themselves. It is also part of 
their duty to see that the staff working 
under them are efficient and honest." 

( para--193) 

XX XX XX 

_. ,c T,f f 1 
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*K)ffleers should beecne leaders of men working 
under then by setting example of efficient and 
honest handling of the task allotted to them 1 . 

• ( Para 216) 

XX XX XX 

"Lectures should be given by the Heads of 
Departments and General Mana g ers tho diitios 
and responsibilities of the officers to keep 
the administration clean". 

(para 155) 

The practice followed now is that on the Railways the 
Chief Vigilance Officer (the Senior Deputy General 
Manager) and eft the Railway Board's level the 
Director General(Vigilance) decide, whether an 
enquiry is to be started or not on a complaint, and 
guide the Vigilance Officers. The Heads of Depart¬ 
ments on the Railways are not consulted. 

(b) Prior to the Santhanam Committee's recommendations, 
after a preliminary enquiry into a complaint was 
completed by the Vigilance Organisation, the decision 
as to whether there was any prime-facie case, rested 
with the Railways or the Railway Board. Now, all 
enquiry reports on complaints against Class I and II 
officers are placed before the Central Vigilance 
Commissioner and cases are closed only with his 
approval. 

(c) The Central Vigilance Commissioner also determines, 
in the case of gazetted officers, whether a charge- 
sheet is to be issued to an officer on the basis of 
the report, and whether it should be for a major or 

a minor punishment. Cn receipt of the reply to the 

......charge- shee t 
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cnarge-sheet, the Central Vigilance Commissioner 
decides what further action Is to be taken. If a 
departmental enquiry is proposed, the Commissioner 
for Departmental Enquiries, who works under the 
Qentral Vigilance Commissioner, conducts the enquiry 
into the cases against Class I & II officers. 

(d) In respect of the Class III & IV staff,, the above 

decisions rost with the Director General (Vigilance) 
or the Senior Deputy General Manager in the Railways 
and departmental enquiries are conducted by the 
railway authorities. 

13.05. It is considered that the present practice of 
referring enquiry reports on complaints against officers to the 
Central Vigilance Commission, should continue. The Commission 
is presided over by a retired Chief Justice of one of the High 
Courts of India and all the reports from the Railways, as also 
from other Ministries, are scrutinised with a strict Judicial 
approach end the gazetted officers can, therefore, expect full 
justice. 

13.06. Ihe departure from the Kripalani Committee's reco¬ 
mmendations in the matter of consulting the concerned Heads of 
Departments, referred to in item (a) above, is not a desirable 
change as has been shown in subsequent paragraphs. A 
comparison of the number of complaints enquired into and 
punishments inflicted, after the present vigilance Organisation 
came into existence, with that of the position prior to it, 
shows that although a larger number of enquires were instituted 
against officers, the number of cases in which punishments 


were 
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infUqted was very much loss (knnexure 
XIII/14)<« 3 These vigilance enquiries take a long time 

to finalise* Whij/ they are continuing, the staff concerned 
remains under a cloud* However confidentially there 
enquiries may be conducted, the fact becomes known and, 
where the supervisory staff is concerned, they naturally 
cannot function effectively. Further, during the pendency 
of the enquiry, they are debarred from promotion if due, 
and cannot even be empanelled for a higher appointment. 

If any of them is due to retire, the retirement benefits are 
withheld* Since such serious consequences follow the 
institution of a vigilance enquiry, it is necessary that 
the initial screening of the complaints should be done 
thoroughly so as to avoid, as far as practicable, the 
innocent staff being involved in these enquiries; hence, 
the importance of associating the Heads of Departments in 
this screening before the commencement of an enquiry. Wa, 
therefore, recommend that the arrangement suggested under 
the Kripalani Committee's recommendations should be restored*. 
Further the railway staff, who are debarred f^om promotion 
or who are not empanelled for higher grades or have lost 
any other privileges on this account, should be adequately 
compensated, after they have been exonerated. 

13*07* Practically every General Manager told us that, 

in the present conditions, officers were reluctant to act 
on their own responsibility and wherever possible, they 
endeavoured to share responsibility with others* Stores 
officers do not wish to exercise their powers of direct 


• •* .purchase 
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purchase of stores from the market even in an emergency and 
prefer calling for tenders and involving the Finance officers 
also in taking a decision. 1 gineers do not try to settle 
their disputes with the contractors by negotiation, lest their 
action may be misjudged, and generally suggest arbitration. 

This state of affairs leads to delay? The tendency amongst 
officers, to pass on cases even within their own competence 
for decision to higher levels, has been growing. The 
recognia&i Labour Federations and Officers’ Associations 
emphasised the erosion of the morale of the staff, which had 
resulted from the manner in which the railway Vigilance 
Organisation had been functioning, 

13.08# Another unhappy feature of the Vigilance Organisation 
is that a number of railway staff operate in different centres 
as informers, with the result that the officers and the staff 
fool that they are all the time being shadowed. The utilisation 
of the railway staff for this purpose undermines discipline. 

In addition, it is understood that outsiders are also utilised 
as informers. Wfe consider that it is undesirable for a 
judicial or a quasi-judicial body like the Vigilance Organi¬ 
sation to have informers i.e. spies. Action taken against 
complainants, who make false complaints or give false informa¬ 
tion, appears inadequate. Statement showing the number of 
cases in which Vigilance Directorate has recommended action 


• • • .against 



against false complainants from its inception is given below 
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*This figure includes an employee who was 
removed from service as a result of 
disciplinary action in another case* 

13.09. The size of the Vigilance set-up on the Railways and 
tbs expenditure thereon as compared with the set up and the 
expenditure in other Ministries, is very heavy, as may be seen 
from the following table 


partment 

No. of 
whole time 
gazetted 
officers 

No. of 
whole time 
non-gazetted 
staff. 

Approx. 

’ (Rs . 
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1 

2 

3 

4 

5 

[forks Housing 

6c Supply 

a)3eptt.of W6H ♦ 

23 

46 

4.61 

5.44 

b)Deptt. of 

Supply. 

3 

5 

0.82 

0.86 


During the years 1962 and 1963, before the present set-up came 
into foree, the expenditure on vigilancd in the Railways was 
to the tune of Rs.20 and 21 lakhs respectively. While the 
Santhanem Committee has been specific as to what should be the 
type of organisation on the Railways, as regards other Ministries, 
its recommendation, which reads as under, was not so specific - 

11 The re should be one Chief Vigilance Office* in each 
Ministry/Department/Undertaking. The Chief Vigilance 
Officer and Vigilance Officers should be of sufficiently 
high rank, so that they may be able to function 
effectively'* (Bara 9.23) 

Apart from the disproportionately high and increasing expenditure 

that the Railways are bearing, a sum of approximately Is.45 

lakhs is also being debited by the Ministry of Home Affairs 

for the work being done by the Central Bureau of Investigation 

for the Railways. 

13.10. The Central Bureau of Investigation and the Special 
Police Establishment were donstituted under the Delhi Special 
Folice Establishment Act, 1946, with the object of dealing 
with cases cf bribery and corruption, committed by Central 
Government servants. The type of cases that are ordinarily 
to be dealt with by the S.P.3., has been defined as follows 

a) cases having wide ramifications, 

b) cases of habitual corruption, 

...... c) 




c) cases with special features which, it is considered, 
would more appropriately be dealt with by S.P.E* The 
taking up of such cases will largely be at the 
discretion of the S.P.E. in consultation with the 
competent railway authorities, 

a) besides actual prosecutions, their assistance can 

also be taken in important enquiries, or verifications 
to be made, for which police powers are needed* This 
would include verification of the assets of railway 
officers or other persons involved, bank accounts, etc 

Although the C.B.I. and S.P.E. can in their discretion take up 

any case for investigation, their normal function has been 

defined, which is to take up cases of bribery and corruption of 

the types mentioned above, where outside witnesses have to be 

examined and powers of search have to be exercised. Both the 

Central Vigilance Commission and the Director General 

(Vigilance) have.been making use of these organisations for 

cases brought to their notice in which, in their opinion, 

specialised help was needed. It will however, be desirable if 

on 

the C.B.I. concentrated/the types of cases mentioned above. 

13.11. The basic objective of a vigilance organisation is the 
prevention of corrupt practices and its success is to be judged 
by the effectiveness of its preventive work and the deterrent 
effect of its punitive action. It goes without saying that 
unless strong punitive measures are adopted, they cannot act 
as deterrents. Nevertheless, for all anti-corruption work, 
prevention is of paramount importance. The anti-corruption 
work must be so oriented as not to create a scare or demorali¬ 
sation amongst the staff. . Either of these would naturally tend 
to prejudice effective functioning by the staff, to the 
detriment of efficiency. The Vigilance Organisation, should, 
therefore, work in such a manner that bonafide actions are not 
questioned and that the honest man can function undisturbed. 
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Therefore, unintentional lapses, errors of judgment, or matters 
of exorcise 

arising out/ of discretionary powers, where evidence of 

malafidos is lacking, should be loft to the care of the depart¬ 
mental authorities. 

13.12. On account of the very extensive nature of the service 
to bo rendered to the community by the railways, the contact of 
the railway staff with its customers and suppliers, is so wide 
and intimate that tho chances of asking for and receiving 
gratification are many. Acccpti ng small gratification at certain 
levels has unfortunately bocorae traditional. While it cannot be 
condoned, its gradual elimination has to be ensured by a sustained 
preventive drive and an effective watch by the supervisory staff 
and officers. Unless the entire hierarchy of tho supervisory 
personnel co-oporates actively in a common endeavour to 
eradicate tho evil of corruption, it will bo futile to expect a 
radical change. More dread of detection or punishment is not 
enough. In fact tho really corrupt individual is often able 
to take advantage of the loopholes and elude tho established 
detoctivo machinery. In this endeavour the Qonoral Managor 
and his Hoads of Departments have a leading rolo to play and 
nothing should bo done which may create an impression in thoir 
minds that they havo been relieved of this responsibility or that 
it has, to any extent, boon diluted. In fact, thoy should be 
judged by thoir success in keeping down corruption. 
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13*13# The problem should be tackled on the following lines:- 

i) On the social front, a strong public opinion should 
be built up against corruption* Irrespective of 
their status, men known to be corrupt should be 
looked down upon and kept away from all positions of 
responsibility and should be socially ostracised, 

ii) Anonymous and pseudonymous complaints should 

not be taken up for encuiry. In respect of signed 
complaints which contain charges of bribery and 
corruption, the bonafid» of the complainant should 
be first established before enquiries are initiated, 

iii) Iteople should be appointed to high positions in the 
Railways only after making sure about their honesty 
and competence. A strict check, therefore, should 
be made before appointing any one to any position 
of responsibility in the Railways. But once they 
are so selected and appointed, they should be trusted 
and made responsible, fairly and squarely, for 
weeding out corrupt persons. It should be their 
responsibility to evolve a suitable machinery to 
exercise a proper check so as to help them in this 
weeding out process. 

iv) vJhile we are emphatic that everything possible 

should be done to root out corruption, we consider 
it essential for the healthy functioning of an 
administration that efforts should be made simulta¬ 
neously to protect the honest and innocent from any 
allegations made by unscrupulous people who may be 
nurturing grievances against their superiors or 
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colleogues. The contents or the complaint should not, 
therefore, be viewed in isolation, without consi¬ 
dering the full circumstances of the case and also 
the reputation and past performance of the person 
against whom the complaint has been made. It is 
only the Head of the Department, who can examine 
these complaints in the above perspective and can 
tender advice as to the course of action. The 
Vigilance Officer should, therefore, invariably 
consult the Head of the Department or the Controlling 
Officer. In the event of a difference of opinion 
between the Chief Vigilance officer and the Head 
of the Department, the case should be referred to 
the General Manager whose decision whether an 
enquiry is to proceed against a Class II, III or IV 
staff should be final. Cases of Class I Officers 
should be referred to the Railway Board, where the 
Railway Board Member concerned should be consulted 
whether an enquiry is to proceed - 
v) A monthly statement of the complaints against 

officers which have been filed after a preliminary 
scrutiny, should be sent to the Chief Vigilance 
Commissioner for his information and any instructions 
received from him for pursuing any of these cases 
should invariably be complied with. 

Vi) Action must be taken in all cases against the 'sources* 
or the complainants who have falsely implicated any 
railway official. 


....vl} 
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vii) Cases of alleged misuse of discretionary powers 
should be left to be handled by the concerned 
executive authorities. 

viii) In cases where real corruption or corrupt practices 

are involved, the Vigilance machinery should function 
swiftly and punishment should be strigent, parti¬ 
cularly in the case of officers. 

13.14. Considering the changes proposed previously, the size 
of the Vigilance Organisation on the Railways, as shown in 
the table in para 13.09, is definitely top heavy and has no 
parallel in any other Ministry including the Defence Ministry. 
With the active participation of the departmental executives 
in preventive work, appropriate screening of complaints for 
enquiries, and wiowttng out corruption, as explained earlier, 
a substantial reduction in work should be possible. It is, 
therefore, considered that there is no necessity to have 
an officer of the rank of Director General iij the Railway 
Board for vigilance work. The present Vigilance Organisation 
should be converted into a Directorate of the Railway Board, 
with a Director in-charge, who should be a competent railwayman 
with a flair for the type of work involved. This Directorate 
should be placed under the direct charge of the Member, Staff. 
Directors of the Railway Board function on behalf of the 
Board and have the full authority to question a General Manager 
on any matter or decision taken by him. The Director, 

Vigilance, therefore, will not be at a disadvantage in dealing 
with the General Managers. Further, of the two Joint Directors, 


referred to in paragraph 13.02, one should be a railway 

••«•.engineer 



engineer rnd the other a Police officer of the rank and status 
cf a Deputy Inspector General of Sol ice. There is no need for 
such a large number cf Deputy Directors. The Vigilance 
Organisation should get the necessary elucidation and advice 
on the technical details involved in a complaint, from the 
concerned Directorate and Members of the Railway Board. !fe are 
also of the view that it is net desirable to allow the officers 
of the rank of Deputy Directors and below to be sent out on a 
mission of this character on the Railways. 

13.15* The present practice of transferring every three 
years such of the staff as come into contact with the public, 
deserves serious reconsideration. It is considered that 
unless the administration has reasons to think that the 
continued stay of a particular person at a certain place 
is undesirable there should be no need to transfer the 
staff just as a natter of course every three years, because 
this causes personal hardship and dislocation in children^ 
education. 

13*16* As regards the set-up on the Railways, we consider 
that not more than two or three senior scale officers should 
be earmarked specifically for the Vigilance work. The Senior 
Deputy General Manager should continue to be in overall 
charge of the Vigilance work, but he should consult the Heads 
of Departments on complaints pertaining to the officers and 
staff working under them* 

13.17* The C.B.I. or the S.F.3. should also consult the 
General Manager or the Railway Board as the case may be, 

••...before 
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bcforo starting an investigation on their own. If there is 
a difference of opinion between them on whether an enquiry 
should proceed or net, the case may be referred to the Central 
Vigilance Commissioner whose decision would be final. 
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nmm - and accounts department 

14.01 The Hallways, being a Government Department, 
arc accountable to Parliament, and through Parliament 
to the public at lrrge, for their financial policies and 
expenditure. Financial control consist* essentially in 
obtaining Parliament's approval o£ the budget estimates 
and for the allotment of funds and ensuring that the funds 
so voted are expended on the items for which they ar$ voted, 
in this control, the Comptroller & A.uditor General and the 
t wo Parliamentary Committees, namely, the Public Accounts 
Committaso end- the Estimates Committee, exorcise important 
functions. In tho Railway* itself, the Finan61^1"Itdvi sor & 
Chief Accounts Officer is rosponsible-^or the continuous 
and effective internal check of all tho financial transact¬ 
ions and for the correct and upto-date maintenance of 
accounts aTn for messaging, as part of his important 
functions, advice to the administration in all matters 
involving railway finances. 

14.02 Fara 101 of the Indian Railway Accounts code 
lays down th% functions of the Finance and Accounts 
Darurtnent. This department has to ensure that all railway 
expenditure is properly recorded and that there are 
sufficient internal checks built in at appropriate stages 
so that there, arc no errors or inaccuracies. 

14-03 4s regards rendering financial advice and 
making constructive suggestions on economic policies, the 


.. ..-Financiax 
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Financial Adviser and Chief Accounts Officer has a great 
part to play. It is the duty of the Finance & Accounts 
Officers to see that proper procedures, as detailed in 
various codes, are faithfully adhered to in the various 
departments* In all these matters, it is the relationship 
of the executive with the finance officer that really 
rvi'ers. Para 102 of the Indian Railway Accounts Code, 
educed below, broadly outlines the relationship of the 
accounts officer with the executive. 


"109,. Acco unts 


Officers 


and 


the Executive 


The head of a railway administration, 
referred to hereafter as the General Manager, 
and the various executive officers subordinate 
tohim are responsible for the construction, 
maintenance and operation of railways. In the 
proper and legitimate discharge of their 
responsibilities the executive officers are 
authorised to incur expenditure within the 
limits of their financial powers. All claims 
against the railway arising out of such 
expenditure are checked(in accordance with 
the proscribed rules)on behalf of the Railway 
Administration by the Accounts Officer, who 
arranges to liquidate claims which are found to 
be in order. In functioning thus and in giving 
financial advice to the executive, the Accounts 
Officer acts solely in the interest of the 
executive officers. The Accounts officer's 
relations with the executive should therefore 
be that of a friendly critic. The Accounts 
Officer should accordingly avoid all unnecessary 
objections and assist the executive officers 
to devise and follow legitimate means towards 
obtaining legitimate onus. 1 ' 


14.04 It has been represented by certain railway 

administrations that this general principle of the accounts 

officer being a friendly critic is, more or less, set at 

naujht at the lower level because of lack of appreciation 

by 


o < • • • 
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by the latter of their proper role. The executives at the 
lower level also do not approach the problem in a realistic 
manner and correspondence results. The situation, as it 
now exists, is not really conducive to the efficient 
functioning of a vast industrial-eun-coranercial undertaking 
like the Indian Railways. The Indian Railway Enquiry 
Committee,1947, had also commented as followss- 

n 114(i) The existing rules and procedures 
have become complicated and cumbersome# 

The need let financial concurrence has 
been carried to such minute details that 
executive officers at different levels 
have to spend lot of time in convincing 
their Accounts colleagues about the 
desirability of even minor expenditure# 

Even after the financial concurrence, in 
several cases, the audit post-mortem 
about trifling matters, is carried on, 
with a meticulous persistence beyond 
all reasonable expectation of beneficial 
results likely to be achieved n * 

The correct attitude to be adopted by the Finance and 

Executive Officers in dealing with the financial problems 

needs to be re-emphasised. The attitude of the finance 

officer shot-Id be to 5>>lp the executive and to avoid being 

meticulous# Similarly the Executive Officers on their 

part should give due consideration to the financial advice 

and if a difference of opinion still persists, the matter 

should be referred to the higher level for a decision. The 

financial administration on the railways should be geared 

to the changing conditions and for more productive work, 

like performance budgeting, cost accounting and other 

important functions. 

14,05 As explained above, there is an urgent need for a 
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major change in the role, assigned to the Finance and Accounts 
Officers of the Railways. 4s ■we have said above, these officers 
have a great part to play in rendering advice to the General 
Manager and the executive officers on broad matters concerning 
economy and operating efficiency and the overall finances of 
the Railways* The meticulous scrutiny of individual small 
proposals relating to schemes already approved and sanctioned, 
irrespective of the magnitude of these individual matters 
should not receive as much attention of tl?o rinare*- ic count* 5 
Officers, as it seems to do now. Their onorgv should be 
centred on items like - 

a) performance badgeting 5 

b) effective economy and overall 
efficiency 5 

c) detailed examination of major 
schemes. 

14*06 - Perform a nce Bud etin g One of the prime duties of 

the Finance & Accounts officers is to modernise their 

budgeting and base it on certain targets, watch the 

expenditure and the results every quarter or even at 

upon 

more frequent intervals and enjoin/the executive to see 
that timely and adequate measures are taken to work to the 
provision in the budget and to reduce expenditure when the 
performance is expected to fall short of the target. 

Targets should be fixed for the various operating indices 
and for the utilisation of rolling stock. The best performance 

attained in the past should be a suitable starting point. 

•.Similarly 
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Similarly, norms should be fixed for the output of the 
workshop and expenditure on track maintenance, etc<> In 
framing the Revenue budget, cognizance should be taken of 
the fact that operating costs are composed of - 

a) independent cost which is not 
relaced to the volume of traffic, 
and normally should not change 
or change only marginally 5 

b) dependent cost, which is directly 
related to the volume cf traffic*, 
and 

c) recurring cost attributable to 
development projeo’.s» 

To have the budget based on the performance targets* 
adequate costing data should be available, and, for 
this purpose, it will be* necessary to develop .norms of 
dependent costs for operation. These norms ‘tfS^iTary with 
the type of equipment in use, for example, the type of 
locomotives, the type of coaches, the type of wagons, et-c* 
but it should be the object of the Railway Ministry to lay 
down appropriate norms for these various types# Once these 
norms have been prescribed, the increase in operating 
expenditure,required for any targeted increase in output, 
can bo corroctly arrived at for incorporation in the Budget 
14,C7 Tho ^op executive should thus have a cloar* picture 

of tho in croc so in expenditure duo to tho various factors; 
and whore the expenditure is disproportionate to the oUtnut, 
steps should be taken to investigate why it is so and as 
to what remedial measures are necessary to rectify the 
position. Tho purpose of this typo of performance budgeting' 
is - 

4* • «a) 
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a) to present clearly the purpose or 
the objective for vrtiich funds, both 
revenue and capital, are needed and 

to bring out the actual accomplishment 
in financial and physical terms 5 

b) to bring out clearly the anticipated 
improvement in efficiency and the 
actual achievement during the previous 
year; 

c) to pin-point tie accountability of the 
management and at the same time to 
provide an effective tool to management 
for bettor financial control. 

Such performance bu^reting can be successfully cs.rri.ed out 

only if the accounting and costing systems are improved and 

the flow of information from the various points of the Railway: 

to the Divisional/District Headquarters and to the headquarter 

of the Railway is prompt and up-to-date. These points should 

engage the immediate attention of the financial administration 

on the Railways. This subject is further elucidated in Annexur 
XIV/16 > 

14.08 With the installation of computers Gn most of the 
Railways and with the systematising of accounting procedures 
and collection of dara, the time is ripe for effecting 
substantial changes in the accounting and management tochniqu 
on the Railways. In this connection,^ fel that there is an 
urgent need for the Railway Board to set up a Committee of 
expere Railway Officers to reviow the various provisions 
contained in tho Accounts, General and Engineering codes and 
to modify them to suit the efficient functioning of the 
Railways. IIo.t only in regard to financial control, but also 
in regard to various other matters, like the sanctioning of 
works, tho preparation of detailed estimates, the booking. Of 
accounts, making adjustments from one work to the other and 

.. allocating 



allocating expenditure to various heads, etc., the code rules, 
as framed many years ago, cannot be expected to, and do not in 
actual practice, satisfy the needs of a modern management concept 
in an organization like the Railways. The size of operations on 
the Railways has increased enormously and the costs have gone up. 
Therefore, to have the same scale of checks and counter checks 
and booking of expenditure, as was required in the thirties, is 
not suitable in the present circumstances. There is, therefore, 
need for a new concept and revision of the various code rules. 
14,09 In the matter of allocation of expenditure, the matter 
should be gone into in detail, as to the need for the present 
large number of allocation heads, keeping in view the fact that 
this multiplicity of allocation heads, was devised quite a long 
time ago, Allocation to a large number of detailed heads adds to 
the clerical work and should not be undertaken unless it is requi¬ 
red for a speial purpose. We also understand that increasing 
number of procedural-orders are being issued by the railways and 
the Railway Board from year to year. We recommend that all these 
procedural orders issued from time to time should also be the 
subject matter of examination by a Committee, along with the 
various codes for evolving a simplified set of rules and 
pt«cedures for each department, 

14,10 As regards the Audit department, their functions not only 
cover the Railways but all the Ministries ana Departments of the 
Government of India. A separate Study Team of the Administrative 
Reforms Commission has dwelt in great detail on the functions of 
the Audit Department and the relations between the Audit and the 
other departments, and as such we are not touching on this aspect. 
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15,01 The Railways are the principal node of transport in the 
country, handling about 80 per cent of the total goods traffic. 
During the last few years, however, high-rated commodities, like 
cotton goods, manufactured articles generally,sugar, etc. have 
gone to the road in increasing quantities, leaving the Railways 
to handle bulk traffic like coal, iron ore, etc. The table 
below will show the trendsi- 
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15.02 For improving the finane s of the Railways, it is 
necessary that mo!rc and more high-rated traffic, which has to 
bo carried over long distune s, is won back to the Railways, 


While 
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y/hilo this requires a certain amount of co-ox oin-tion bee ween 
vrrices moa. s of transport, certain improvements in the service 
render d by the railways to ensure customer satisfaction is very 
important. Roads arc fast developing, many of the unbriogod rive 1 ' 
and streams on the National Highways have now been bridged, rond_ 
have boon improved and heavier road vehicles arc, therefore, 
operating oven on long distance routes* The Railways .’.re, cncrc- 
fore, also meeting with competition on long distance routes, 
particularly, whore break of gauge transhipment poses a problem, 
e#g. tho Bangalore—Bombay route via. G-untakal, The Commie cog on 
Transport Policy & Co-ordination has suggested that cost studies 
for the transport of particular categories of goods by various 
modes of transport on specific sections should be carried out so 
that a decision might be taken n,s co wnicn particular moc>.c of 
transport is tie most advantageous to the economy of the country. 
For this purpose, cost studies will h«-vc to be made both in regard 
to the railways and in regard to tne road services, and before 
any new investments are made on either of them a. comparison of lie 
economics of the transport by both modes will have to be made 
and then only should a. decision be. arrived ato '.lien comparing 
investments for augmenting capacity in either service it should be 
borne in mind th°t the railways as a. common carrier cannot refuse 
any particular commodity, whereas individual truck owners can 
pick and choose,which places the .railways in a disadvantageous 
position. If, therefore, traffic increases ana rail transport 
facilities remain inadequate the high-rated commodities which are 


more susceptible to the diversion will go to the road, leaving 
the railways largely to carry coal and ore and other low- 
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rr-.tcd coir oditics, which will weaken the financial position 
of tho railways. while co-ordination between various modes 
of* transport can to some extent remove unhealthy compeoition, 
the only way whereby railways can effectively compete with 
road transport and improve will be to ensure th~e xho service 
that they render to the customer gives greater satisfaction. 
15.03 The representations received from the various 
Chambers of Commerce and Industry by the Stuuy Tenm hp.ve 
shown that some of the causes, which militate against the 
traffic being won over by the Railways ares— 

a) transit delay§ 

b) frequent sastrietions on booking; 

c) non-availability of the required 
type of wagons at the required time; 

d) loss and pilfern e in transit; 

e) delays in the settlement of claims; 

f) lack of coordinating machinery to 
assist consignors rand consignees in 
solving their difficulties when tra¬ 
ffic moves over more than one railway; 

g) the present priority schedule docs not 
enable the railways to give preference 
to high-rated commodities and that this 

is affecting the revenues of the railways;and 

h) non-existencc of a well-developed door-to- 
door service. 

15.04 Those points require careful consideration and 
remedial action. The prime consideration of the Commercial 
Department of the Railways should be to give customer satis- 
fretion and, for this purpose, they must gear up their 


organization.... 
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orgn.ieaticn and their methods for studying the market and 
canvassing traffic, and when traffic is won over, to see that 
goods are transported in time and delivered safely without any 
pilferage or loss on-route. The compensation paiu for claims 
on the railways has increased from Rs.3.31 cro res in 1S52-53 to 
Rs«6.10crores in 196&*6>7 representing an increase of about 84$* 

At the same time both the volume of traffic anc the price have 
gone up. The claims should be settled^ promptly and in a business 
like manner so that occasions for re-opening claims may be rare. 

An efficient system should be developed for avoiding misdcspatch 
of wagons, wagons getting unconnected, and for tracing of such 
wagons# Two of the chief reasons for claims are misuespatch of 
wagons and wagons getting unconnected because of loss of labels 
etc. particularly at transhipment points. With an improved 
telecommunicataon system on railways and computerisation, it 
should be possible to minimise these inconveniences to the 
customers. 

15.05 In the matter of free time allowed for loading, un¬ 
loading, demurrage and wharfage, etc. the railways should not be 
too rigid and in special cases should allow such relaxations as 
the circumstances warrant. One other factor brought to our 
notice which operates adversely against the interest of Railways 
is that the despatch of goods by trucks may help unscrupulous 
elements at certain points to evade legitimate dues like sales 
tax, excise duties, etc., by under-invoicing and resetting to 
certain other malpractices like violation of movement control 
orders. This aspect should be taken note of by the authorities 


concerned 
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conc^rncd. 

15.06 Railways have now embarked upon the running of fast- 
express goods trains °nd container services, between certain 
important industrial centres. Continuous watch should be 
maintained on the efficient operation of these services with 
view to achieve progressive improvement. The container 
service being a recent introduction on the Indian Railways, 

it is essential that studies should continue for improving 

should 

their design and handling facilities. This service/gradually 
be extended bearing in mind the' gains achieved. 

16.07 As industrialisation progresses,the need will arise 
for instituting specialised services to cater for specific 
industries, as in the U.S.A., where special types of wagons, 
refrigerator vans, etc. arc provided by the railways to the 
customers, or the customers own them, in which case such stock 
is transported over the railway system.on payment of reasonable 
charges. In this connection the efforts of the Railways to win 
back the transport of automobilies should be intensified by 
putting into service special stock. It is also necessary to 
improve the designs of wagons, make them shock-proof for certain 
types of commodities so that packing conditions may be libera,- 
-liso'd, ^nd more traffic could be attracted to the railways* 
Railways will h~vo to think in terms of providing facilities 
for traffic in bulk of commodities like cement, fooegrains, 
chemicals, etc. In this context the market research has 
assumed the utmost importance and the railways should cake 
steps to estimate the possible future developments in the 
industries, the direction-wise movement of goods, and the 


type of... 



type of specialised stock or service that may be required. 

15,08 In the matter of collecting data. rn^ tailing action, 
the railways should, forge ahead, as otherwise the may not be 
->ble to provide the requisite facilities, when the industries 
are ready with their products. The object shoulc be to offer 
personalised service to the users. For this purpose the 
customers and the industries should be classified on commodity- 
wise studies. This will provide the data for formulating the 
railv/ays* future plans for investment on special typos of 
wagons etc. The statistical organization on the railways 
should furnish to tho Marketing ana Sales Superintendents an 
evaluation of the data gathered from the trends of traffic. 

The Marketing & Sales Org-niza.tion, recently formed on the 
Railways should be developed on the basis of marketing, and 


operation-''! research. 

15.09 Simultaneously with the drivo for better customer 
relationship and market development, 1 there should be an improve¬ 
ment in the work of the Public Relations Department on all the 
railways, as also at the Railway Board's level. Unless the 
public are np.de aware of the facilities that are being offered 
and the special steps that the Railways are taking in the matter 

of promoting customer satisfaction, an effective impact cannot 

/to the roads or other modes of transport, 

be made in assessing the diversion of traffic £ Also unless tho 

Public Relations Department of the railway is alert and prompt in 
projecting the image of the railways in respect of improved facilitic 
available on the railways,they would continue to be at a disadvantage 
in competing with other modes of transport. For this purpose, wo 
recommend that the Public Relations Organization in the Railway Board 
should be under a railway officer having'a flair end special training 
for Public Rcl"tions work. The Railways too, should take special c^r 

to select officers for the posts of Chief Public Relations Officers a 
they should got some special training and once they aj?e in position, 
they should hold the post for a minimujp period of 4 or 5 years. 
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16*01. The financial position of tho railways and tho moasuros 
roquired to ensure their financial soundness have been dealt with 
in Chapter XVIII. Here wo deal with the question of 
unromunorativo investments* A few such investments were made 
in earlior years but quite a few have been added on in the 
recent years under pressuro from the public and the State 
Governments. We have emphasised, in tho provious chaptors, 
tho need for tho railways to work strictly on commercial 
principles and to take necessary measures to rehabilitate 
their financial position. As a corollary to this, it stands 
to roason that expenditure on unremunerative items should bo 
avoidod, unless tho State Government or the organisation, 
which sponsors such works, is prepared to meet tho deficit. 

16.02. During tho first, second and third plans, thoro has 
been continuous pressure on the Ministry of Railways from 
tho various States for taking up the construction of now 
lines. There has boon a feeling that the railways have a 
groat part to play in developing tho hinterland and bringing 
industrialisation to new areas. The authors of the 1949- 
Convontion also felt that tho limited approach cf not 
undertaking projects, which are not likely to bo remunerative, 
ignoros tho important part that the railway system should play 


in 




in developing the country. This social cbjoctivo, which 
influenced the framers of the 1949-Convention, who 
assigned to the railways a positive rolo in taking tho lead 
in the provision of traffic facilities in the interest of tho 
overall development of tho economy, was laid down against tho 
background of post-war conditiohs, Porhaps, in pursuance of 
this approach, tho railways during tho first throo plans, 
embarked on a policy of substantial expansion to covor not 
only specific requirements, liko tho needs of the stool plants, 
coal and iron ore movement, ports, etc., but also to moot tho 
general transport requirements of areas ill-served in this 
rospoct. In tho meanwhile, the dovolopmont of roads and tho 
trucking industry have gathered momentum. Tho tondoncy, tho 
world ovor, is to develop road services on all feeder routes. 
Thoro is alroady an oxtensivo network of railways in our 
country and only feeders are needed now which can, moro 
appropriately, bo sorvod by road transport, unloss as stated 
previously, tho movoment cf bulk transport is involved for which 
tho railways aro moro suitod. In tho latter case, it may bo that 
a railway lino may remain unromunorativo for a number of years 
whilo tho area develops, but so long as thore is a reasonable 
prospect of tho line paying its way in duo course, the railways 
should accept tho responsibility if providing tho required 
transport. Tho whole outlook should change and the problem 
of nov; linos or tho removal of unromunorativo existing linos 
should bo viewed from tho angle of tho overall economic cost 
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to the country in rendering the required service* 

16.03 Following a policy decision, the railways have agreed 
to the construction of road-ovu r/under bridges in replacement 
of level crossings, provided the local authorities bear the cost 
of the approaches, the railways only bearing the cost of the 

bridge portion and that too for a maximum of 24 feet or the 

incurred 

actual width of the existing road way. The expenditure/by the 
railways during the past few years for the provision of road 
over/under bridges is as under? - 

1963- 64 ... Hs.33.53 lakhs 

1964- 65 ... Rs.45.57 lakhs 

1965- 66 ... Hs.56.35 lakhs 

1966- 67 ... Rs.35.02 lakhs 

1967- 68 ... Hs.86.64 lakhs 

1968- 69 ... Hs.68.52 lakhs (Proposed) 

The expenditure is going up with more and more requests coming 
in from the State Governments, who are in addition pressing 
the railways to bear a higher proportion of the total cost. 

This is, particularly, so in the case of the roads coming within 
the limits of the big cities, like Bombay, Calcutta, Delhi and 
Madras, etc., where the local bodies are unable to find the 
money to meet their share of the cost. Due to this, the 
completion of important works is delayed. The provision of 
overbridges being a safety work, the Railway Safety Forks Fund 
should be utilised for financing such proposals. The contribution 
to the Safety Fund is expected to be about Rs.2 crores per 
annum during the Fourth Plan. Considering the large number of 
overbridges, which the State Governments and the local bodies 
want to have in a year, they should take steps to find 
additional funds required for their portion of the work. 


...16.04 




16.04 Unremunerative branch lines: Unremunerative branch 
lines on the Indian Railways are causing a loss of about 6,6 
crores of rupees to the railways. There are 63 uneconomic branch 
lines, as shown in annexure XVI/I6 , of which 9 are broad gauge, 

20 metre gauge and 34 harrow gauge. Their break-up, according to the 
the Railway Zo£es, in which they ar^ situated, is as unders- 

Railw a.vs Ifo. of lines L oss (r g . in lakhs) 


North Eastern 

2 

Rs. 3 

Central 

2 

ii 

Eastern 

4 

n 49 

Northern 

8 

» 85 

Norths-st ) 

Frontier ) 

4 

» 61 

Southern 

S 

« 63 

Southeastern 

6 

"2,68 

Western 

31 

"1,30 
Bs. 3M 

Total 

63 


It is understood that a review of some of the lines has been 
made by the Railway Board to determine which of them can be 
closed, down without detriment to the public interest , 
considering the availability of alternative modes of transport 
in the areas served by them* We recommend that wherever an 
alternative mode of transport is available or'is capable of 
further improvement for handling the traffic now carried by 
the railways, such losing branch lines should be closed, down. 

The formation of the railway track and the existing railway 
assets like, buildings should then be handed over to the State 
vsovnrrunonts for their use. It will even be worthwhile for the 
railways to consider handing over these assets free of cost to 
the State Governments so that the continuance of such 

^m’.inerstive branch lines may be avoided. Sven if the railways 


• «» ..have 
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have to share road transport development, it would 
be better in most cases than perpetuating heavy losses. 

It is understood that in the case of 14 such-branch lines, 
the Bailway Board have addressed the State Governments, 
but no decision has so far been taken. A. list of these 
14 lines is given in the Annexure XVI /17 . Vie endorse 

this approach and would like this line of action to be 
effectively pursued. The Estimates Committee of 
Parliament has made the following recommendations 
in their 10th report (1967-68);- 

"The Committee would suggest that the 
recommendations of the Committee on Transport Policy 
and Coordination regarding the closure of 
unremunerative branch lines should be implemented 
by the Government. For this purpose, the Central 
Government should'impress upon the State Govern¬ 
ments that while giving licences or permits for. 
road transport they should keep in view the 
broad national interests. They should also extend 
full co-operation to the Railways in closing such 
of the unremunerative branch lines on which the 
losses incurred by the railways a-e not commen¬ 
surate with the public utility served, and. where 
such closure could be effected by developing 
alternative transport facilities, at almost the 
same cost to the economy, to serve the needs of 
the areas concerned (Page-14)". 


16.05 Another item to which considerable thought has to be 
given is the development of suburban traffic in cities like 
Bombay, Calcutta, Delhi and Madras. The metropolitan cities 
have registered a very fast increase in population. Taking 
Calcutta as an example, the metropolitan district, which had 
a population of 6.72 millions in 1961, is expected to have 
a population of 9.42 millions by 1971 and of 11.82 millions 
by 1986. As regards Delhi, the rate of growth of the population 


has 
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has been of the order of 64.2 per cent between 1351 and 1961, 
and the total population of the Uni:n Territory of Delhi is 
expected to be 4.23 milions by 1371. Similarly the rate of growth 
in BombayandMadras has also been high. The result is that there 
has been an increasing pressure on suburban railway systems in 
these metropolitan areas as may be seen from the following 
figures;- 


Station Year No. of pass¬ 
engers in 
millions per 
___ an na«. 


Sealdah 

1955-56 

77- 3 

228 

) 


1964-65 

135, 3 

£78 

figures taken from interim 
Xleport of Kotropolitan 

Howrah 

1955-56 

40,9 

126 

)Tr an spirt. 


1964-65 

90.5 

164 

) 

Bombay 

1S50-51 

157.5 

204 

)Figures have been taken 

(Yf-PJLyr. ) 

1955-56 

177.8 

301 

Vfrom the Beport of Traffic 


1*60-61 

236.1 

369 

)Stud.ies carried out by 


1964-65 

337.6 

450 

)officers on Special Duty 
)on the two Railways in 

Bombay 

1950-51 

142.3 

525 

)1365-66. 

CC.hly). 

1955-56 

162.1 

569 

XThe fig. of Nos. of 


196 r 61 

221.8 

592 

)trains are for trains 


1964-65 

343.6 

681 

)both ways). 


NoT of suburban '" Remarks 

trains handled 

daily. 


On a conservative reckoning, the railways are sustaining a loss 

of about Is.4 crones per annum on suburban traffic at present, 

but with the increasing traffic, this loss will go up further. 

19.C6 Ipart from the congestion at the metropolitan terminals, 

duo to the heavy pressure of suburban traffic, the scope for the 

development of facilities for long distance traffic, for which 

there io an increasing demand,g?tf 5; limited.a.t the same time,rail 

c.?: a.city far catering to the suburban traffic is also reaching 

saturation limit. The difficulty for the development of the rail 

-‘CLiy o-'iscs mainly in t^e vicinity of metropolitan cities where 

the scope for the developmen of surface transport is restricted. 

.....Steps 
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Steps should, therefore, he taken in these metropolitan areas 
to develop underground railways or- an elevated railway, to 
avoid further pressure on the existing facilities. Such rapid 
transport schemes are operated in foreign countries hy special 
metropolitan authorities. Considering it from all aspects, we 
are of the opinion that the Indian Railways are the best suited 
to operate these schemes for serving these metropolitan cities. 
Sunraox* financial arrangements mill navo to bo fade between 
the Union Government, the state Governments and the Railways 
for operating such schemes so that the Railways may not nave 
to bear the burden of any losses on account of operating such 
services, 

16,07 We understand that the Railways have been spending 
considerable sums of money for the last few years on security 
patrolling, the figure 3 for the Northeast Frontier Railway 
alone being as followsi- 

North e ast Fro ntiejr ,Rail~' ! ay 


Year Cost of special 

Cost of special 

Total cost. 

patrolling by 

patrolling by 


Railway Protection 

Engineering Staff, 


Force, 



(Figur 

es in lakhs) 


1963-64 4,00 

15.56 

19.56 

1964-65 4,80 

14,36 

19.16 

1965-66 10,76 

14.80 

25.56 

1966-67 8 .. 90 

24.97 

33.87 

28746 

69,69 

98.15 


cecurity patrolling by the Railway Protection Force and 
Engineering staff had to be introduced, following certain 
sabotage cases on the N.F.Railway, as a measure of safety 
against such anti-social acts. The position that now obtains 

on certain railways, like the Northeast Frontier Railway, 

+ • • • i s 
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is that whenever there is.intelligence information about 
anticipated agitation or about attempts at sabotage, police 
officials, mostly at the Superintendent of Police level, 
request the railways to arrange for the patrolling of the 
track. The Railways arrange for patrolling according to the 
instructions contained in para 1705 of the Way & Works Manual 
and once it is started it becomes difficult to discontinue it 
because the police authorities are reluctant to give any 
indication as to the stage at which such patrolling can be 
stopped. Although the Chief Security Officers of the concerned 
Railways keep in touch with their counterparts in the Police 
department, they are unable to get any clear indication as to 
whether the patrolling can be withdrawn. Other such instances 
are the introduction of patrolling on the South Central Railway 
in Miraj-Belgaum section in October,1966 after the accident to 
206 Down-Poona-Vasco-de-Gama Express, and on the Western Railway 
in Gujarat in April,1965. The maintenance of law and order is 
the responsibility of the State Governments. Internal disturbances 
or criminal actions by individuals or gangs cannot be taken care 
of by the railways and the security of the railway track,which 
is scattered over the length and breadth of the country, against 
crime, sabotage or criminal interference comes within the purview 
uf lie State Governments, uncer ScMlule VII, list 2(State list) 
items 1 and 2 of the Constitution of India - Public Order & Police 
including Railway and Village Police, This obligation of the state 
Governments has also been emph.sised by the Ministry of Home affairs 
time to time. We, therefore, consider that the Government 

cf should arrange with the State Governments to relieve the 

rr-rways of the financial burden for security patrolling. 
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fi H, H P 1 S jt XVII 
ANALYSIS OF WORKING EXPENSES AND 
SUGGESTIONS FOR ECONOMY 


17.01 Having dealt witin the administrative set-up on the 
railways, the need for market research and winning back of 
traffic, we shall now deal with the trend of working expenses 
on the railways* The operating ratio on the various railways 
during the past few years is furnished in the following tables- 



Qr 

3 gating R 

I{1 

lb 



Ftail way 

1962-63 

1963-64 

1964-65 

1965-66 

1966-67 

Central 

67.1 

67,8 

73.6 

72.8 

78,5 

Eastern 

72.8 

72.4 

81.1 

79.3 

82.3 

Northern 

77* 6 

75.7 

83.9 

83.5 

87 o 0 

Northeastern 

96,2 

93.6 

96.2 

98,9 

98.0 

Northeast 

Frontier 

122*1 

114,8 

119.4 

107.7 

123.8 

Southern 

87.1 

84,4 

90.4 

87.5 

94.1 

South Central 

- 

- 

- 

- 

81,1 

South Eastern 

63,1 

62.5 

65,1 

69.7 

70.1 

Lastern 

74.3 

73.2 

75,6 

73,7 

77,0 

All Indian 
Railways 

75.8 

74,7 

79,9 

79.5 

83.2 

17.02 The operating ; 

-atio has 

been steadily increasing on 

most of the r 

'airways, 

and even 

railways 

like the 

Northern 


and the Southern are now running into large deficits. Detailed 
financial results of Northern, North Eastern, Southern and 
Lestem Railways are given in Annexure X7IT/18. This continuing 
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trend of losses on the Southern, North Eastern and North¬ 
east Frontier Railways, and the sudden reversal of the financial 
results on the Northern Railway during the year 1964-65,has, 
in spite of its vital importance, hardly received due attention 
of the Railway .3oarc1. This is highly surprising and regrottablo. 

We, therefore, strongly urge that the Board should have a 
periodical analysis made of the financial results of the railways* 
While the rise in working expenses under the various demands ha- 
been, to a large extent, duo to the increase in wages and price 
of materials from time to time, our analysis shows that there is 
scope for effecting economy under certain heads of expenditure, 
as mentioned in the succeeding paragraphs. 

17.03 There has been a di sproportionate increase in the staff 
in certain departments on certain railways as indicated below?- 

i) Administration - Central, North-eastern and 

We s t a rn E oilways. 

i'i) Accounts - Northeastern and Southern 

Railways. 

iii) Engineering - Central, Northeastern, 

(Ministerial staff) Southern and Southeastern 

Railways* 

iv) Transportation - Northern, Northeastern, 

Northeast Frontier and 
Southern Railways. 

v) Commercial - Northeastern and Southern 

Railways. 

vi) Machchichi - Central, Eastern and 

Northeast Frontier Railways, 

vii) stores - Central and Southern 

Railways. 

17.04 While retrenchment may not be possible, the Railways 
should take steps to analyse the staff strength in detail in 
.1- various departments and cedar© the surpluses accordingly 
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so that effective measures may bo taken to absorb them in future 
vacancies. It should xfc also be possible for the Railways 
to train the surplus staff of one category for mooting the 
requirements in allied categories instead of going in for 
fresh recruitment, A. regular and continuous Watch will 
have to be kept by the individual railways to see that the 
staff strength does not go on increasing and the objective 
should be to manage the increasing workrload in the coming 
years by making use of the surplus staff. Norms sholld be 
worked out for staff strength in various departments for 
various jobs. This is an important roans which the 
railways should adopt to improve their operating efficiency 
and financial position. 

17.05 The major departments on the railways, where 
large expenditure is incurred, are the Civil Engineering 
Department for the maintenance of the permanent way and 
works, the Operating Department for the running of trains 
and the Mechanical Department for the maintenance and 
supply of power and rolling stock. The reorganisation 
and improvements that are necesoary in these threo major 
departments have been dealt with in earlier chapter s. Every 
endeavour should be made by the railways not to take on 
unremunerative items of operation, ohort distance passenger 
traffic leads to a disproportionately high level of 
expenditure in relation to earnings. The coaching stock 
utilisation on such short services is low and cost of 
terminal facilities is high. The railways should, therefore, 
review their passenger train services and keep down short 

distance**,.. 
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distance services wherever road services can suitably cater 
to their needs. Such a move may be opposed but in the interest 
or' overall economy and better utilisation of various nodes cf 
transport, : it will be appropriate for the Railways to proceed 
on these lines, 

17.06 In the past, due to traffic requirements dieselisaticn 
has been introduced on certain single line sections, come of these 
Sections have been subsequently doubled. The Railways should 
make a review and where dieselisaticn continues on double line 
sections and ?f the need for diesels is no longer jnrer*ptire, 
they should consider diverting these diesols to other single 
line sections, particularly to areas that are remote from the 
coalfields and thereby improve the operation. 

17.07 Tne railways should take up detailed work studies and 
job analysis in areas like marshalling yards, major terminals, 
booking offices and goods sheds to improve the methods of working 
and thereby effect economy in staff. It should also be possible 
to close down some of the crossing sections which existed on 
single line sections before doubling. Sach railway should review 
tiiis and close down the crossing stations, which have no commercial 
importance. 

17.08 Another item of expenditure, which has been steadily 
going up,is the overtime payment to the running staff. The rules 
turned now places a premium on hours spent on line rather than 
on mileage covered and, therefore, there is not sufficient 
incentive for staff to work to the maximum speed. The overtime 
rules that wore in vogue on some railways, a few years back, 
grouped for payment to the running staff on a mileage basis 


. which 
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which yielded good results. We recommend that this subject of 
overtime rules for the running staff should be looked into by 
a Committee of officers and suitable modifications effected 
so that there may be an element of incentive in it and the 
payment is not based principally on the hours spent an route. 
17.09 Duo to unnecessary division of work, there 
has boon a proliferation of staff categories, leading to the 
employment of different sets of persons for different items 
of work, which, by a rational analysis, may be combined 
together to effect economy. V;e suggest that by proper work 
study and job analysis a systematic effort should be made 
to reduce the staff* 

17.10 The expenditure on fuel consumption, sanctioned in 
the Budget Estimates for 1968-69, is of the order of :.u=. 
146.08 crores, which constitutes about 24 per cent of the 
total ordinary working expenses, excluding depreciation. 

It includes about Es. 12.61 crores, in respect of consumption 
of electric power for traction, which may be excluded from 
our consideration. The most important item of fuel'is coal 
and its consumption per thousand gross tonne kilometres 
on the broad gauge railways varied as followsj- 


(Figures in K.G s.) 



1956-57 

"_ 

sMi' 

” 1961-62‘ 

1965-66 

" T966-67" 


P 

G 

p 

G 

P 

G 

P 

nr 

;p 

G ' “ 

Central 

47 

44 

52.4 

42*5 

52*4 

44.2 

53.1 

49.6 

54,0 

52.9 

Eastern 

54c 1 

35 e 9 

53 0 8 

£6,3 

55.0 

36,1 

cn 

cn 

* 

o 

58.7 

57.9 

67.6 

Northern 

49 e 0 

41.4 

53,0 

37.8 

54.2 

39,1 

57.3 

56.0 

61.6 

63.9 

Southern 

59.8 

45.6 

56.4 

44.1 

57.5 

47.4 

61.6 

52.3 

61.5 

58.0 


m. South-es s te m 
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South- 

Eastern 

52.3 

48.5 

49.8 

46.6 

48.4 

46.9 

53.8 

54.3 

53.4 

60.7 

Ives tern 

43.8 

44.5 

47.4 

41.8 

44.9 

41.9 

43.6 

41.9 

46.5 

41.8 

Total 

51.4 

42.3 

52.5 

41.1 

52.9 

42.1 

54.5 

50.3 

56,2 

53.3 


The Western Railway lias maintained fairly consistent results, but 
on the other Railways, there has been a considerable rise in the 
rate of coal consumption in 1965-66 and 1966-67. In the total, 
compared with 1956-57, the increase in 1966-67 in the case of 
passengers is 4.8 K'.Gs* and in the case of goods is 11 K.Gs. i.e. 
about 9 per cent in the case of passengers and 26 per cent in the 
case of goods. 

17*11 We have made an attempt to form some appreciation of the 
reasons for this increase in consumption on certain railways by an 
examination of the relevant statistical data. One of the reasons 
is the disproportionate increase in coal consumption on shunting 
engines. The following statement shows the percentage increase in 
shunting engine hours in 1966-67 compared with 1956-57 and the 
corresponding percentage increase in coal consumption. 


Railways 

Shunting Engine. 

hours percentage 

Co al consump tion 
p arcentage 

Central Railway 

Marginal 

62 

Eastern Railway 

32 

80 

Northern Railway 

29 

106 

Southern Railway 

19 

73 

Western Railway 

4 3 

135 

South Eastern Rai 

lw c ,y 20 

45 


It be seen that the increase in coal consumption on every 
railway was much greater than the increase in shunting engine 
hours. 


The 
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17,12 The average loads and speeds of trains, hauled by 
steam engines have an influence on coal consumption and those 
figures for certain representative years in the case of goods 
trains are reproduced below:- 

R ailwa y 195 6-57 1961-62 19 65-66 1 96 6-67. 



Load 

Speed 

Load 

Speed 

Load 

Speed 

Load Speed 

Central 

1117 

16,9 

1301 

16.8 

1320 

14,7 

1320 

13.3 

3astern 

1272 

15.7 

1383 

15,6 

1117 

11.1 

993 

10.1 

Northern 

1150 

13.5 

1351 

15.2 

1211 

11.6 

1149 

11.4 

Southern 

1089 

13.3 

1261 

12.9 

1288 

11.2 

1354 

10,6 

Southeastern 

1240 

14,1 

1341 

12,4 

1216 

10,4 

1168 

10.5 

Western 

1207 

15.9 

1312 

171,9 

1364 

16* 8 

1376 

15,4 


Central Railway: Coal consumption of goods per thousand G.T.Kms, 
increased in 1966-67 compared, with 1956-57 by 8,9 KG, Which works 
out to an increase of 22$, Loads of trains actually went up by 
18$ but the speeds dropped by about 22$. Loads and speeds 
practically counterbalance each other. These factors,therefore, 
do not account for an increase in fuel consumption. 

3astern Railway: Both the loads and speeds have dropped due to 
the movement of more important trains hauled by electric or diesel 
traction, which are:not covered in this analysis. Loads have 
dropped by 22$ and speeds by 35$. Coal consumption, however, 
from 1966-57 to 1966-67, went up by 88$. A. special drive has 
been instituted on this railway and, we find that on through goods 
trains the trend indicates an improvement of 5$, but not on other 
goods trains, 

Northern.liailwayjs, The load remained about the same, but the speed 
dropped by 15$, Coal consumption, however,, wont up by 53$, 


.Southern 



-249- 


bouthern Railr’ayj. The loads went up by 15% anc the speed 
dropped by 20$ but the coa3 consumption went up by 28$. 
Southeastern Railways Loads dropped by 6% and speeds by 
28% but the fuel consumption went up by 30$. 

Uestem Railways. Loads imp roved by 14$ and speeds dropped 
slightly, but on the whole, a steady trend was maintained and 
co^l consumption improved by about 6$. 

17,13 e undea'st^nd that the calorific value of coal had 
also gone do ,? n by about 5$, which may account for an increase 
of 5% in coal consumption. The coal consumption, however, went 
up much more. Ko norms are available to determine trw: cool 
consumption varies with speeds. It is, however, clear that coal 
consumption does not increase in proportion to the drop in 
speeds - tho variation is less, the reason being that when 
a train is waiting for crossings, the coal consumption Is much 
loss than when the train is moving. Train, loads, however, within 
reasonable limits, lo^d to proportionate increase in coal 


consumption. 

17.14 Coal consumption per 1000 G.T.Kms, on the metro gouge 
railway between 1953-57 and 1966-67 varied as follows?- 


;£im„ l 


... (F igu res in KGms) 


~T 


0 I 0 

1956-57 ... { 1 960-61 Q_1961-62 ^ 1965-&3 0_1966-6 r 


t, 


G 


P 


Central 

68 ; 2 

56 3 

63,2 

o4.3 

57,2 

48.5 

68.9 

71.3 

7.8 ■ 








61.7 


northern 

57 „ 0 

43.. o 

53,3 

4o,2 

54.5 

47.3 

57.7 

59.6 

56, 








54.3 


Rorth-Eastern 

50,0 

42,1 

48.1 

47.1 

50,4 

46.3 

47.4 

48.6 

44 








43.6 


Southern 

70,1 

58.2 

66.8 

62.2 

65,9 

61.9 

66.5 

66.7 

SS 








68.4 


Western 

64.0 

50.3 

62.8 

53.4 

62.1 

52.7 

58.4 

57.8 

51 


52. 5 

. ..The 
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The loads and spe^ods of goods trains on the Metre Gauge Railways 
varied as follows:- 


Railway 

''■1956- 

57" 

1960-61 

1965-66 

.1966-67 


Load 

"Speed 

Load 

Speed 

Load 

Sped 

Load 

Speed 

Central 

560 

14,8 

589 

15.1 

614 

14.7 

578 

14.0 

Nor them 

592 

14sr7 

62 4 

16-5 

614 

17. S 

590 

17.6 

North¬ 

599 

11.1 

741 

10.5 

824 

11.0 

845 

10.8 

eastern 

Southern 

511 

13 o 5 

578 

15.3 

581 

14.1 

575 

13.5 

bestern 

568 

13.6 

676 

14,0 

684 

14.0 

690 

14.6 

Central,/; 

ailway.- 

The fuel 

consumption increa 

sed by 

30$, 

while 


the speed decreased by 5% and the load increased by 3%. 
northernJlallway.~ The fuel consumption increased by 30$, while 
the increase in speed was 19$, and load dropped in 1966-67 to 
the 1956-57 level. 

Northeastern ^Railway- The fuel consumption increased by 5$, 
while the speed dropped slightly by 3% and the load had 
increased appreciably by 42$. The performance of the railway 
has been good. 

^outh apr. R?d.“ways-;Tha increase in fuel consumption was of 
the order of 19$, while the speed for the year 1966-67 has been 
the same as it was in 1956-57 and the increase in load was 12$. 
PJestern, Railway,*- The increase in coal consumption was 3$, while 
the speed hH increased by 1% and the load had increased by 
21 $. 

17.15 Tne above analysis of coal consumption indicates that: 


• * 


a) 
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(a) Coal consumption on (3G) shunting engines in 1966-67 
compared ”ith 1956-57 h^d increased disproportionately in 
relation to shunting engine hours, 

C'o) Analysis of coal consumption on the movement of goods 
traffic indicates an average increase of 26# on the Indian 
Railways. This was partly due to a drop in the speeds of goods 
trains and was accentuated on the Eastern Railway in particular 
by a drop in the loads of trains. Even allowing for all factors, 
including a lower calorific value, the increase in consumption 
should not have been more than 15#. The increase in consumption 
is so substantial that we are driven to the conclusion that there 
is considerable loss on account of theft. The coal bill on the 
broad gauge amounts to approximately Rs *60,5 crores and that on 
the metre gauge to ks,27.25 crores, making a total of Rs.87.75 
crores. If oven 5# of this is saved, there should, be a saving of 
Rs,4.4 c ores, apovoximately. Reports indicate that the leakage 
due to thefts is considerable. The Railway Protection Force, which 
exists for controlling these thefts, has apparently failed in this 
respect. We find that an expert committee of the Railway Board, 
had reviewed the problem of soal consumption during the years 
1957-53 to 1356-57 and had giv m considerable data indicating the 
incidence of various factors and a clear analysis of the scope for 
improvement. It is unfortunate that this analysis has not been kept 
up. We suggest that a detailed review, on similar lines, should be 
made for the ensuing year and steps to improve the position 
intensified. This review should then be kept upto date, with the 
corresponding figures of each railway shown separately. 

17,16 The organisation on the Railways for watching coal consumptic 

"rent i_ rather weak. The Pivisional Mechanical Engineers on 

•. . .the 
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the Divisions are far too busy in various operating and 
maintenance duties. be suggest that at the headqua ters of 
every major railway, a Deputy Chief Mechanical Engineer should 
beinrcharge of fuel and oil economy. On smaller railways, this 
may be looked after by the Deputy Chief Mechanical Engineer 
(Dunning & Loco). Farther, for every two Divisions, a Senior 
scale Fuel Officer should be posted, who should personally moke 
trials, fix up trip rations for various services, check fuel 
forms and take every possible action for economising fuel and 
oil con a umptjon- 

17.17 Vie have also looked into the diesel oil consumption per 
1000 gross tonne Kms.on the Railways, be do not see any advantage 
in examining the figures prior to 1965-66, because dieselisation 
was then in an experimental stage. Further, we have restricted 
the examination to goods traffic, for which most of the diesel 
power is utilised. The figures for different railways for the 
last t !i o years a“'e - 


railway. 

(K3lolitr 

1865-66 


3.G. 

M.G. 

Central 

3 c. 58 


Eastern 

3.34 


Nor thorn 

3.07 


Northeast 



Frontier 


3.56 

do uthorn 

4.- 03 

4.87 


b o utho as torn3.7 0 
..estern - 4.71 


ar 1000 gross torm kilometres) 
1866-67 

b.gT*' “'¥,g'"" 

So 81 

2,98 
3.13 

4.82 

3.89 5.02 

3,94 

3.89 4.75 


.It 
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It mil bo seen there is a distinct incrae.se in the case of 

ciouth Eastern and N.F.Railways. Since the consumption 
of this fuel is likely to increase substantially in future, it 
is necessary to devise effective measures to ensure that ->ny 
tendency towards leakage of diesel oil may be firmly controlled, 
he, therefore, suggest that every oil depot, which supplies oil 
•co diesel engines, outside loco sheds, should be placed in charge 
of an Assistant Officer or at lea_»t a Senior Inspector, whose duty 
it should be to take every possible step to ensure that there is 
no leakage, 

17.18 Another item which also involves sizeable expenditure 
aggregating to about 1.5 erodes is lubricating oil consumption, he 
need not reproduce the relevant figures. In the case of engines, 
the increase in consumption per 100 engine Kms, has been 
substantial. It is of the order of 40$ in the case of the broad 
gauge and 30$ in the case of the metre gauge.he, therefore, 
recommend that this should be looked into end a continuous watch 
maintained with a view to keeping down the consumption, 

17.19 k study made by the Efficiency Bureau of the Railway 
Boa d has shown that above a certain level of traffic, electric 
traction is definitely cheaper than either diesel or steam traction, 
Uhile we note that railway Electrification has been progressing 
well on the Indian Railways, within the limitation of the 
avail^biMty of funds, this is the one direction in which the 
railways should maintain steady progress* The. electrified running 
track Kms. which stood 937 during the year 1951-52, has 

inerea-ed to 5586 in 1966-67, he consider it necessary that 

one railways should continue, as a long term plan, to expand 

....electrification 
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electrification on mo-e and more of their trunk routes, 
particularly in areas remote from the coal fields where the 
price of coal is comparatively high, and should, even in the 
present difficult economic conditions, pursue progressively 
their policy to make appropriate capital investments for this 


purpose, 

17,20 We have mentioned earlier in para 17,02 of this 


chapter that Railway Board should arrange for a periodical 
analysis to be made of the financial results of railways, 
particularly, those i'll':,ch are running into a loss from year to 
yea-, A comparison has boon made of the trends of working 
expanses on the Western Railway with those err ii&rthc-rh, 
Southern and North-eastern Railways, Western Railway has both 


b-oad gauge and metre gauge sections of equal importance and 
this railway has been working on a profit. This comparative 
study is contained In '\nnexure XII/19 • Wo recommend that the 


Railway Board should make such periodical reviews of the 
financial results of the working of the railways and take 
appropriate action to arrest any downward trend in net 
earnings. 
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CKAP T5H - XV III 

FINANCIAL P OSITION OF TUB RAILWAY S 

18.01 Thu Railways had handsome surplus during 
the first, second and third plan periods. The 
picture, however* w^s reversed in 1966-6? and 
1967-63. The Railways had to take temporary 
loans of Rs.18,96 crores in 1967-68 and Rs.20,24 
crores in 1968-69 respectively from the General 
Revenues to meet their commitments. It is in this 
context that we are ex-mining the financial 
structure of the railways, policies of capital 
investment, contribution to the depreciation 
reserve fund and certain cognate matters. 

18,02 The two main reasons which have led to 
this position are* 

i) the rapid increase in the 

capital-at-charge with consequent 
liability for/£uch larger dividend 
payment; and 

ii) inadequate development of freight 
traffic. 

Some significant statistical, data of interest 
is tabulated belovif* 


Capital-at-charge 




1950-51 

1955-56 

1.Capital-at-charge 
(crores of Rs.) 

827.0 

969.0 

2.Passengers originating 
(millions) 

1,284 

1,275 

3.Tonnes originating 
(millions) 

93.0 

115.9 

4.?.evenueGross receipts 
(crores of Rs.) 

263.3 

316.3 

5.Working expenses includ¬ 
ing depreciation,etc. 
and miscellaneous 
expenses. 

(crores of Rs.) 

215.7 

265.9 

6.Net revenue receipts 
(croros of Rs.) 

47.5 

50,3 

7.Operating Ratio. 

80.0 

81.6 

8.(a) Dividend to 

32.5 

36.1 


General Revenues 


and 

(b) Payment to Statos 
in lieu of tax on 
passenger faro, 

9* surplus (+) 

Deficit (-) 


15.0 


14.2 


1960-61 

1965-66 

1966-67 

JLgSfeSS 

1520.9 

2,680.3 

2,841.6 

2,931.6 

594 

2,082 

2,191 

2,250 

156.2 

203.0 

201.6 

197.6 

460,4 

738.7 

769.0 

829.6 

372.5 

598.9 

654.8 

711.1 


87.8 

134.8 

114.1 

118.5 

78.4 

79.5 

83.2 

63.8 

55.8 

103.7 

( 132.3 
( 

( 

141.1 

«i 

12.5 

( 



( 


32.0 


18.5 (-) 18.2 


(-) 22.6 
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During the first plan the capital investment of railways 
was low. During the second plan it was substantially 
stepped up in conformity with the target of traffic which 
was practically achieved. In the third plan the capital 
investment was further stepped up to provide for a target 
of traffic fixed by the Planning Commission, but the actual 
achievement of freight traffic was only 203 million tonnes 
as against a target of 249 million tonnes. The dividend 
liability of the railways increased to Rs.103,7 crores in 
1965-66 as against Rs.55,8 crores in 1960-61, In addition, 
Rs.12.5 crores had to be paid to the States in 1965-66 in lieu 
of tax on passenger fares. In 1967-68, the combined payment 
further increased to about Rs, 141 crores. The operating 
ratio which stood at 78.4$ in 1960-61 at the end of the second 
plan went upto 83e2$ in 1966-67 and 83,8$ in 1967-68. 

18,03 The Planning Commission, as a central coordinating 
body, determines the total transport requirements during the 
course of a plan period and, on its basis, fixes the target 
for traffic movement on railways. This did not work well 
during the third plan period, which is evident from the 
marked disparity between the freight traffic that materialised 
and what had been planned. The Railway Ministry should, 
therefore,regulate their annual investment in future on the 
basis of a continuous review of the forecast of traffic. The 
Railway Board and the zonal railways should have a proper 
machinery for this purpose. The actual position in respect 
of various projects sponsored by other Ministries and the 
State Governments should be closely watched and their transport 


...needs 





needs reviewed. Likewise, the trend of other major developments 
should be watched. The development of rail facilities takes 
time, but the time lag is usually less than that required for 
tne development of a particular project and. if the industrial 
growth falls short of expectation, the provision of rail 
facilities should be correspondingly deferred to the extent 
practical. 

18.04 In the Railways, the expenditure under ’’Open Line ’forks 
Revenue" is met from the annual revenues. Replacement works are 
financed from the "Depreciation Reserve Fund", built out of the 
contributions made yearly from the railway revenues. Expenditure, 
on unremunerative works, like staff quarters, passenger amenities 
unremunerative operating improvements, etc., is met from the 
"Development Fund", which is built up out of the surpluses after 
•payment of the "Dividend," to the general revenues, ks regards 
capital works, they are financed from the loans taken from the 
general revenues on which dividend has to be paid, rate of which 
has been going up from one quinquennium to another. 

18.05 The level of annual expenditure out of the"Development 
Fund” during the third plan has, on an average, been of the 
order of Rs,26 crones. In 1966-67 and 1967-68, no amount could 
be credited to the Development Fund for want of railway surplus 
To meet the expenditure, loans of Rs.18.96 crores and Rs,20.24 
crones had to be taken from the general revenues in the years 
1967-68 and 1968-69 respectively. 

18.06 In 1967-68, the contribution to the Depreciation Fund 
had to bo reduced to 95 crores as against 115 crores envisaged 
by the Railway Convention Committee (1965), It is anticipated 


. •...tha t 
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that in 1968-69, it would have to be similarly reduced by 
30 cro *es* 

18.07 In the context of this financial picture,the 
future financial position of the railways has to be reviewed* 
Based on certain anticipations of traffic, the Railway Board 
had, at the beginning of the year, worked out an assessment 
of the working expenses, operating ratio, and net surpluses 
for the years 1969-70, 1970-71 and 1971-72. The assessment 
is given in toexure XYIIl/20 . The assessment was made on 
the following assumptionsj- 

a) Passenger revenues - k progressive increase 
of 4 $ per annum in the number of passengers 
and the fares at the level prevailing from 
1-4-19685 

b) Other Coaching revenue - A. progressive increase 
of Rs.l crore per annum and the further 
assumption that 10$ increase in the 
supplementary cnarge on parcel and luggage 
will continue. 

c) Freight revenue - In the absence of any 
reliable indications of future growth, no 
firm conclusions could be drawn about the 
volume and pattern of traffic in the 
years 1969-70 and 1970-71. k total traffic 
of 225 million tons was assumed in 
1970-71 and 12 million additional traffic 


* * * 


in 
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in 1971-72, and a rough commodity-wise 
break-up of the total traffic during 
the throe years, 1969 to 1972 was done. 

Year-wise freight earnings was calculated 
taking into account the supplementary 
surcharge of 9$ except for foodgrains 
on which it was 6%. 

d) Sundry -"avenue - The earnings from 
sundries provided for the normal growth 
of 3s.2 crores per annum. 

e) Operating expenses - The working expenses 
were estimated on the ratio of variable to 
fixed costs and the variable costs adjusted 
in proportion to the anticipated increase 

in traffic. The level of prices in 1968-69 was 
assumed for the subsequent years. 

f) Depreciation on fixed assets: The assessment 
was based on a contribution of Rs.115 crores 
during 1969-70 and Rs. 125 crores each in 
1970-71 and 1971-72, which was somewhat 

lower than that assumed by the Railway Convention 
Committee (1965), 

g) Capital at charge : The estimates of 
expenditure chargeable to capital were 
assumed at Rs.150 crores during 1969-70, 

162.5 crores in 1970-71 and Rs.163 crores 
in 1971-72. 


« • 


Based 
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18.08 Based on the above assumptions, the assessment 

showed a net surplus of Rs.1.2 crores during 1969-70, 

Rs.7.4 crores in 1970-71 and Rs.26 crores in 1971-72 
totalling about Rs.34.6 crores. If a level of expenditure 
of BS.20 crores a year from the Development Fund has to be 
maintained, as shown in the annexure, for each of these 3 
years, then, the Railways would be left with a net deficit 
of Es.25.4 crores over this period. 

18.09 The lack of adequate surpluses during the 3 

years 1969-70, 1970-71 and 1971-72 to feed the Development 
Fund, and also the recent trends in traffic, the growth of 
which had been lower than that assumed for the assessment, 
make it clear that a more cautious approach is necessary in 
the matter of capital investment, contribution to depreciation 
reserve fund and expenditure out of the Development Fund. 

We have given considerable thought to this matter and our 
suggestions are contained in the succeeding paragraphs, 

18.10, Contribution to the Depreciation Reserve Funds The 
annual contribution to the Depreciation Reserve Fund from the 
Revenues has shown a steep increase from !s30 crores between 
1951-52 and 1954-55, to Rs.45 crores between 1955-56 and 
1960-61, and to an average of Rs.76 crores from 1961-62 to 
1965-66. The Railway Convention Committee (1965), has 
proposed an average contribution of Rs.130 crores per annum 
for the quinquennium 1966-1970, and this has been so determined 
as to cover the level of withdrawals to meet replacement 
expenditure during the period so as to bring down inter-alia, 
the percentage of over-aged stock on railways as follows*- 


.... *.To 
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(i) To spread the replacements of broad gauge 
locomotives over the fourth and fifth plans 
so that none will be over 40 years old at the 
end of the fifth plan, and of metre gauge and 
narrow gauge locomotives so that none will be 
over 40 years old at the end of the sixth plan. 

(ii) To replace the cver-age coaches, as far as 

possible, by the end of the fourth plan itself, 

(iii) To spread replacements of wagons over the 

fourth and fifth plans so that broad gauge wagons 
over 40 years old and metre gauge and narrow 
gauge wagons ever 45 years old will be eliminated 
at the end of the fifth plan itself. 

18,11 V.'ith a buoyant traffic and revenues rising faster 
than expenditure, such a course was both feasible and wise, 
but when tile traffic is somewhat sluggish and the expenditure 
on wages and purchases tends to increase faster than the 
earnings, an altogether different approach is necessary in 
assessing the level of contribution to the Depreciation 
Reserve Fund in the next few years. The peak of withdrawals 
from the fund on the basis presented to the Railway Convention 
Committee (1965), would be during the fourth and fifth plans 
(1966-76) reflecting the replacement of heavy acquisition of 
assets between 1920 and 1930, The assets acquired between 1931 
and 1947 were comparatively of much smaller magnitude owing to 
the economic depression and second Y/orld War. It would follow 
that, if during the 15-year period from 1976 the assets purchased 


.during 
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during the 1 thirties’and the years of the second Vo rid 

War were alone to be replaced, this period would have 

to bear a comparatively lighter burden in respect of 

replacements. We would, therefore, suggest that the pace 

of the proposed replacement of assets between 1966 and 1975 

should be staggered and it should be so arranged that 

a contribution of the order of its. 100 crores a year to the 

in the next few years 

Depreciation Reserve Fund^should suffice. The year-wise 
estimate of expenditure chargeable to Depreciation Reserve 
Fund and the contribution actual/proposed, and the 
contributions as envisaged in the report of the Railway 
Convention Committee(1965), a^e given below in juxtaposition 


Year 


Contribution 
as envisaged 
by the Railway 
Convention 
Committee of 


Actual contribution Anticipated 
up to 1967-68 and withdrawal 
that proposed for 
later years 


1965 


(figures in crores of rupees) 


1966-67 

100.00 

100.00 

79,69 

1967-68 

115.00 

85.00 

103.80 

1968-69 

130.00 

100,00 

100.00 

1969-70 

145.00 

100.00 

100,00 

1970-71 

160,00 

100.00 

100.00 

1971-72 

Not considered 

100.00 

100.00 


It should be possible to clear the bach, log and to meet 
the replacement costs required after ,1976 without any 
appreciable enhancement in the level of contribution to the 
Depreciation Reserve Fund. 


18.12 


The Capital works are financed from loans taken 

.... from 
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from the General Revenues, on which dividend has to be paid, 
the rate of which has been going up from one quinquinnium to 
another. The dividend rate has varied as follows:- 


Year 

Ra te 

Remarks 



1960-61 

4% 




1961-62 

4.25% 




1962-63 

4. 2o% 




1963-64 

4.5% 




1964-65 

4 n 5% 

on capital invested up 
63-64* 

to 



5,75% 

On fresh capital invested 

from 



1964-65. 



1965-66 

5i%* 

On capital invested up 

to 

63-64. 


6% 

On subsequent capital 



1966-67 

- 




1967-68 

M. 





(*This includes 1% in lieu of tax on passenger fare). 
Broadly, in addition to the bare interest charges, Railways 

paid on an average contribution to the General Revenues of 

about Rs.6.8 crores per annum between 1950-51 and 1954-55, 

and Rs.5.8 crores between 1955-56 and 1960-61. This rose to 

Rs.23 crores between 1961-62 and 1965-66 (including Rs c 12.5 

crores for payment to the States in lieu of tax on passenger 

fares) and Rs.20.54 crores between 1966-67 and 1968-69 (including 

16.25 crores for payment in lieu of tax on passenger fares 

and Rs.1.55 crores as contribution to the Railway Safety 

Works Fund). In relation to the magnitude of the capital 

structure, these modest extra payments to the General Exchequer 

cannot be considered to be an undue burden on the Railways® 

However, considering the progressive increase in the amount 

....payable 
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payable as dividend, it is essential to keep down the capital 
investment in future. Traffic has not built up, to the 
expected levels and further requirements of extra capacity 
should be met by better utilisation of the existing 
resources, with 3 CS capital investment in specific areas 
where quick returns are possible. 

18.13 Another factor which under-lines the need for 

caution in embarking on new capital expenditure is that in 

respect of open line capital (unlike expenditure on new 

lines where a moratorium on payment of dividend is available 

for five years) dividend is payable on the expenditure from 

year to year, as and when incurred. Works like doubling, 

conversion of gauges, yard remodelling etc. come under this 

category. Such works take a number of years in getting 

completed, and even after completion, the traffic build-up 

and the utilisation of full capacity take some inof*3 yaarSjWhile 
time 

all Ihe^full dividend is to be paid on the expenditure from 
year to year, 

18.14 We suggest that the expenditure out of the 
Development Fund should be reduced to about Rs.lS crores 

a year. This would require an exercise of rigorous control 
on expenditure on buildings, hospitals, passenger amenity 
works and operating improvements of an unremunerative 
character. For passenger amenities, the railways have already 
spent a sum of Rs.14.71 crores during the second plan and 
Rs.14.63 crores during the third plan. This level of expenditure 


... cannot 
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cannot bo sustained in the future owing to dwindling surpluses 
and should be curtailed to a crcre of rupees per year. Items 
like platform shelters, extension of waiting halls, foot over- 
bridges, etc, mean recurring expenditure on their maintenance and 
this is one of the reasons why the maintenance expenditure on the 
railways has been increasing from year to year. 

18.15 Based on the various suggestions contained in the earlie 

paragraphs and for an anticipated growth rate of 3 per cent per 

traffic 

annum for both goods and passenger/, a scheme of expenditure for 
the 5-year period from 1971 onwards is contained in the table 
belows- 


Capital 


(in crores of Rs.) 
DBF DF 


60 

5 


i J-7 

.1 / 


Track renewals 
Rolling stock 
Signalling 
Bridges 
Miscellaneous 
Workshops 
Blectrificati _>n 
Line Capacity Works 25 

Conversions 15 

Staff quarters, passenger 
amenity works,buildings, 
operating improvements, 
etc. _; 

125 


40 

51 

2 

2 

5 


100 


4 

1 


1 r> 


18 


We consider that for a 3 per cent growth rate in traffic per 
annum for both goods and passenger, a capital investment of 
Rs.125 crores a year will be sufficient* If the anticipated 
traffic increase is more than 3 per cent, per year and this 


is supported by realistic figures, for every additional million 
tonnes of freight traffic anticipated per year over and 


*••<.** above 
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above 3 per cent, a further investment of Rs.7.5 crores per year 
in capital expenditure will be required. The break up of this 
Hs.7.5 crores for additional 1 million tonnes is as under:- 
8 Liosels .... 1.7 crores 

Line capacity .... 3.3 crores 

1200 wagons «... 2.5 crores 

7. 5 cror es v 

Wo consider that if a strict discipline is exercised to 
limit the expenditure to the above levels, Railways will 
be in a bettor financial position. 

18.16 A. subsidiary point that deserves comment, while 
dealing with the fast accretion to the capital-at-charge, 
is the need for amortisation of at least certain types of 
capital not 1 - backed by assets or where the romunerativeness 
is poor. The need for amortisation of a portion of the 
capital has been recognised over the decades and stressed 
by successive Contention Committees. Unfortunately, it has 
not been possible to make any substantial dent on the 
problem, as even in the best years the net surplus 
available has not been sufficient to meet the requirements 
of the Development Fund, k modest beginning in 
amortisation was however made in terms of the recommendations 
of the Railway Convention Committee (1965) by which the 
interest accruing on the Revenue Reserve Fund in the 
previous year is to be utilised for reducing the capital in 
the current year. Thus 5»91 crores are to be amortised 
in the yoais 1966-67,1967-6S and 1968-69. However, the 


...recent 
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rccont budgetary deficits have so attenuated the balances 
in the Revenue Reserve Fund, that the interest available 
thereon which is to be utilised in future for amortisation 
is nominal. This stresses the need for the Railways to 
build up their Revenue Reserve Fund to comfortable levels 
in the coming years. To help the Railways in this regard, 
it is necessary that the dividend liability on works in 
progress like doublings, conversions of gauges, etc., should 
be reduced. Me consider that doublings, conversion of gauges, 
major remodellings, line capacity works, which cost more 
than Rs.l crore individually and which have long gestation 
periods should be treated on par with new lines and there 
should be a moratorium on payment of dividend for such 
works for a period of 5 years. In fact, the same procedure 
should be adopted for production units and dividend should 
become payable on these units only after they have gone into 
full production according to set targets or a period of 5 years 
whichever is less. 

18,17 We consider that if the above steps are taken and 
if the growth in passenger and goods traffic is as 
envisaged in the assessment given in annexure XVTIl/20, 
it may be possible for the railways to raise some surpluses 
by the end of 1971-72, which can be utilised for paying tack 
the loans taken from the general revenues and for feeding the 
Development Fund. It may be mentioned in this connection that 
the growth in traffic during the last six months, particularly 
passenger traffic, has been below expectations and, as such, 


,,..railways 



railways havo to exercise great caution and do all that is 
possible in the matter of effecting economy. No allowance has 
been made in the assessment contained in the earlier paragraphs 
for further increase in cost, dearness allowance, price of coal 
and other essential commodities. It is very difficult to quantify 
these factors,and we can only suggest that the railways should do 
everything possible to reduce the working expenses by saving on 
fuel and maintenance and operating expenses, and, at the same time 
attract more traffic by taking vigorous steps for market development 
We have gone on the premise that it should be possible to reduce 
the operating ratio to a level of 78 per cent by 1971-72 from the 
level of 83,8 per cent in 1967-68, 

18,18 The above proposals are to serve only as interim remedies, 
but in the long run railways can improve the financial position 
only by taking steps to increase the net earnings. The first 
priority in this has to be given to economy in expenditure. Some 
suggestions a* to the fields where economy can be effected have 
been given in an earlier chapter (XVII). One of the reasons for 
the present level of expenditure being high is that the level of 
staff input obtaining at present on the Indian Railways is high. 

It should be possible to reduce the staff input per unit in the 
Indian Railways by effecting suitable improvements in operational 
techniques and by the use of improved technology. However, in 
view of the declared policy of the Government that no serving 
staff should be retrenched, this may not achieve any substantial 
economy in the short run. Yet the objective should be to attain this 
reduction over a period of time by working off the SMlf&lusaa 
against the normal attrition of staff by retirement etc. 

18,19 Next comes the possibility of improvement in the level 
of earnings. Frequent increases in railway fares and freights 
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^ o undesirable, both on account of the adverse public reaction? 
to them and their economic consequences, partner, generally speaki: 
when there is a recession in the economy, it is not desirable to 
attempt neutralisation of the effects of recession through increase 
in fares and freights. The better course to adopt, in such 
circumstances, would be to increase the operational officionc}' to 
maximum so as to counter the effect of the recession by economy 
in expenditure. Sven so, it might be possible to get some addition? 
earnings by making selective increases in certain fields. There 
are commodities, the freight on which does not cover even the cosl 
of "“transportation. There a 'e also other commodities, which are 
being charged at rates, which are low when viewed in the contest oi 
the market price of the commodity. We understand that an officer 
on Special Duty (Freight structure), at the level of Additional 
Member of the Railway Board has already been appointed to explore 
the possibility of obtaining a higher level of earnings. Some 
preliminary work in this respect is essential and must be done. 
However, it seems to us that this is too big and complicated 
a task to be dealt with by a single individual and we suggest 
that the matter should be remitted to a committee after the 
preliminary investigations are over. A reference has been 
made elsewhere that the proportion of traffic, carried by rail, 
of the total production of some important commodities has tended 
to fall over the years and some suggestions have been made about 
the steps which are required to be taken to arrest this trend. 

In making any freight adjustments, careful attention would, of 
course, have to be given to the sensitivity of traffic to change- 
in rates, particularly in relation to competition from roads. 
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18.20 \n analysis of the volume of and earnings from non- 
suburban passenger traffic by distance zones indicates that 
over 80$ of the traffic has a lead of 80 Kms. or less, while 
the earnings from the traffic are only 28$ of the total for 
non-suburban traffic. In the chapter on 'Working Expenses', 
it has been mentioned that short distance passenger traffic 
places relatively greater burden on the railways, k specially 
low tariff has been in force for 3rd class travel for distances 
up to 80 Kms. The justification for the continuance of this 
specially low tariff must be roviOT?a3 and,if necessary, the 
tariff should be suitably readjusted, ip art from this, in order to 
Qoncrct.vtho financial imbalance inherent in short distance 
traffic referred to above, and to ensure that no major chunk 
of traffic carried by the Railway is unprofitable, the Railway 
Board must make urgent studies of the fare structure, 
particularly for all short distance traffic and bring it more 
in line with costs. From this angle, the temporary increase 
of five paise and ten paise, etc. per ticket levied from 
1968-69 is a step in the right direction. 

18,21 In respect of passenger services, further extension 
should betaken up only if the returns are favourable and 
uneconomic services should not be perpetuated. It should be 
realised that in the overall assessment, passenger traffic 
does not pay and the loss is fairly substantial. If the 
existing level of fares cannot be enhanced to make up for this 
loss, then a measure of austerity and over-crowding will have 
to be tolerated to avoid any further increase in the loss. 

Railways should voluntarily surrender short-lead traffic, 


....which 
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which does not pay, to the road services. 

18.22 It has been emphasised earlier that the objective 
oi‘ the railways should be to reduce the level of capital 
investment and to effect economies in respect of working 
expenses, and thereby reduce the operating ratio. The 
operating ratio on certain railways is very high. Y/e are, 
particularly, concerned about the continued losses on the 
Northeastern, Northeast Frontier and Southern and now the 
Northern Railway. The position in respect of these Railways 
for the last few years is indicated below. 


( Figu res in t ho usands o 



Barnings 

Working 

Operating 

Net surplus/ 



expenses 

ratio 

de 

f lei t_ 

Northern 






1S64-65 

92,05,17 

102,80,10 

77.19,03 

83.9$ 

(-5 

93,05 

1965-66 

85,80,37 

83.5$ 

C ) 

2,72 

1966-67 

109.12,21 

94,90,35 

87.0$ 

(-) 

4,66,73 

Northeastern 






1964-65 

32,35,32 

31,11,09 

96.2$ 

(-) 

4.97,03 

1965-66 

35,23,01 

39,00,02 

34, 84, ill 

98.9$ 

C-) 

6,33,39 

1966-67 

38,23,62 

98.0$ 

(-) 

75,98,80 


Northeast 

Fron tier 


1964-65 

24,77,17 

29,56,84 

119.4$ 

CO 

8,53,64 

1965-66 

30,66,30 

33,03,68 

38,17,74 

107.7$ 

CO 

5,69,02 

1966-67 

30,81,97 

123.8$ 

CO 

9,32,30 

Southern 

1964-65 

84,05,51 

75,98,29 

90.4$ 

CO 

8,81,59 

1965-66 

94, 88,75 

82,99,99 

68,73,66 

87.5$ 

(-) 

6,32,72 

1966-67 

73,02,21 

94.1$ 

CO 

11,02,25 


We have mentioned these examples to show the need for 


...vigorous 
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vigorous steps not only to effect economy in the 'Working 
expenses of the?.© Railways but also for adequate care in 
planning their capital erpanciitare programmes. These 
Railways should also take steps to win back traffic to 
the Railways. The directions in which action should 
be taken have been indicated in Chapter XVII. 
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CHAPTER XIX 

FUTURE POLICY FOR DEVELOPMENT 
19 #01. Future development on the Railways will 
naturally depend, mainly upon the trend of industrial 
advance and the resultant growth of traffic* The 
normal growth during the pre-independence period was 
estimated at 1 to 1 %% per annum* In view of the 
present state of economic development and the effort 
which is being made for its promotion, the rate of 
growth of traffic is likely to be larger. For tie 
period ending 1970-71, it is likely to be of the order 
of 3% per annum* The picture of development envisaged 
in the Five Year Flan commencing from 1969-70, is yet 
under the consideration of the Planning Commission, 

Wa have, therefore, on the basis of the existing 
traffic trends suggested that the rate of investment 
during this period on the Railways should not exceed 
Rs*l25 crores per annum excluding the throw forward costa 
of n&w lines. If the rate of increase of traffic 
exceeds 3% per annum wq have suggested that for every 
extra one million ton, an additional investment of 
about Es,7.5 crores should be adequate* 

19*02. The Planning Commission, which prepare© tho 
economic development plan, also works out its 
transport needs and sats the targets for the railways« 
Major developments arise because of steal, coal and 
export ore traffic* The Railway Board naturally has 


to 
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to set its sights accordingly and make the requisite 
provisions i* its plan for development. We, however, 
suggest that before starting the implementation of any of 
the major schemes, the Board should keep itself informed 
of the corresponding developments envisaged in the 
industrial plan and postpone investment in them if any 
scheme is lagging behind. For instance, a steel factory 
takes from four to five years to set up. Likewise, a 
major increase in coal traffic will only arise because 
of. steel or thermal power generation. A thermal power 
plant also takes from 3 to 3% years to put up. In respect 
of the export of ores too, the developmental work at the 
quarries and the port takas considerable time. There is, 
therefore, an adequate margin for the railways to 
execute their own works in time if they maintain a close 
watch on the trend of these developments and act 
accordingly. Preliminary action, however, should proceed 
in the normal course, but the execution should only 
start after a careful assessment of the position in 
respect of individual developments. 

19.03. Coining to the nature of developments, we wish 
to highlight certain problems which require detailed 
examination and commend some suggestions for the Railway 
Board's consideration, namely: 

(i) Passenger Traffic: 

(a) Further increase in the loads of some 

of the important Mail and Express trains 

••••fl&y 
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may be considered. Higher loads 
may require air brakes, the provision 
of which is feasible because these 
trains are operated by fixed rakes. 

Since the halts of these trains are 
few, the problem of lengthening of 
platforms will be limited to a few 
stations. In the U.S.A., 20 to 22 bogie 
trains are common. 

(b) Reduction of UPIER class accommodation from 
some of the Express trains and its replace¬ 
ment by third class accommodation may be 
considered* 

(c) Normally not more than one sectional 
passenger train should he allowed on any 
section. It should be realised that these 
short-distance trains do not generally pay, 
and as they stop at every station, the 
sectional time and capacity utilisation is 
greater. The railways, t lie re fore, as a 
policy, should support the development 

of road services to cater for the needs 
of such traffic* 

(d) This, however, does not apply to suburban 
traffic moving to and from the metropolitan 
towns, because the peak demand is so high 
that road transport cannot adequately cater 
for it. Mid-day demands, however, may be left 

.. 
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to tha rood services, depending, of course, 
on their volume, It h.-s olreedy been suggested 
thot site motive toms should be developed 
to cater for the needs of an expanding 
volume of suburban traffic. 


Cii) Goods Traffic: 

(a) The sectional work trains 
which normally operate on. 

sections varying fron 50 to 100 miles, 
are slow moving and take up proportionately 
larger movement capacity. Their elimination 
from certain kej' sections would be advantageous• 
This policy has been followed in the U.3.A. 
and Japan and the roadside traffic is moved 
by road services between specified distri¬ 
buting centres. 

(b) For further development of capacity, before 
the doubling or trebling etc. of the 
track is contemplated, other possibilities 
should be fully explored. In this connection 
we suggest that long term perspective plans 
should be drawn up for 

(i) Electrification; 

(ii) Dieselisation; and 

(iii) Signalling improvements. 

Unless this is done, rational integrated 

development is not possible and ad-hoc 

me a su re s may be t aken, which after#ards 


..nay 
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may prove uneconomical or infructuous. 
Considering the shortage of diesel oil 
in the country and the relative economics 
of electrification and dieselisation, we 
think that the logical course would be 
to extend electrification to intensive 
trunk routes. We had asked the Railway 
Board to furnish to us details of their 
perspective Flan for electrification. 

They furnished us a list of worksunder 
execution and mentioned that the 
inclusion of the Vijayawada-Kadras Section 
was under examination. In this connection 
w© should like to say that for securing 
optimum economic results, the best course 
is to electrify or dieselise long 
stretches of sections where large scale 
through movement is involved so that 
the locomotives hauling the traffic may 
move long distances without a change. 

Judged in this light, the Vijayawada- 
Kadras section does not seem an ideal 
one for electrification because: 

Ci) Traffic from halt air to Madras 
will involve a change of engines 
at Vijayawada and result in 
hold-up of trains in Vijayawada 
yard which might better be avoided. 


.Cii) 



(ii) Coal traffic fron Domckal side 
for Madras will also involve a 
change of engines at Vijayawada. 

(iii) Traffic moving via Gudur will also 
involve change of engines. 

(c) We suggest that for future electrification, 
the follovring sections npy be consideredt- 

(i) Tundla-Wew Delhi 

(ii) Hew Delhi-Agr© Cantt. 

(iii) Mathura-Earoda 

(iv) Bhusawal-Durg 

(v) Madras-Cochin. 

(d) The remaining trunk routes and some important 
branch lines may be considered for dieseli- 
sation depending upon the needs of traffic. 

Shunting pilots in some of the major marshalling 
yards should be dieselised. 

19.04. In regard to signalling we have already suggested in chap, 
ter Till, ix phased programme of development. Its perspective 
plan should be drawn up so that an integrated picture may 
emerge. It is to be appreciated that the full benefits of 
electrification and dieselisation can only be derived by 
modernisation of signalling. 

19.05. Metre-Gauge conversion is also extremely important 

for the development of capacity and ensuring economy. In 

this connection we have already made some suggestions in 
V 

chapter/and consider that a fixed allocation should be made 
for this purpose in every Five Year xlan. To achieve 
reasonably good results, all that is necessary is to 

..convert 
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convert certain key sections, which would 
substantially reduce concentrated large scale 
transhipment of traffic, facilitate movement and 
cheapen costs on metre-gauge sections which are 
operating near saturation level, 

19.06, Sunning of longer goods trains is another 
device for eliminating expensive line capacity works. 

In countries like the U.o.A*, Canada c.nd Russia long 
trains for the movement of goods traffic are a common 
feature. The Railway Board recognises the value of 
longer trains for closed circuit movements and in 
these cases it also proposes to equip the rolling 
stock with air-brakeSo Such movements, however, 
are likely to be limited. They would be confined to 
the movement of raw materials to Steel plants and 
large scale export of ores from an area to a port, 

19.07* The problem which we wish to high-light 
for detailed examination end close consideration in 
a long term perspective is, whether longer trains will 
also become necessary on some other sections of the 
Railways, taking into account the development of 
demand during the next 20 to 30 years. Upon the 
answer to this question hinges the decision about the 
type of brake power needed, Vfe understand that a 
new equipment costs almost the same in both cases, 

Tae problem, however, involves the replacement 
of the vacuum brake on the existing stock of about 
2,80,000 wagons, including brake vans. The replacement cost 




. ,1s 
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is estimated to be approximately Rs .3000/- per wagon or in 
the aggregate Rs.84 crores. 

19«08. In order to avoid this heavy cost of replacement, 
the Research Designs & Standards Organisation has been carrying 
on investigations with a view to improving the efficiency of 
the vacuum brake. They have reached the conclusion that, with 
the new 90 ton wagons, the maximum gross load which could be 
hauled with the modified vacuum brake equipment would be 
about 4050 tons. This then is the limit of the vacuum brake 
equipment. An appraisal should, however, be made first as 
to the quantum of increase in traffic on certain key routes 
e.g. Dharibad-Moghals erai, Tatanagar-Bombay., iioghal sarai-Delhi, 
Bombay-Baroda-Delhi, Katni-Ahmedabad, Agra-Delhi, Vijayawada- 
Madras. Coal and steel xvill necessarily move out from centres 
of production to the distant consuming areas and will have 
to traversesome of these routes. Large scale movement of 
coal will also be necessary to feed the thermal plants which 
may be located away from the coalfields. The routes linking 
the important metropolitan centres will also inevitably have 
to bear the impact of the growth of traffic, 

19,09, We had requested the Hanning Commission to furnish 
us with the details of thermal plants which are likely to be 
set up during the next 20-30 years in U.F., Punjab, 
Rajasthan, Gujarat, Madhya Pradesh and the South, They have 
given the following information: - 


(Figures in M,¥) 
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(Figures in M.W) 


Scheme Existing 

Additional Possible 

Source of 

capacity 

sanctions^ 

future 

coal 


capacity 

extensions 


Coal supply from Bengal. Bihar, 

Central India & Sipgamtti 

collieries 


F idarpur( De lhi) 

N as ik(Maharash tra) - 

Furli(Mahamshtra) 

Harduaganj(U.P.) 200 

Delhi extension 233,5 

Faridabad( Haryana) - 

Supply from Singareni collieries 

Kothaguflam (A,P) 340 

S nnoxe (Madras) 

Basin Bridge Sxtn.(Madras)» 


300 

200 

Bengal/Bihar 

collieries. 

240 

600 

Maharashtra 

collieries. 

60 


Central India 
coalfields 

110 

- 

dingratili 

55 


ffggSIBW. 

55 


in the 

southern Region 


200 

700 

Singareni 

collieries 

430 


Singareni 

collieries 

30 


Singareni 

collieries 


19,10, It has also been stated that the general 
policy is to locate thermal Plants, as far as possible 
at the pit heads or near the washeries. The assessment 
given apparently relates to what has already been approved 
for the Fourth Plan and nay be needed in the near future 
and the future long term perspective seems to be fluid. 

The Hydro-potential in the country being limited, thermal 
power development in a big way seems inevitable in the 
future. The capacity set up in the country for the 
production of thermal Plants is about 3 million K.,Ws, per 
annum, While a substantial proportion of these units 
may be set up in the coalfields, it seems highly 
impressible that in this land of distances, areas far 


•••»,,,awa y 








sources, 




away ,«.rom the c o al x i o 1 cl s i/ill bo fed nr inly from these 
T-:e supply of power, tm rough the grids is normally arranged for 
distances of about 400 miles from the source, we, therefore, 
think tnr.t mere thermal plants will have to be set up awry from 
tee coalfields, we, however, realise that atomic power is 
also coming up and its future development in a big way is 
likely in these areas. It is, therefore, difficult for us 
to venture a definite opinion on this subject. Tie whole 


question will presumably depend upon, which way the economic 
advantage will lie in the future. 

19ell» In advanced countries tno requirement of power gets 
doubled in ten years. In our country during the Fourth 11 an 
it is likely to go up from 10 million K.iJs. to 18 Million 


K."Js. i.e. an increase of 80% in five years. If we assume 

that the rate cf advance after the Fourth Flan will get 
at 

stnbiiised/the same level as in the developed countries, by 
1981, trie installed capacity is likely to rise to 36 million 
K.I-vS• and by 1991 to 72 million K.I7s. It cannot be said, as 
to what fraction of this will be contributed by thermal plants 


installed away from the coalfields. For a million K,¥s. of 
thermal power three million tons of coal is required per 
annum. Therefore a considerable volume of coal will move on 


trunk routes to thermal plants. 

19,12. Further the volume of movement of traffic on the 
routes mentioned above is bound to increase even otherwise, 
they #;qc key routes and if a 5% per annum increase materi¬ 
alises, the volume of traffic will get doubled in 20 years. 


, .19.13 
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19»13« Vfe, therefore, pose this problem for serious 
consideration particularly because quadrupling the 
sections wnich have already reached the saturation level 
eta double lines, would be more expensive than the 
replacement of vacuum brake by air brakes on the 
existing stock* The longer it is put off, the greater 
will be the cost. We, however, think that the entire 
stock do not require the replacement of vocuun brake 
by the air brakes. Wagons which are due condemnation 
during the next 10 years need not be touched and could 
be relegated for local loading only. The replacement 
task may then be confined to about 2,00,000 wagons which 
will cost about Rs.60 crores, 

19*14, New line construction should only be allowed, 
if it is a paying proposition* Road services all over 
the world have been developed to cater for the 
development of new areas and we recommend the same 
policy for our country,, 

19*15. The Rolling stock position should better be 
kept tight so that there may be an incentive to improve 
the performance and maintain a higher target of output* 

A. surplus of Rolling Stock will inevitably load to 
slackness and a sense of complacency* Whatever cushion 
is maintained to meet peaks of traffic and other 
eventualities should better be stored in good repair 
and taken out for use only after optimum results have 
been obtained from the stock in use. 



SUMM ARY OF CONCLUSIONS .AND .HRCOMEND ATIOUS 

20,01 Keeping in vie?/ the great importance of ensuring a 
rational ana healthy growth of the Railways on sound business 
principles, we have made recommendations which cover the 
organizational and operational fields on the Railways as also 
their financial position, working expenses, research and 
development, and other allied themes. On the organizational 
side we have reviewed the set up that is necessary at the apex, 
i.e. the Ministry, and have suggested certain measures for 
strengthening the Railway Board and stream-lining the procedures. 
The Chairman, Railway Board, should have no specific responsi¬ 
bility of being incharge of a Department and an additional post 
of a Member in the Railway Board has been suggested. An officer- 
oriented pattern with a greater delegation of powers and 
decentralization of */ork will result in better efficiency and 
reduction in the number of officers and staff in the Railway 
Board, 

20.02 On the zonal railways organizational improvements have 
been suggested so as to reducb the burden on the General 
Managers by having Principal Officers, to whom certain Heads of 
Departments will report, A greater delegation of powers to the 
Heads of Departments and Divisional Superintendents has also 
been suggested for the efficient functioning of the railways. 

This is likely to lead to reduction in the number of officers 
and staff required on the zonal railways. Certain steps 
necessary for improving personnel administration on the, railways 



-286- 

n *nc< career prospects of officers and staff have been recommen¬ 
ded. In view of further decentralization of work to the zonal 
railways and Divisions, some adjustments in certain grades have 
been suggested in keeping with the higher responsibility 
attached to the posts. 

20.03 It has been suggested that Divisional system should 
replace the district system on the North Eastern and Northeast 
Frontier Railways to improve efficiency. 

20,04 Emphasis has boon laid on the need to effect economies 
in' the various spheres of railway working, namely, operation, 
maintenance and staff in-put. For this, various measures have 
been suggested, like operational research, better utilization 
of assets, improvements in workshop output and proper cost 
accounting and performance budgeting. Certain railways have 
been incurring losses for the last few years. The need for a 
periodical review of the financial results of the working of 
the railways by the- Railway Board has been stressed on the lines 
of the economic analysis made in our study for certain railways. 
20.05 The need for stepping up the research activities of 
the Research, Designs and Standards Organization so cs to 
achieve the much needed technological improvements in the work¬ 
ing of the railways in the various spheres, has been stressed. 

A re-orientation in the working of the vigilance organization 
has been suggested so as to achieve the desired results. 
Similarly, certain shortcomings in the working of the Kailway 
Protection Force have been brought out. Measures havs also 
been suggested for improving tho working of the Stores 
Department in the Railways and the Railway Board, 

20,06*. 
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20,06 In the light of depressed traffic trends, the need for 
carefully controlling the capital investment has been stressed, 

A scheme for investment during the next few years, revision of 
replacement policy and contribution to the Depreciation Reserve 
Fund has been suggested with a view to improving the economic 
position of the railways. In this context the need for review¬ 
ing uneconomic investments and other burdens on the railways has 
also been stressed, .An indication has also been given of the 
lines on which the future policy of planning and development 
should be oriented. 

20,07 In the following paragraphs, we summarise the principal 
conclusions and recommendations contained in.our report, 

(The recommendations marked with an asterisk (*) are considered 
tc be important and. are of a basic character). 

GH,AP.TRIL.r„J,I - RAILWA Y 'B OARD 
*(l) The present arrangement by which the top executive 

body, namely, the Railway Board, consisting of experienced rail- 

waymen who have worked in various capacities and have gained an 

intimate and. expert knowledge of the complex working of the 

railway system, functions,as a secretariat to the Minister, has 

stood the test of time. We are of the opinion that in the 

m 

interest of the railways, the present arrangement should not 
be changed. (Paragraph 2.03) 

*(2) We are of the definite opinion that the Chairman, 
Railway Board, should be relieved of his functional responsi¬ 
bility to enable him to coordinate the activities ci the 
Board etc. It is, therefore, necessary that an aduixionai post 
of a Member-.should be sanctioned, (Paragraph 2,10) 

*(3) The. Chairman should be a railway man with cornprenensive 

knowledge. 
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knowledge and experience of railway working. It is not 
necessary that the senior most Member of the Railway Board 
should be appointed as the Chairman of the Railway Boare. 

An outstanding General Manager of a Railway possessing the 
qualities mentioned in para 2(10) should be equally eligible 
for this appointment, (Paragraph 2,10) 


*(4) We are of the opinion that the Chairman should be 
consulted by the Railway Minister when he selects the 
Members of the Railway Board, (Paragraph 2,10) 

*(5) There need be no embargo on the selection of a 


railway officer other than a General Manager for the post of 

Member, Railway Board,,if he is exceptionally brilliant and 

his name is already included in the panel for General Managers, 

(Paragraph 2.10) 

*(6) Important matters of policy, major decisions regard¬ 
ing development, investment, budgetary allocation etc, should 
be jointly discussed in the Board meeting. (Paragraph 2»1$) 

*(7) The Ghairman should continue to have powers to 
overrule the Members of the Board, (Paragraph 2,11) 

(8) In our opinion differences between Member9 Finance, 
and the other Members on financial matters should be discussed 
at the Board meetings and resolved there, (Paragraph 2.11) 

(9) The designation of the Financial Commissioner should 

be altered to Member, Finance, in line with that of the 
other Members. (Paragraph 2,12) 

*('lO)In order to conform to the pattern obtaining in other 
Ministries, Additional Members of the Railway Board should be 
given the status of Ex-officio Additional Secretaries, and the 
Secretary and Directors of the- Railway Board the status of Ex- 


officio 



—— 

Officio Joint Secretaries to Government. (Paragraph 2.13) 
*(11) The present tenure of the Chairman and Members of 
the Railway Board is five years but in practice no Chairman 
has held the office for more than three years. If need be, 
extension of service should be given to complete the 
tenure of five years. There should, however, be no renewal 
of the tenure. (Paragraph 2.15) 

*(12) While Railways will have to act within the framework 
of the Constitution and the fundamental labour laws enacted 
from time to time, railways should not be fettered with 
modifications or circulars issued by other Ministries from 
time to time. (Paragraph 2.16) 

(13) The railway organisation is basically sound, but 
we cannot help observing that the authorities at the 
higher levels have been too much engrossed in details of 
minor importance, with the result that they do not get-time 
enough to attend to the major issues* Much of it is due to 
questions raised by Members of Parliament, mostly on 
personal matters and the attention that has now to be 
given to influential parties. (Paragraph 2.17) 

* (14) Political interference with the day-to-day working 
of the railways is having a serious impact on the workload 
at all levels of the management and is undermining the 
discipline which is of paramount importance for efficiency 
and safety, be, therefore, consider it our duty to sound a 
note of warning that, unless the highest sovereign body 
in the country, namely, Parliament, decides to observe a 
self-denying ordinance in respect of internal and routine 

,•..matters, 
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matters, whatever the improvements we may suggest, they are not 
likely to prove fruitful. If this highest authority lends its 
positive support to the efforts to tighten discipline, it would 
indeed he, of immense value. (Paragraph 2.19) 

(15) Public ooinion must be built up and conventions 
established to avoid interference in the day-to-day working 

of the railways. (Paragraph 2.19) 

(16) We recommend that the General Managers need not be 
present at the meetings of the Informal Consultative Committees 

of the Parliament that are held twice a year. (Paragraph 2.20) 

(17) The existing forums like the Informal Consultative 
Committee of Parliament, the National Railway Users’Consultative 
Council, Zonal Railway Users' Council and the Divisional Railway 
Users' Council should suffice and no addition is needed. 

(Paragraph 2.22) 

*(18) Representations received by the Ministers in regard to 
minor punishments, transfers, postings, promotions etc. should 
be passed on to the railway authorities for disposal and 
there should be no interference with the decision of the zonal 
railways. (Paragraph 2.23) 

(19) For an efficient and effective management, it is 
necessary that the functions, responsibilities and powers at 
the three levels, namely, the Railway Board, the General 
Manager and the Divisional Superintendents or District Officers 
should be defined as clearly as possible so that each cf them 
may function in accordance with his assigned role and be 
accountable for what he does, (Paragraph 2.25) 

.The 
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(20) The functions of the Railway Board have been defined 
in para. 2.26. (Paragraph 2.26) 

*(21) Consistent with the functions mentioned in para 2.26, 
the Railway Board should delegate more powers to the zonal 
railways, (Paragraph 2.27) 

(22) There should be a periodical review of items of 
expenditure, like fuel and oil consumption, cost of repai“S 
and maintenance, inventory control and other important matters 
by a committee consisting of the Director, Finance and 
concerned Directors in the technical directorates. Such a 
review should be placed before the full Board for their 
critical examination. (Paragraph 2.28) 

*(23) kn officer-oriented pattern of working has been 
suggested and the Railway Board should constitute an expert 
study team to go into this question. (Paragraph 2,29) 

(24) The Railway Board should not conc e rn itself with too 

much of details as to what happens on the railways. If too 
many details are called for, a feeling of interference is 
apt to dilute the sense of responsibility in the minds of 
senior officers on the railways. (Paragraph 2,29) 

(25) The Board should set up a committee consisting of 
the Secretary and three Directors to scrutinise the list of 
returns and other info ■'nation and the statements that are now 
and again called for from the railways and curtail the list 
to the bare essential information required by the Board, 

(Paragraph 2.30) 

(26) To promote efficiency and a better appreciation of 

... problems 
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problems of the zonal railways, officers of the Railway Board 
secretariat Service should be periodically deputed to the 
railways to gain first hand knowledge of work in the field. 

(Paragraph 2.31) 

(27) The Railway Board and the General Managers should take 

good care to see that every officer in junior and senior scales 

gets a fair share of experience of field work. It is not 

desirable to allow young officers to remain attached to the 

Headquarters or the Railway Board, considerably for a long time so 

of 

as to deprive their£field knowledge. (Paragraph 2.32) 

(28) Scrutiny of the proposals emanating from zonal railways 
and production units should start with the Joint Director in the 
Railway Board - not anyone lower down. Any decision to turn down 

a railway's proposal should be taken only by an officer of not less 
than a Director's status. All important cases should be brought to 
the notice of the Member concerned. (Paragraph 2.33) 

(29) Certain suggestions regarding the strength of officers in 
the Railway Board are given in innexure II/2. (Paragraph 2.34) 

(30) The Railway Boa d does not seem to have a team of manage¬ 

ment service personnel to examine the various fields where economy 
is possible. The Efficiency Bureau in the Railway Board should be 
re-organised under a capable and senior Director possessing an 
analytical inind. It should have an economist, a statistician and 
an operational research expert in addition to the other technical 
officers. (Paragraph 2.35) 


CHAP TER III - ZONAL RAIL WAYS 

(31) We have found that at present every zonal General Manager 

• • • # • # i s 


is 
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j.t: over-forked and too much engrossed in minor matters. 4 
substantial portion of the fork arises out of matters raised 
in Parliament and references received, from the Railway 3o?rd 
in connection with letters addressed by the Members of 
Parliament or influential parties to the Ministers,mostly 
on personal matters. (Paragraph 3,04) 

(32) Elimination of unnecessary references from the 

Railway Board has been emphasised. (Paragraph 3.06) 

(33) The labour problem is essentially an internal affair 

of the railways, but at times intervention of higher authorities 
causes complications. It is, therefore, suggested that full 
opportunity should be afforded to the General Managers to settle 
their own affairs, locally. (Paragraph 3.07) 

*(34) The powers of General Managers should be suitably 
enhanced and covered by a revised ’negative' schedule, 
specifying only what they are not authorised to do. They should 
be authorised to delegate these powers suitably to lower 
authorities. (Paragraph 3.08) 

*(35) We do not appreciate a position where a Head of 
the Department can refer a matter to the Railway Board 
against his General Manager's decision. We, therefore, consider 
that this special privilege of the Financial 4dviser should be 
withdrawn; and that, if the Financial adviser & Chief Accounts 
Officer feels strongly that the subject matter on which he has 
been over-ruled will have wide repercussions on other railways, 
he should request the General Manager to make a reference to 
the Railway Board. In such circumstances, the General Manager 

.should 
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shoulcl make it a point to get the advice of the Board. 

(Paragraph 3.09) 

(36) Each General Manager should be asked to attend a special 
meeting with the Board once every quarter of the year, when the 
Board should discuss with him the operational performance, financial 
results and other problems of importance pertaining to his railway, 
and jointly evolve methods for improvement. (Paragraph 3.10) 

*(37) .at the Zonal Railway Headquarters there are far too many- 
departmental heads reporting to the General Manager. We do not 
consider it feasible to introduce a radical change in a well 
established and well tried out managerial pattern, particularly 
so, when such a change will add to the expenditure. We recommend 
that major Heads of Departments may be designated as Principal 
Officers and they should directly report to the General Manager. 
Other Heads of Departments will be attached to the different 
Principal Officers, with whom they have a close link. 

(Paragraphs 3.11 & 
3.12) 

(38) The arrangement proposed on the zonal railways will be 
more or less a replica of the Railway Board pattern, and there 
should therefore be no difficulty in working to this managerial 
pattern on the zonal railways. (Paragraph 3.13) 

*(39) The powers of Principal Officers, Heads of Departments 
and Divisional Superintendents should also be reviewed so that 
they may suitably be enhanced with a view to give further relief 
to the General Manager. (Paragraph 3,14) 

(40) Much of the benefit accruing from a larger delegation of 
powers will be negatived unless the delegating authority insists 
on the delegated powers being exercised fully by the officers 


.. ..concerned 
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concerned 

/and refuses to succumb to the temptation of giving unwanted 
guidance and more so of interfering with the day-to-dry work of 
the subordinate authorities. (Paragraph 3.14) 

(41) In the Personnel Department, selection of officers for 

porting to the branch leaves much to be desired. The Chief 
Personnel Officer should see to it that only capable officers 
are posted to the branch and that they have some continuity of 
tenure. (Paragraph 3.15(i) 

(42) In the Commercial Department also the quality of officers 

should be improved. The impression that we have gained is that 
in most cases officers found wanting on the Transportation side 
are transferred to the Commercial. This is a 'wrong approach. 
Commercial work is of a specialised nature and is extremely 
important for the development of traffic and giving satisfaction 
to the customer. (Paragraph 3.15(ii) 

(43) While we do not suggest a complete separation of the 

Commercial and Transportation cadres at this stage? wo consider 
that after the officers recruited to the Class I Service have 
gained sufficient experience in both these Departments for 6 to 
7 years, an equitable distribution should be made between the 
two Departments by mutual agreement between the Chief Operating 
buperintendent and the Chief Commercial Superintendent. 

(Paragraph 3.15(ii) 

(44) We consider that for the time being, it will be 
worthwhile continuing the present system of combined recruitment 
from the Jamalpur (Special Class Apprentices) Training 

School as well as the Union Public Service Commission. After 
these officers have worked for about 4 or 5 years in both the 
r-_ an enuitable distribution should be made between 
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the workshop cadre and the Maintenance (Running) cadre, on the 
same lines as indicated in the case of Transportation and 
Commercial officers. (Paragraph 3.15(iii) 

(45) We consider that it will he worthwhile intensifying the 

check and supervision of fuel and oil consumption on the 
Railways. We, therefore, suggest that the post of Fuel Officer 
should he upgraded to that of a Deputy Chief Mechanical 
engineer on major railways where the Deputy Chief Mechanical 
Engineer (Running & Loco) is so pre-occupied that he cannot pay 
sufficient attention to this subject. (Paragraph 3.15(iv) 

(46) We also suggest that assistant officers should be posted 

to regulate the storage and supply of diesel oil at the various 
depots. (Paragraph 3.15(vJ 

(47) We consider that a separate Divisional Mechanical 
Engineer (Carriage & Wagon) should be posted practically in 

every Division, (Paragraph 3.15(vi) 

(48) We suggest that a workshop employing about 2000 workers 
should be placed under the charge of a Deputy Chief Mechanical 
Engineer and bigger workshops under a Deputy Chief Mechanical 
Engineer of the grade of Divisional Superintendent. 

(P ar ag rap h 3.15(vii) 

(49) Generally speaking, the pattern which seems to have 
developed on railways provides every Deputy Chief with a senior 
scale officer to assist him. This is not desirable. 

(Paragraph 3.15(ix) 

(50) Problems requiring consideration at the higher level 
should alone be referred to the Headquarters by the Divisions or 
the Workshops and these should be dealt with by the Head of 
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the Department or his Deputy. We, therefore, think that a 
detailed investigation is necessary in this respect and some 
of the senior scale posts on the Headquarters may be reduced. 

(Paragraph 3.15(ix) 

(51) There should be a greater liaison with the Press and 
a more informative publicity should be arranged. 

(Paragraph 3.15(x) 

(52) In all the Heavy Divisions there should be a Deputy 
Chief Mechanical Engineer in place of a senior scale District 
Mechanical Engineer and Dy.COPS in place of DOS.(Para 3.15(xi)k 

(53) With the changes advocated by us in the system of 
working, it would appear reasonable to reduce the strength of 
senior scale officers in the zonal headquarters and have a 
corresponding increase in their strength in divisions, where 
the focus of supervision should lie in future. 

(Paragraph 3,15(xii) 

(54) An additional post of Superintendent, Way & Works, in 
the Junior Administrative grade, should be created in heavy 
Divisions to coordinate the work of the Divisional Executive 
Engineers| ho should also have another senior scale officer to 
assist him for modernisation of track maintenance and bridges, 

(Paragraph 3.l5(xii) 

*(55) We recommend that the Northeast and Northeast Frontier 
Railways should also be divisionalised so that efficiency 
could be improved. (Paragraph 3.15(xiv) 

*(56) We do not consider that the creation of Deputy 
Divisional Superintendents’ posts on some of the Divisions 
to assist the Divisional Superintendents is a satisfactory 

...... arrangement 



arrangement. If the work load in a Division is so heavy as to 
warrant relief, the best course is to divide it up territorially 
into two. It should be possible to work out bifurcation of 
divisions functioning from the same headquarters, without any 
increase in the strength of clerical staff. (Paragraph 3.15(xv) 

(57) As regards individual railways, our suggestions are 
contained in the Annexure III/5. (Paragraph 3.16) 

CHAPTER IV - MANAGEMENT STRUCTURE- 

RECRUITMENT, TRAINING, 

AND CAREER PROSPECTS, 

ETC*.__ 

*(58) The present management structure, wherein the topmost 
executives combine the managerial, secretarial and technical 
functions, is the most suited for a vast public sector undertaking 
like the Railways. (Paragraph 4.01) 

*(59) A continuous stream of hard working, efficient, honest and 
devoted railwaymen has to be built up and this can be made 
possible only if the railwaymen at all levels are well looked 
after, and are happy, contented and can look forward to their 
future with confidence and satisfaction. (Paragraph 4.02) 

(60) From our visits to the headquarters of railways and 
other important centres of activity, as also from a study of the 
representations received from the officers' associations, we 
have gained an impression that there is a feeling of frustration 
amongst all categories of officers and the supervisory staff, 
which, we are afraid, is gradually undermining their morale. 

(Paragraph 4.03) 

(61) The present ratio of officers to staff in the major 
departments of the railways is very low, compared with other 


•..Government 
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Government departments. (Paragraph 4.04) 

(62) The percentage of pests in the Junior Administrative 
grades of Rs.1300-1600 and above is low in the Railways as 


compared with that in the other Government departments. 

(Paragraph 4.05) 

(63) Tho emoluments normally drawn by officers of 

different lengths of sorvico in tho major departments on tho 
Railways as compared with those drawn by officers in other 
Government departments are lower. (Paragraph 4.06) 

(64) Tho bulk of tho top students from universities soom 
to prefor private industries and tho public sector on the grounds 
of better pay, perquisites and prospects; and many of them 

oven do not appear in tho U*P.S.C. examinations. This is a 
cause for concern and steps should be takon to attract the 
best talent for the railway services. (Paragraph 4.08) 

*(65) In order to maintain a good standard in tho railway 
servicos, chances of promotion and tho proportion of highor 
grades have to bo substantially improved, since those soon to 


be tho main reasons for candidates preferring the other 


services. 


(Paragraph 4.09) 


(66) It is seen that persons who havo joined the railway 
service after passing tho competitive examinations in 1947 
are still in tho senior scale. Meanwhile, their contemporaries 
who had joined tho other sorvicos are appointed to highor 
posts. (Paragraph 4.10) 

*(67) The senior scale on railways starts at Rs.700/-, 
with a service of 6 years and under. Wo recommend that the 
starting salary of the senior scale should bo Rs.900/*-^ Tho 
maximum of tho grade and tho incremental scalo will remain 
as they are. (Paragraph 4.11) 

.( 68 ) 
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*(68) Certain posts, mentioned in para 4.12(i) to (v), in tho 

Divisions should ho upgraded to Junior Administrative posts. By 

strengthening of tho divisional organisations with a Junior 

Administrative officer for tho major departments, it will he 

possible to reduce tho oxtent of references necessary to tho 

headquarters office, which in turn can, in the course of time, 

reduce tho size of the ministerial staff in tho headquarters 

office. (Paragraph 4.12(itov) 

*(69) Promotions to Junior Administrative grade are at present 

mado by the Railway Board. The Railway Board’s powers to promote 

officers to tho Junior Administrative posts may bo delegated to 

tho General Managers and this will reduce considerable work in 

tho Railway Board. (Paragraph 4.13) 

*(70) Tho responsibilities of a Divisional Superintendent are 

very heavy and of a complex and diversified nature. These 

responsibilities are in no way less than those of officers 

holding Schedule ’D* appointments in the public sector. Wo 

recommond that there should bo only one grado for Divisional 

Superintendents and this should bo Rs.1800-100-2000 till such 

time as the pay of the hoads of departments is revised upwards, 

(Para 4.14) 

*(71) Tho Federation of Railway Officers have represented to 
us that the parity which previously existed in the scales of pay 
of Heads of Departments with that of Joint Secretaries to tho 
Government of India, should be restored. While we do not 
propose to go into this question, this is brought to the notice 
of tho Government. (Paragraph 4.15) 

*(72) Tho responsibilities of a General Manager on tho Railways 


are 
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are considered to be more than those of the Managing 
Director of even the largest public sector enterprise* 

While Schedule *B' scale for top management posts in public 
sector undertakings is Rs.3000-125-3500, the pay of a 
General Manager on the Railways is fixed at Rs,3C00. Government 
may consider how best a parity with the public sector could be 
maintained in the case of General Manager, consistently with 
his responsibilities. (Paragraph 4.16) 

*(73) We recommend that all Directors in the Railway Board 
should be placed in the same grade. (Paragraph 4.17) 

*(74) While the pay of the Chairman of some of the public 
sector undertakings in Schedule ’A. 1 appointments is Rs. 

3500-4000, the pay of the Chairman, Railway Board, who is 

the head of the largest industrial undertaking in the country, 

is only Rs.3500. This is brought to the notice of the Government. 

(Paragraph 4.1C) 

*(75) The weightage given to seniority for appointments 
to selection posts is sometimes quite disproportionate to merit. 
The posts of Divisional Superintendents, Heads of Departments, 
Principal Officers, General Managers, Members and. Chairman of 
the Railway Board are key posts and considerable care should be 

exercised in selecting officers of outstanding merit for these 

posts. (Paragraph 4,IS) 

*(76) The Railways should establish a management development 
programme like the one followed by the British Railways, for 
higher appointments. (Paragraph 4.19) 

(77) Confidential reports need to be more comprehensive 

and 


♦ * • 
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and detailed so as to enable a p-woar appreciation of the officers 
work end ability being made. In this connection the appraisal 
short used, on the British Railways may also be studied 

...(Paragraph 4.21) 

( i f; 4 management development cell should, be set up unde 
•cue secretary, Railway Board. (Paragraph 4.22) 

(79) The Railway Board should form separate panels co fill up 
vacancies during the course of the year for the posts of Divisional 
Superintendents and Principal Officers on the Railways. 

(Paragraph 4.23) 

(80) For the posts of General Managers, the Chairman, Railway 
Board should draw up a panel ^fter discussions with other Members 

of the Board at a Board meeting. (Paragraph 4.24) 

*(81) It is not desirable that there should be frequent transfers 
•> .' key management personnel. We would emphasise the necessity of 
keeping officers in key posts long enough to enable them to grasp 
the intricacies and specialities of their particular assignments. 

(Paragraph 4.25) 

(82) For an organisation like the railways, there should be 

adequate training facilities for railway officers at various stage 
of their career. (Paragraph 4.26) 

(83) Ve feel that some rationalisation of training facilities 
i.. needed. Before any further expansion is permitted either in the 
Ba^ocla Staff College or the Poona School, the pdssibility of 
establishing a combined institution at Lucknow should be carefully 

b into. (Paragraph 4.27) 
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*(84) Deserving Class III employees should have 
opportunities to rise to higher posts. Young men of 
merit should, therefore, be given opportunity for 
training and taking up special promotion courses 
and qualify themselves by passing the prescribed 
tests for promotion to Class II. 

(P ar ag rap h 4.28) 

*(85) fen per cent of the total number of posts in 
the Vis.450-575 grade should have a maximum rising 
up to Rs.700. In addition, one per cent of the 
total posts in the present Bs.450-575 grade 
should be vested honorary gazetted rank. 

(Paragraph 4,20) 

*(86) The Railway Board should periodically 
review what further improvements in the avenues 
of promotion of Class III and IV staff 
can be effected. 

(Paragraph 4.30) 

*(87) It is necessary to determine the 
categories and number of staff that are 
likely to be rendered surplus on individual 
railways and as to how best they could be 
absorbed in alternative employment, after 

...suitable 
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after suitable training. For this purpose, special training 
programmes should be started. 


that 


(Paragraph 4,31) 
(88) To the extent,/future developmental works will 
require additional officers, temporary officers should be 


absorbed on a permanent basis. 

(Paragraph 4.32) 

(89) 25 per cent of the vacancies that arise in Class III 
and IV posts should be filled by General Managers from 
amongst the sons of railway employees. 

(Paragraph 4.33) 

(SO) a. system of merit marks for good work, somewhat on 
the lines of the Brown System of Discipline, may be considered. 

(Paragraph 4,34) 

(91) \.q consider that periodical transfers of staff who 
come into contact with public upset the morale as also the 
loyalty of staff and only if there are specific proved complaints 
should such transfers be ordered, taking into consideration 
all aspects of the work, of the employee, s 

(Paragraph 4.35) 

*(92) Special care should be taken in respect of 
recruitment and training of personnel officers. The 
t ersonael Branch on hailways should be placed on a 
footing similar to other major Departments of the Railways, 
ersonnel Officers should not be changed frequently. 


(Paragraph 4,37) 


t> • * 


,. Chapter V 
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CHAPTER-V — OPERATION 

(£3) The density of freight traffic on the Indian 
Fkklways, which is fairly high, compares favourably with 
that in advanced countries. (Paragraph 5.13) 

(94) Judged from the figures of freight traffic and 

the high density of passenger traffic and an out-moded 
signalling anc. communication system which remains 
frequently ineffective, the performance of Indian Rail¬ 
ways is decidedly impressive. (Paragraph 5.14) 

(95) Lawlessness, to which the Indian Railways are 
an easy prey, has been a great handicap.(Paragraph 5.15) 

(96) The demand for additional suburban trains, 
which could not be reasonably fulfilled, was pressed 
home by resorting to stoppage of trains,(Paragraph 5 16) 

*(97) Governments at the Centre ana in the States 
should apply their minds as to how the public opinion 
may be mobilised with a view to tackling this law and 
order problem, (Paragraph 5.18) 

(98) Reasons for drop in w^gon kilometres on the 
Central, Northern, Southern and Western Railways are 
analysed in para 5.20(a) to (d). (Paragraph 5.20) 

(SS) Causes which h-=ve led to a crop in wagon kilo¬ 

metres per wagon day are remediable and R-ilways should 
take effective steps to remove them. (Paragraph 5,21) 
(100) 7e do not favour a large cushion of wagons and 
consider that the objective should be to meet the un¬ 
foreseen fluctuations of traffic by better utilisation 
of wagons ane better methods of chasing.(Paragraph 5.22) 


( 101 ) 
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;iOl) 4s regards heavy foodgrnin movements, no railway 
id can allow its wagons to be utilised as Store Houses, 


nor can 


storage be provided in goods sheds for a large 


volume of fooogra.ins. The Food Ministry or the Food Corpo- 
■ --tier should arrange to provide storage go downs or silos 
U : buffer stocks. Coal dumps should be created to 


oven out the requirement of wagon. 


(P aregr aph 5.23) 


(102) The marshalling of wagons for the farthest point, 

consistent with the availability of traffic, should be 
aimed at. (Paragraph 5.24) 

(103) Continuous study shoule be made to eliminate 

stoppage of goods trains or the- hole up of wagons at 
intermediate points. (Paragraph 5.25) 

*(104) Important and key yards should be well equipped 


and preferably mechanised. 


(Pnrograph 5.26b) 


(105) The object should, be to centralise the marshall¬ 
ing work at the key yards located close to the points of 


origin of traffic. 


(P a.rag raph 5 „ 27) 


(106) A considerable empty haulage of wagons to the 

ports and transhipment points was involved in the food 

mor ements, which apparently contributed to a drop in the 

percentage of loaded movement. 4 close watch should be 

r -a:: it a i nod on empty haulage and average wagon loads. 

(Paragraph 5.28) 

(107) It will be noticed that the performance of steam 
•_ ; ,ines h-s deteriorated. The problem is essentially one 

inc'ucnsing the speeds of trains and judicious schedul- 
of slower services. (Paragraph 5,29) 


( 108 ) 
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(108) The tendency to keep a larger number of 
engines in circulation than actually required is un¬ 
economical and should be discouraged. (Paragraph 5.29) 
*(109) Diesel and electric locomotives should give 

an output of 700 kms. per day per engine on line. 

(Paragraph 5.30) 

(110) To ensure efficient maintenance of electric 

engines, a closer officer-oriented supervision by 

experienced electrical engineers is necessary. 

(Paragraph 5.31) 

(111) The hauling capacities of different typos of 

engines on various sections should be carefully deter¬ 
mined by actual trials and the train loads adjusted 
accordingly. (Paragraph 5.34) 

(112) We consider th-t the policy of allocation of 
engines for different services should bo reviewed by 
the Railway Board and their allocation should be made 

go as to produce the maximum output. (Paragraph 5.35) 

(113) It is noticed that speeds of trains hauled by 

steam engines h^vo gone down appreciably. Compared with 
the best results obtained in 1960-61, the present 
results indicate a drop of 3.4 kilometres which 
constitutes 18%. (Paragraph 5.37) 

(114) The average speed of diesel or electric 

trains falls in the range of 17 to 26 Kms. per hour, 

(P nrag raph 5.38) 

*(115) Since the maximum permissible speed of 
4-wheelers is 45 miles (67.5 Kms.) an hour, the scheduled 
speed of goods trains should be raised to this level, in 
particular of trains that are hauled by electric or 
diesel engines. (Paragraph 5.38) 
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*(116) The Railway Board should examine whether ordinarily 
four-wheel or brakevans could be allowed to run at SO Kras, per 
hour on trains consisting exclusively of bogie stock so that 
full advantage of dieselisation or electrification and bogie 
stock may be obtained. (Paragraph 5.38) 

consider that disbanding of the Hot Boxes Organi¬ 
sation in the Railway Board was premature.(Paragraph6.38-xii) 
(118) It should, be the Railways' aim to achieve an average 
speed of 25 to 30 miles an hour for diesel and electric trains 
on the broad gauge, which may be further improved.when maximum 

permissible speed goes beyond the existing limit of 45 k.P.H, 

(Paragraph 5,,38-xiii) 

‘tllQ) \Ve feel that the metre gauge problem should be viewed 
from a different standpoint. If the large population of these 
areas is to be gainfully employed, industrialisation is impera¬ 
tive. Me must, therefore, improve the railway system in these 
areas so that industrialists may not be inhibited from establi- 
-shing new industries. In audition the strategic value of these 
systems for national security should also be fully taken no to of» 
Th> entire Himalayan border is now vulnerable. So is the 
Rajasthan border with Pakistan. These areas are served by the 

metre gauge and so is the coastal bolt in the South. 

(Paragraph 5,41) 

*(120) The. cost of operation per ton Km. on the metre gauge 
is 5.42 paise as against 3.30 paise on the broad gauge. The 
disparity in the cost of operation, coupled with the future 
prospects and. social needs, are pointers in favour of conver- 
■'' an of thw metre gauge into broad gauge. Ms recommend that 

annual investment of about Rs.lO crores should be set apart 


for.... 



for this purpose so that about 200 Kms. m^y bo converted 
yearly. Juaging both from commercial and strategic angles 


we consider that the following sections merit considera¬ 
tion for conversion to broad gauge — 


a) 

Barauni - Katihar 

• 


b) 

Barabanki - Gonda - 
Chapra - Barauni, 

Gorakhpur- 

c) 

Bhatinda - Suratgarh 

- Bikaner* 

d) 

Cochin - Trivandrum 

- Tuticorin 

e) 

Viramgam - Okha. 



(Paragraph 5.42) 

(121) The Railways and Port authorities should main¬ 

tain close coordination and work in concert so that 
traffic may move freely. (Paragraph 5,43) 

(122) In our opinion, wagon holding inside the Port 

area should not normally exceed 2 to 5% times the total 
incoming and outgoing traffic. (Paragraph 5,44) 

CHAPTER-VI — CIVI L SNGlNKHRXtLQ . 

*(123) In view of the increasing expenditure year by 
year, it is very necessary that modern techniques and 
improved methods for maintenance are adopted not only 
to effect economy in expenditure but also to maintain 
the assets in a satisfactory state of repair, under 
steadily increasing density of traffic, (Paragraph 6.02) 

(124) Better track standards have to be adopted now 
on account of the additional strain on the permanent- way 
brought about by the use of the more powerful diesel and 
electric locomotives and heavier bogies and other types 
of wagons. (Paragraph 6.04) 


( 125 ) 





(125) Both from the economic ana operational point of view 
the Railways should pursue vigorously their programme of track 
strengthening ana track modernisation. (Paragraph 6.04) 

(126) he fine, that the Railway Board has recently issued 
directives to the various zonal railways that the available 
funds should be utilised for ballasting the trunk routes and 
main lines in preference to branch lines. This is a move in 
the right direction and we hope that with the steps taken by 
the Railway Board to rationalise the specifications for stone 
ballast, adequate supplies will become available ana that 

ballasting programmes will go ah sad quickly an:: purposefully. 

(Paragraph 6.05) 

*(127) It is found that the life of even the creosotod soft 


wood sleepers is only about 8 to 10 years and in some' locali¬ 
ties even less end this leads to frequent renewals ana dis¬ 
turbing of track bed which then takes considerable time to 
settle down. The intake of soft wood sleepers should, there¬ 
fore, be restricted only to such quantities as can be properly 
creosotod* (Paragraph S.OS.) 

*0128) Experience has shown that GST-9 (Cast Iron) Sleepers 


have also to be removed on certain heavy density routes in 
lesr than 20 years and in addition arc not suitable for track 
circuiting ~no automatic signalling. Therefore, th« Railways 
h-v.. to go in for concrete sleepers in a big way ana wo 
suggest that they should draw up a programme for an annual 
relaying of at least 150 miles with concrete sleepers on the 


trunk routes, progressively increasing the pace, as the avail- 
.V'.ity of concrete sleepers increases, (Paragraph 6.07) 


( 128 ) 
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(129) wo understand that a stage has now been reached 

when concrete sleepers can be expected to go into produc¬ 
tion during the course of the present year. V/e also 
understand that a great advance has been made by the 
Research, Designs and Standards Organization in develop¬ 
ing a now type of elastic fastening. (Paragraph 6,07) 

(130) The use of long welded rails and concrete 

sleepers should provide an ideal solution to many track 
problems. (Paragraph 6,08) 

(131) In foreign countries where cirected maintenance 
has been in operation, considerable economies h--vo been 
effected and, at the same time, improved track conditions 
achieved. It is understood tbnt the Railway Board has 
takc-n steps to introduce , directed maintenance as an experi¬ 
mental measure on one of their trunk routes, (Paragraph 5.09) 

(132) The Railways have made a beginning in regard to 

machine maintenance and measured! shovel packing. Since 
satisfactory results hrivc been reported, these methods 
should be extended to cover the important trunk routes as 
early as possible. (Paragraph 6,09) 

*(133) It is quite possible that with the adoption of 
new methods of maintenance, the employment potential in 
the category of gangmen may be somewhat reduced, but 
considering economies and the increased avenues of 
promotion that will result for this category of staff, it 
is hoped that there will be no opposition to the intro¬ 
duction of such improved methods. (Paragraph 6.10) 


( 134 ).... 
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*(134) It appears essential tart there should bo n Track 
Go'll attached to each railway. The Track Cells must make 
comprehensive plans to make an efficient and regular use 
of the welc'ing plants, track maintenance machines, ultra¬ 
sonic flaw detectors and all the available track re cor d- 
-ing cars. (Paragraph 6.11) 

(135) Simultaneously with the adoption of improved 
methods of tr-ck maintenance, Railways should nLso take 
steps to rehabilitate weak formations on some of the 
important routes*, (paragraph 6.12) 

CH APTER-VII - MECH ANIQAL ENGINEERING-REPAIR 

Tnd: MNT EN.ANCE OF ROLLING ST OCK 

*(136) In the context of the changing pattern of holdings 
and the growing dioselisation. and electrification, the whole 
problem of the maintenance ana periodical overhaul of rolling 
stock h^s to be reviewed so th~t the work of rolling stock 
repairs may be redistributed more rationally amongst the 
various workshops. (Paragraph 7.02) 

(137) Existence of about 48 mechanical workshops on the 

* 

railways has led to multiplication of Repair arrangements, 
multiplicity of costly equipment and a diffusod stocking of 
sp-’re parts -*nd materials which inevitably builds up 
inventories. (Paragraph 7.03) 

(138) 7e consider that it is high time th^t workshop 
org-nization is taken up with sufficient forethought, 

gin tion and coordinated planning to obtain optimum 
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*(139) Mr, Michael Dchm, Jirs-cto^ of Productivity, 

German Federal Railways, examined the working; of the 

repair workshops of the Indian Railways in 1S58, and 

made certain valuable suggestions. Those arc givcu n n 

para 7,04 (i to xiv) and we consider that this report 

should be quickly re-examined and implemented to the 

extent found feasible. (Paragraphs 7,04 

to 7.06) 

*(140) The modern trend in foreign countries is to 
delink the operating units from repair workshops and 
to introduce centralised control over them. We 
recommend that the Railways should follow this pattern 
and, to start with, the Kanchrapara and Khargpur work¬ 
shops should be placed under the control of the General 
Manager, Chittaranjan Locomotive Works and the General 

Manager, Diesel Locomotive Works, respectively. 

(Paragraph 7.07) 

(141) Advance planning should be made to make use 
of suitable steam loco workshops, which will be re¬ 
leased as a result of dieselisation and electrifica¬ 
tion for the purpose of doing P.0.H, to coaching stock 
and wagons and thereby the need for putting up new 

workshops for this purpose may be obviated. 

(Paragraph 7.09) 

(142) Some of the smaller steam locomotive shops 

that may be found surplus should be disposed of 

(Paragraph 7.10) 

(143) Y/herever electrification and dieselisation 
have proceeded substantially, the question of closure 

of some of the steam sheds should, be pursued with urgency 
on a rational basis. (Paragraph 7,11) 


( 144 ) 
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(144) The staff strength for the maintenance of stoam 

locomotives or. the Railways should also be progressively 
adjusted in relation to the degree of utilisation of 
these locomotives. (Paragraph 7.11) 

(145) 4ny proposal for new di.sel sheds should be 
viewed with caution and if practices in countries like 
the U.3.A. are any guide, it should be our endeavour to 

manage with as few diesel sheds as possible. 

(Paragraph 7.12) 

(146) In respect of day-to-day problems of maintenance 
of the rolling stock on the zonal railways, we suggest 
that work study teams should bo periodically constituteu 
to visit and make a detailed investigation of the work 
that is being done in the loco sheds and sick lines with 

a view to improving the methods and effecting economy 
and efficiency. (Paragraph 7,13) 

*(147) Wo recommend that all the work connected with 
the maintenance of electric locomotives and the electrical 
components of diesel locos should be centralised under one 
authority, who may be redesignated as the Chief Traction 
Engineer, A stage for this rcuesignation .wmld bo reached 
when the present Chief Mechanical Engineer is relie-ved of 
his workshop responsibilities. Th-, Chief Electrical 
Engineer will then only b~ responsible for the maintenance 
of fixed assets and supply and distribution of power. The 
Chief Traction Engineer may be a Mechanical or an Sloctri- 
-cal Engineer. (Paragraph 7,14) 

(148) It will be necessary to build up a cadre of 
Traction Engineers with knowledge of both the mechanical 





uates 
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snd electrical branches. For this purpose, 
who are recruited through the U.P.S.C. as also the 
special class apprentices trained in Jamalpur, 
should be given an intensive course, during their 
period of training, in the maintenance of all the 
three types of traction, namely steam, diesel and 
electric. (Paragraph 7,16) 

(149) The costing technique in vogue in the work¬ 

shops should be improved and brought on par with the 
procedure followed in the Chittaranjan Locomotive 
Works. (Paragraph 7,16) 

(150) With the rationalisation, which has been 

proposed, it should be possible to introduce batch 
costing for identical types. (Paragraph 7.17) 

ciypTER^vni - 

(151) With the steady increase that is taking place 
in the number of sections that are being dicsclised and 
electrified, the provision of automatic signalling on 

such sections will result in improved operation. 

(Paragraph 3.02) 

*(152) Wo recommend that the Railways should embark 
upon a long term integrated plan for the modernization 
of their signalling. (Paragraph 8.03) 

(153) We are satisfied that the indigenous 
Manufacture of modern signalling equipment in the 
country is practicable and suggest that the Railway 

Board..... 
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13oard should make very early arrangements for iws 
manufacture. (Paragraph 8.04) 

(154) The Research, Designs am. Standards Organiza¬ 
tion should take effective steps to develop research 
with a view to evolving improved designs for the 

signalling equipment needed by the Railways. 

(Paragraph 8.05) 

*(155) An annual plan for the modernization of 
signalling has been suggested. (Paragraph 8.06) 

(156) We are glad to learn that automatic train 
control equipment is being installed on the Sealdah- 
Burdwan and Gaya-Moghalsarai sections of the Eastern 
Railway. With the increasing density of traffic and 
speed of trains, it is very necessary to have this 
safety device installed on important sections where 
density is heavy and speeds are high. (Paragraph 8.07) 

(157) Y3e suggest that the electrical control arrange¬ 
ments should be devised for the operation of out-lying 
points to colliery sidings so as to eliminate the 
existing time - consuming arrangements for their 
manual operation by the use of keys. (Paragraph 8.08) 

(158) The Railways should embark quickly on an 

intensive programme for the training of existing staff. 

(Paragraph 8.09) 

*(159) An efficient communication system is an 
essential pre-requisite to the proper regulation and 
control of movement of traffic. (Paragraph 8.10) 

(160) Large scale theft of copper wires is affect- 
-ing the railways’ communication system.(Paragraph 8,10) 

( 161 ), 
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(161) Railways should undertake a crash programme of 
replacement of copper wires by AC3R conductors so that the 
problem of theft can be minimised. (Paragraph 8.12) 

*( 162) An extensive micro-wave network connecting the 
railway headquarters and principal operation points will lead 
to efficient operation and control. The Railways have now 
launched a scheme for such a micro-wave network, which we 
suggest should be executed during the ensuing plan. 

(Paragraph 8.13) 

(163) With a better tele-communication system and wagon 
control programme, quicker transit and better service to the 
customers will be possible. (Paragraph 8.14) 

*(164) Limitations of finance should not stand in the way 
of providing an efficient communi cation system for the Railways, 

(Paragraph 8.15) 

CHAPTER .. IX - RAILW AY,, SAFETY 

(165) The progress made in the implementation of the Railway 

Accidents Committee's recommendations is given in para.9.03. 

(Paragraph 9.03) 

(166) Railway Board have not accepted 22 recommendations 

and the broad categories into which these 22 recommendations 
fall are given in para 9.04. (Paragraph 9.04) 

(167) The reasons given hy the Railway Board for not 
accepting these 22 recommendations are given in Annexure IX/9, 

(Paragraph 9.04) 

(168) Details of the two recommendations that are still 
under examination are given in Annexure IX/9 • (Paragraph 9,04) 

^169) Considering the paramount need for improving the 
discipline on the Railways, recommendations contained in items 


«*. 50 
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50, 62 and 65 are very vital and we suggest that the Railway 
Board should re-examine them once again for implementation. 

(Paragraph 9.04) 

(170) While there has been improvement in the percentage 
of staff who attended refresher courses out of those who are due 
to attene, we feel that the Railways should take vigorous steps 
to improve the percentage still further. (Paragraph 9.05) 

*(171) We suggest that the Psycho Technical Cell attached to 
the Railway Board's office should make a study of the personality 
characteristics of drivers and station masters, who have been 
involved in collisions and see whether any pattern emerges in 
regard to their recruitment, their age groups or their 
educational standard> which may point to the need for remedial 
steps. (Paragraph 9.06) 

(172) We have gone through some of the inquiry reports on the 

circuiting 

recent collisions and we find that even on sections where track 2 
or automatic signalling has been provided, collisions have taken 
place because of the failure of the human element. This shows the 
paramount need for the staff to be vigilant and for the conti¬ 
nuance of the safety drive in all directions.(Paragraph 9.07) 
*(178) One of the reasons for the incidence of human lapses 
leading to accidents is the standard of discipline at various 
levels. (Paragraph 9.08) 

*(174) In the interest of the safety of the travelling public, 
it will be an appropriate step to exclude railway employees 
connected with the safe running of trains from the purview of 
Article 311 of the Constitution, so that disciplinary action 
can be swift in the case of those who cause accidents and loss 
of human life. (Paragraph 9.08) 
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*(175) e recommend a system similar to the'^rown" System 
of discipline in force on the Canadian Pacific System for use 
on the Indian Railways. (Paragraph 9.00) 

(176) A. feeling is prevalent- among the staff that even if 
they do not work satisfactorily, they can get away with it 
either lightly or altogether by taking advantage of the 
dilatory procedures or by bringing outside influence, 

(Paragraph 9.09) 

(177) It is not sug at the recent spate of 

a 

accidents is entirely due to/fall in discipline standard, but 
we cannot completely rule out this factor from our consideration. 

(Paragraph 9.09) 

(178) It has to be impressed on the staff and officers 
that they should adopt constitutional methods to get their 
grievances redressed and should not try to enlist the support of 
an outside agency for this purpose. (Paragraph 9.10) 

*(179) The existence of multiplicity of rival unions in the 
Railways with supervisory and other staff drawn into their 
fold as office bearers creatss unhealthy tendencies amongst the 
office bearers and active workers of the unions. We 
reiterate the recommendations Dfthe Railway Accidents Committee 
that senior supervisors should be debarred from becoming office 
bearers of the unions. VIq urge the unions not to take up an 
agitational approach in staff matters including individual 
cases but to settle matters with the administration through 
constitutional means available to them, (Paragraph 9.11) 

CHAP TER _X - RESEARCH, DESIGNS & 

S TANDARD S ORGA NISAT ION. „ 

(180) The future of the Indian Railways lies in modernisation 

and introduction of improved techniques for efficient operation 

...and 
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anc] for greater safety. The Research, Designs & Standards Organisati 
has, therefore, a very impo-tant part to play. (Para 10.01) 

(181) Functions of the l.D.S.O. have since been enlarged 

and diversified on the lines suggested hy the Railway Occidents 
Committee. (Paragraph 10.02) 

(182) The R.Dr.S.O. has to function as technical adviser to 

the Railways .and thus its activities span the entire field of 
railway engineering. (Paragraph 10.03) 

*(183) Fo; some time, the Central Board of Railway Research 
has been meeting only once a year. . e have seen the minutes of 
some of its meetings, he are constrained to remark that there has 
been a gradual falling of the attendance of outside members 
and often only representatives, who a^e not high up in the 
profession, are sent. On the whole, the deliberations of the 
Central Board of Railway Research lead us to suggest that its 
working and that of its sub-committees should be revitalised. 

(Paragraph 10.04) 

(184) While the programme of research and its priorities should 
be laid down by the Railway Board and the C.B.R.R., set up for 
the purpose, the Director General, Research,Designs & Standards 
0 ganisation should not be restrained from undertaking any work 
on his own. (Paragraph 10,04) 

*(185) It is necessary that the work of the R.D.S.O., as a 
whole,should be periodically revievjed by the Railway Board in 
great detail. The Committee found that recently the whole Board 
visited the Research, Designs & standards Organisation and 
spent considerable time in assessing the work and giving 
guidance on the spot* (Paragraph 10.06) 
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*(186) I?e h svq been disappointed to no os chat t n.' first 
review of the activities of theR.D.S.O. to Parliament did 
net contain any worthwhile evaluation of the research 
activities of the R.D.S.O. made by the Central 3oard of 
Railway Research or by the Railway Board.Re recommend that 
a suitable evaluation technique should be developed and the 
Central Board of Railway Research should comment on the 
activities of the R.D.S.O. and its evaluation. This review 
should then be placed before the Parliament once in 3 years 
with the Hallway Board's comments. (Paragraph 10.06) 

*(187) It would be advantageous if a highly qualified 
mathematician, an industrial chemist, and a physicist, who 
is a. specialist in electronics, are appointed in the Research, 
Designs and Standards Organisation as early as possible. 17ith 
their knowledge and experience in fundamental research they 
will supplement the applied research work undertaken by the 
Railway Engineers. (Paragraph 10.08) 

(188) 4s the activities are further enlarged, the Railway 
Board should unhesitatingly increase the strength of technical 
officials as required. In respect of non-technical personnel, 
the Railway 3oard should examine whether there is need for 
such a large number in the R.D.S.O. as at present. 

(Paragraph 1C. 08) 

(189) In the matter of equipment, the R.D.S.O. does not 
compare well with the institutions abroad. The^R.D.S.O. should 
therefore, take steps to build up the necessary equipment 

for the promotion of research. (paragraph 10,09) 

*(190) The R.D.S.O. has to develop further its laboratories 


• #»••and 
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and equipment, and it should build up its cadre of expert 
research personnel. Unless this is done, technical development 
in various fields on the railways will be handicapped 
particularly when very little railway expertise is available 
in the country outside the railways. (Paragraph 10.10) 

(191) Certain lines, an which the attention of the R.B.S.O. 
should be directed, have been emphasised in para 10.11. 

(Paragraph 10.11) 

(1S2) It should be the policy of the Railway Board to invite 
foreign experts from other countries to visit the R.D.S.O.and 
to exchange ideas with them and review the lines on which 
investigations are being done, iwiaule scientists in India should 
be requested to visit the R.B.S.O. (Paragraph 10.12) 

(193) The Documentation and Publication Section needs greater 

attention. This section should be placed under a technically 
competent Joint Director. (Paragraph 10.13) 

(194) Staffing is an extremely important problem, as the 
progress depends entirely upon the quality of the personnel 
employed. Only such railway men, as possess a special 
aptitude and acumen for research work should be selected. 

(Paragraph 10.14) 

(195) A.s regards the Directors and other officers and staff, 

the Director General, RDSO should be allowed sufficient 
discretion to pick up suitable personnel who should be readily 
spared by the railways. (Paragraph 10.14) 

*(196) Continuity of tenure in an organisation of this 
nature is of prime importance. The question of seniority 
and. emoluments should net hamper the research organisation 


«* • * in 
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in recruiting the best talent available and getting the best out 
of them. (Paragraph 10.15) 

*(197) We suggest that successful research workers may he 
allowed extension of service up to the age of 60 years and 
that in special cases they may even he allowed to continue 
beyond this age. (Paragraph 10,15) 

(198) We would like to emphasise that even though due care 
may have been taken in making the first selection, the work 
of selected personnel should be carefully watched from the 
start and any one found unsuitable should be promptly returned. 

(Paragraph 10,15) 

(199) There should be a periodical review once in 3 years 
of the work of every individual engaged in research and 
allied activities in the R.D.S.O. so as to assess whether 

the standard of his work merits any incentive. Such a 

procedure already exists in the Council of Scientific & 

Industrial Research. (Paragraph 10.17) 

*(200) We note the recommendation of the Railway 

Occidents Committee that there should be continuity in the 

tenure of the Director General,R.D.S.O. We regret that 

this recommendation has not been heeded to. We urge that 

the policy advocated by the Railway Accidents Committee should 

be implemented in future. (Paragraph 10.18) 

(201) Necessary facilities for the proper training of the 

research personnel so as to promote their knowledge of 

advanced scientific and technical subjects should be made 

available, (Paragraphs 10.19 & 

10 . 20 ) 

It 
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(202) It is inappropriate that any technical recommendation 

or proposal of the R.B.S.O. should, be examined and commented upon 
by any one lower in rank than a Birector in the Railway Soar’d. 

(Paragraph 10.21) 

(203) We consider that it will be prudent to widen the scope 
of the consultancy work that is being taken up by the R.D.S.O.. 

(Paragr ap h 10.22) 

*(204) Y.'e reiterate the recommendation of the Railway Accidents 

Committee that it should be the Research, Designs and Standards 

Organisation who should certify, new designs of locomotives and 

rolling stock.The Research, Designs and Standards Organisation 

is well equipped for this purpose, and, therefore, there is no 

point in having an overlap of functions between the R.B.S.O. and 

the Commissioner of Railway Safety. (Paragraphs 10.23 & 

10.24) 

*(205) In the matter of prescribing standards, it should be the 
R.D.S.O. that should advise the.Railway Board and not the Commissi one 
of Railway Safety. (Paragraph 10.24) 

*(206) The technical expertise of the R.B.S.O. and its status 
as a technical consultant and the top railway research organisation 
should be built up by adopting the policies suggested in earlier 
paragraphs. We hope that in this manner, the R.B.S.O. can earn 
recognition not only in this country but abroad also, 

(Paragraph 10.25) 

CHAPTE R XI - STORES ORGA NISATION 
(207) The annual procurement of railway stores through the 
Director General, Supplies & Disposals comes to about Rs.100 to 
120 crores, As per the existing procedure, Railways are 

...dependent 
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dependent on the Id rectos* General, Supplies & Disposals for 

supply of even essential items required for maintenance, delay 

in the supply of which holds up at times operations in the 

workshops and in the field, (Paragraph 11,03) 

*(208) We-consider that all items of stores, which are 

purchased only by the Railways and not by other Government 

departments, for example, items like rolling stock components, 

track fittings and tools, train lighting equipment, electric 

traction equipment and signalling equipment, should be taken 

over from the central procurement agency by the Ministry of 

Railways. The reasons for the above suggestion are given in 

Para 11.08. (Paragraphs 11,0?& 

11.08) 

*(209) With the acceptance of our suggestion, some 
additional purchase work will devolve on the Stores Organisationo 
the Railways. We suggest that as far as possible this work 
should be passed on to the zonal railways, the Railway 

Beard only bringing about the necessary co-ordination. 

, (Paragraph 11.09) 

(210) We consider that the system of inventory control 

should be modernised. The inventory holdings on the railways 
are of the order of Rs.140/- crores, which is considered high. 
Effective steps should be taken for bringing down this 
inventory. (Paragraph 11.10) 

(211) Certain modifications and streamlining of stores 

procedures have been suggested in paras 11.IT to 11.14. 

(Paragraph 11.11) 

- MILI4YJPRG^E£TIC|L.gQBCa 

(212) It is evident that the Railway Protection Force 
has not been effective enough and the results have not been 
commensurate with the large annual expenditure of over Rs.9 


crores 
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crores incurred on maintaining it, (Paragraph 12,02) 

* (213) The General Manager, as the head of the zonal railway, 
should have effective control on the Railway Protection Force, 

It has to be appreciated that the Railway Protection Force is 
essentially a service organisation for the Railways, 

(Paragraph 12,03) 

*(214) The Chief Security Officer should be placed under the 
effective control of the General Manager. The appeals against 
the orders of the Chief Security Officer should be dealt with 
by'the General Manager. (Paragraph 12.03(a) 

(215) The Chief Security Officer should maintain a close 
liaison with and get guidance and direction from the Chief 
Commercial Superintendent in the matter of preventing thefts and 
pilferages and minimising claims. (Paragraph 12.03(b) 

*(216) The Security Officers and Assistant Security Officers 
in the divisions should take orders from the Divisional 
Superintendent. The Divisional Superintendent should write the 
confidential reports of the Security Officers and Assistant 
Security Officers functioning under him and then forward them to 
the Chief Security Officer. (Paragraph 12.03(c) 

*(217) In the railway workshops, the officers of the Railway 
Protection Force should be responsible to the Works Manager. 

(P aragrar h 12.03(d) 

(218) The problem of thefts and pilferages constitutes an 
important cause of diversion of high rated traffic to the road 
despite favourable rail freights. The remedy lies in the R.P.F. 
officers and staff working in close liaison with the Operating 

• • • 9 .nc 
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snd Commercial Officers. 

OElfia-jail - miKOJ^aQUM SI 

DEPA RTMENT __ 

(219) It is considered that the present practice of referring 
tha enquiry reports on complaints against officers to the 

Central Vigilance Commission should continue. (Paragraph 13.05) 

(220) The departure from the Kriplani Committee’s 
recommendation in the matter of consulting the concerned heads 
of departments is not a desirable change. (Paragraph 13.06) 

(221) A comparison of the number of complaints enquired into 
and punishment inflicted after the present Vigilance Organisation 
came into existence with that of the position prior to it 
shows that although a larger number of enquiries were 
instituted against officers, the number of cases in which 
punishments were inflicted was much less. (Paragraph 13.06) 

*(222) Since serious consequences follow the institution of 
a vigilance enquiry, it is necessary that the initial screening 
of the complaints should be done thoroughly so as to avoid 
innocent staff being involved in these enquiries. 

(Paragraph 13.06) 

*(223) We recommend that the arrangonents suggested in the 
Kriplani Committee’s recommendations should be restored. 

(Paragraph 13.06) 

(224) We consider that it is inappropriate for a judicial 
or a quasi-judicial body like the Vigilance Organisation 
to have informers, i.e. spies. Action taken against the 
complainants who make false complaints or give false information 
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(Paragraph 13,08) 

(225) It would be desirable if the C.3,1. concentrated on 
the types of cases mentioned in para 13.10(a to d). 

(Paragraph 13.10) 

(226) The Vigilance Organisation should work in such a manne 
that bona-fide actions are not questioned. Unintentional lapses, 
errors of judgment or matters arising out of exercise of 
discretionary powers where evidence is lacking should be left to 
the care of the departmental authorities, (Paragraph 13.11) 

(227) The General Manager and his heads of departments have 

a leading role to play in prevention of corruption and nothing 
should be done which may create an impression in their minds that 
they have been relieved of this responsibility or that it has 
to any extent been diluted. In fact they should be judged by 
their success in keeping down corruption. (Paragraph 13.12) 

*(228) The problem of prevention of corruption should be 
tackled on the following lines - 

(i) k strong public opinion should be built against 

corruption. (Paragraph 13.13(i) 

(ii) Anonymous and pseudonymous complaints should 

not be taken up for enquiry. In respect of signed 
complaints, the bonafides of the complainants 
should be first established, (Paragraph 13.13(ii) 

(iii) People should be appointed to the high posts in 
the Railways only after making sure about their 
honesty and competence. T/hen once selected and 
appointed, they should be trusted and made 
responsible fairly and squarely for weeding out 

... corrupt 
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corrupt persons. (Paragraph 13.13(iii) 

(iv) The contents of a complaint should not be viewed 
in isolation without considering the full 
circumstances of the case and also the 
reputation and past performance of the person 
against whom the complaint has been made. It is 
only the head of the department who can examine 
these complaints in the above perspective and 
can tender advice as to the course of action. 

Vigilance officers should, therefore, invariably 
consult the head of the department or the 
controlling officer. (Paragraph 13<,13(iv) 

(v) In the event of difference of opinion between 
the Chief Vigilance Officer and the head of the 
department, the case should be referred to the 
General Manager, whose decision, whether an 
enquiry is to proceed against a Class II, III or 
IV staff or not, should be final. Cases of Class I 
officers should be referred to the Railway Board, 
where the Board Member should be consulted whether 

an enquiry is to proceed. (Paragraph 13.13fiLv) 

(vi) 4 monthly statement of the complaints against 

officers which have been filed after preliminary 
scrutiny should be sent to the Chief Vigilance 
Commissioner for his information and any 
instructions received from him for pursuing any 
of these cases should invariably be complied 

(Paragraph 13.13(vi) 


wi th. 
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Cvii) A.ction must be taken in all cases against the 
sources or the complainants who have falsely 
implicated a railway official. (Paragraph 13.13(vi) 

(viii) Cases of alleged misuse of discretionary powers 
should be left to be handled by the concerned 
executive authorities. (Paragraph 13.13(vii) 

(ix) In cases where real corruption or corrupt 

practices are involved, the vigilance machinery 
should function swiftly and punishment should be 
stringent, particularly in the case of officers. 

(Paragraph 13.13(vi5i) 

*(229) The size of the Vigilance Organisation on the Railways, 
as shown in the table in Para 13.09, is definitely top heavy 
and has no parallel in any other Ministry including the Defence 
Ministry* (paragraph 13.14) 

* (230) It is considered that there is no necessity to have an 
officer of the rank of Director General in the Railway Board for 
Vigilance work. The present vigilance organisation should be 
converted into a directorate. Paragraph 13.14) 

(231) There is no need for such a large number of Deputy 
Directors in the Vigilance Directorate. (Paragraph 13.14) 

*(232) It is considered that unless the administration has 
reasons to think that the continued stay of a particular person 
at a certain place is undesirable, there should be no need to 
transfer staff gust as a matter of course every three years, 
because this causes personal hardship and dislocation of 
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children's education. (Paragraph 13.15) 

(233) As regards the set-up on the Railways, we consider 
that not more than 2 or 3 senior scale officers should be 
ear-marked specifically for the vigilance work. The Senior 
Deputy General Manager should continue to be in overall charge 
of the vigilance work, but he should consult the heads of 
departments on complaints pertaining to the officers and staff 
working under them. (Paragraph 13.16) 

*(234) The C.3.I. or the S.P.E. should also consult the 
General Manager or the Railway Board as the case may be before 
starting an investigation on their own. If there is difference 
of opinion between them whether an enquiry should proceed or 
not, the case may be refer: ed to the Central Vigilance 
Commission whose decision would be final. (Paragraph 13.17) 

CHAPTER XIV - FIMCB A MD ACC OUNTS 
DEPARTMENT . 

*(235) It has been represented by certain railway 
administrations that the general principle of the Accounts 
Officer being a friendly critic is more or less set at naught 
at the lower levels because of lack of appreciation by the 
latter of their proper role. The correct attitude to bQ 
adopted by the Finance and the executive officers in dealing 
with the financial problems needs to be re-emphasised. The 
attitude of the financial officers should be to help the 
executive and to avoid being meticulous. Similarly, the 
executive officers on their part should give due consideration 
to the financial advice and if a difference of opinion still 

persists, the matter should be referred to the higher level 

......for 
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-or a decision. (Paragraph 14.04) 

* 

(23.6) There is an urgent need for a major change in the role 
assigned to the Finance and Accounts Officers of the Railways. 
TheSe officers iiave a great part to play in rendering advice to 
the General Manager and the executive officers on matters concern¬ 
ing economy, operating efficiency and the overall finances of the 
Railways. The meticulous scrutiny of individual small proposals 
already approved and sanctioned irrespective of the magnitude 
of these individual matters should not receive much attention 
of the Finance and Accounts Officers. Their energy should be 
concentrated on items like - 

(a) Performance budgetting, 

(b) Effecting economy and overall efficiency, 

(c) Detailed examination of major schemes. 

(Paragraph 14.05) 

(237) For performance budgetting, adequate costing data should 

be available and for this purpose it will be necessary to develop 
norms of dependent cost for operation. Once these norms have been 
prescribed, the increase in operating expenditure required for any 
targetted increase in out-put can be correctly arrived at for 
incorporation in the budget. (Paragraph 14.06) 

(238) The top executive should have a clear picture of the 
increase in expenditure due to the various factors and where the 
expenditure is disproportionate to the output, steps should, be 
taken to investigate and take remedial measures.(Paragraph 14.07) 


( 239 ) 
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(239) Performance budgetting can be successfully carried 
out only if the accounting and costing systems are 
improved, and the flow of information from the various 
points of Railways to the Divisions and the headquarters 

of the Railways is prompt and up-to-date. These points 
should engage immediate attention of the financial 
administration on the railways. (Paragraph 14,07) 

(240) We consider that there is an urgent need for 
the Railway Board to set up a Committee of expert 
Railway Officers to review the various provisions 
contained in the Accounts, General and Engineering Codes 
and to modify them to suit the efficient functioning 

of the Railways, The size of operations on the 
Railways has increased enormously and the costs have 
gone up. Therefore, to have the same scale of checks 
and counter-checks and booking of expenditure as was 
required in the thirties is not suitable in the 
present circumstances. There is therefore need for 
a new concept and revision of the various code rules. 

(Paragraph 14.08) 

(241) We recommend that the various procedural 
orders issued from time to time should also be 
the subject matter of examination by a Committee 
along with various codes for evolving a simplified 




set of rules. 


(Farag raph 14.09) 
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CH.APTER-XV — MARKET RESE ARCH AND DT/HLOP- 
‘ ' ilENT . CUST OMER SATISFACTION 

AND,, JRAIL jDJPL QQ-OMA&XQL 

(243) During the last few years, high rated commoditie 
like cotton.goods, manufactured articles, sugar etc. have 
gone to the road in increasing quantities, leaving the- 
railways to handle bulk traffic like coal, iron ore etc. 

(Paragraph 15.01 

(244) For improving the finance of the Railways, it is 

necessary that more and more high-rated traffic is won bac; 
to the Railways. (Paragraph 15.02 

(245) Railways are also facing road competition on Ion. 

distance routes particularly where break-of-gauge tranship 
ment poses a problem. (Paragraph 15.02 

*(246) When comparing investments for augmenting capaoi 
either in Railways or Road Services, it should be borne in 
mind that the Railways, as a common carrier cannot refuse 
any particular commodity, whereas individual truck owners 
can pick and choose, which places the Railways in a dis¬ 
advantageous position. If, therefore, traffic increases 
and rail facilities remain inadequate, the high-rated 
commodities, which are more susceptible to diversion, will 
go to the roads and this will weaken the.financial positic 
of the railways. (Paragraph 15.02 

(247) Some of the reasons which militate against the 
traffic being won over by the railways are mentioned in 
para 15.03. (Paragraph 15.0c 

*(248) The prime consideration of the Commercial Depart 
ment of the Railways should be to give customer satisfacti 

Clai '.i£ 
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Claims should be settled promptly and in a business 
like manner so that occasions for re-opening the 
claims may be rare. Two of the chief reasons for 
claims are mis-dispatch of wagons and wagons getting- 
unconnected particularly, at transhipment points. 

With an improved telecommunication system and com¬ 
puterisation on railways, it should be possible to 

minimise inconveniences to the customers. 

(Paragraph 15.04) 

(249) In the matter of free time allowed for 
loading, unloading, demurrage and wharfage, etc. 
the Railways should not be too rigid and, in special 
cases, should allow such relaxation, as the 
circumstances warrant. (Paragraph 15.05) 

* (250) The container service, being a recent 
introduction on the Indian Railways, it is essential 
that studies should continue for improving their 
design and handling facilities. This container 
service should be gradually extended bearing in 
mind the gains achieved. (Paragraph 15.06) 

*(251) Market research has assumed utmost 
importance and the Railways should take steps to 
estimate the possible future developments in 
industries, the direction-wise movement of goods 
and the type of specialised stock or service that 
may be required. (Paragraph 15.07) 

(252) The object should be to offer personalised 
service to the users. For this purpose, the customers 
and industries should be classified on the basis of 
commodity-wise studies. (Paragraph 15.08) 
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(253) Unless the Public Relations Department of th^ 
E"il -ays is alert and prompt in projecting the image of 
the Rail -ays in respect of improved facilities th-t 
Rail-ways arc - offering to customers, the railways will 
continue to be at a disadvantage in competing with 
other modes of transport. (Paragraph 15.OS) 

*(254) We recommend tiv't the Public Relations 


Organization in the Railway Board should be under a 
railway orficer having a flair and special training 
for public relations work. The railways too should 
take special care to select officers for the posts 
of Chief Public Relations Officers and they should 
get special training and once they are in position 
they should hold the post for a minimum period of 
4 to 5 years. (Paragraph 15.09) 


CHAPTER-XVI - UNREMUNSRATIVS 

LINES AND S P ECIA L 
BURRENg ON RAILWAYS. 

% 255) Expenditure on unremunerntive items should 
be avoided unless the State Government or the organi- 
sation, which sponsors such works, is prepared to 
meet the deficit. (Paragraph IS.01) 

*(256) The problem of new lines or the removal of 
unremunerative existing lines should be viewed from 
the angle of overall economic cost to the country in 
rendering the required service. (Paragraph 16.02) 


( 257 ).... 




(257) Considering the large number of ov^r/undcr 
bridges, which the State Governments and tee Local 
Bodies want to have in a year, they should trice steps 

to find funds required for their portion of the work. 

(Paragraph 16.03) 

(258) Unrcmunera.tivc branch lines on the Indian 

Railways arc causing an annual loss of about Rs.6.6 
crorcs to the Railways. (Paragraph 16,04) 

(259) V/e recommend th^>t wherever an alternative 

mode of transport is available or is capable of 
further improvement, for handling the traffic now 
carried by the Railways, losing branch lines should 
bo closed down. (Paragraph 16,04) 

(260) It will be worthwhile for the R ilway6 to 
consider handing over the formation-of track after 
removal of rails and sleepers and existing railway 
assets like builoings free of cost to the State 
Government so that the continuance of unremunera- 
tive branch lines may be avoided. (Paragraph 16.04) 

(261) On a conservative reckoning, Railways are 
sustaining a loss of about Rs.4 crores per annum on 
suburban traffic at present, but with the increase 

in traffic this loss will go up further. 

Paragraph 16.05) 

*( 262 ) Steps will have to be taken in the metro¬ 
politan areas to develop underground railways or 
elevated railways to avoid further pressure on the 
existing facilities. Wo care of the opinion that 
the Indian Railways are the best-suited to operate 

these..,., 



-338- 

tb - cch-■..s for serving the metropolitan cities. 

Suetabl o financial arrangements will have to be made 

bvtv/c.n the Union Government, State Governments and 

thw Railways for operating such schemes so that the 

Railways may not have to bear tile burden of ~ny 

losses on account of operating such services. 

(Paragraph 16.06) 

* (263) T/o understand that Railways have been spend¬ 
ing considerable sums of money for the last few years 
on security patrolling. The maintenance of law and 
order is the responsibility of the State Governments. 
Wo consider that the Government of India should 
arrange with the State Governments to relievo the 
Railways of the financial burden for security 
patrolling. (Paragraph 16.07) 

CHAP T ER-XVII - ANALYSI S OP WORKING 

EXPENSES AND SUGGES¬ 
TI ONS' k 3r economy . 

♦(264) There has been a continuing trend of losses 

on the Northeastern, Northeast Frontier and Southern 

Railways. On the Northern Railway, there has boon a 

sudden reversal of the financial results during 

1964-65, We, tiler.-fore, strongly urge that the 

Railway Board should have a periodical analysis made 

of the financial results of Railways,-. (Paragraph 17.02) 

(265) While the rise in working expenses under 

various demands has been, to a largo extent, due to 

the increase in wages and price of materials from time 

to time, our analysis shows that there is scope for 

effecting economy under certain heads of expenditure. 

(Paragraph 17.02) 
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(265) There has been a disproportionate increase 

in the sWf in certain departments on certain Railways 

as indicated in Para 17.03. (Paragraph 17.03) 

*(267) While retrenchment may not be possible, the 

Railways should take steps to ''.nalyso the st-'ff 

strength in detail in the various departments and 

declare surplus accordingly. Effective measures 

should bo taken to absorb them in future vacancies, 

(Paragraph 17.04) 

(268) Norms should be worked out for staff 
strength in various departments in various jobs. 

This is an important means which the Railways 
should adopt to improve their operating efficiency 
and financial position. (Paragraph 17.04) 

*(269) Short distance passenger traffic leads to 
disproportionately high lev^.1 of expenditure in 
relation to earnings. The Railways should, there¬ 
fore, review their passenger train services and 
keep down short distance passenger services, 
wherever road services can suitably cater to their 
needs. (Paragraph 17.05) 

(270) On double line sections if the need for - 

di-sels is no longer there on line capacity consideration, 

Railways should consider diverting these 
diesels to other single line sections, particularly 

to arc as that are remote from the coalfields. 

/ 

(paragraph 17.06) 

(271) Railways should take up detailed work 
studies and job analysis in areas like marshalling 
yards, m^jor terminals, booking offices and goods 


sheds..,. 
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shv>ds to improve the. methods of working 'n*. th rcoy effect 
econo try in staff. It should cl so be possible to close down 
some of the crossing stations which hove no commercial 
importance on double line sections. (Paragraph 17.07) 

*(272) 17c recommend that the subject of overtime rules 

for running staff should be looked into by a Committee of 
officers and suitable modifications effected so that there 
may be an element of incentive in it and the payment is 

not based principally on the hours spent enroute. 

(Paragraph 17.08) 

(273) By a rational analysis, it should be possible to 
avoid proliferation of staff categories. (Paragraph 17,09) 

(274) One of the reasons for the increase in coal 

consumption on certain railways is the increase in coal 
consumption on shunting engines. (Paragraph 17.11) 

(275) fhe coal consumption on (B.G.) shunting engines 
has increased disproportionately in relation to shunting 
engine hours. (Paragraph 17.15.(a) 

*(276) An analysis of coal consumption on the movement of 
goods traffic indicates an average increase of 26# on the 
Indian Railways. Even allowing for all factors including a 
lower calorific value, the increase in consumption should 
not have been more than 15#. 7/c are, therefore, driven to 

the conclusion that thcr. is considerable loss on account of 
theft. If even 5# of this is saved, there will be a saving 
of Rs.4.4 crores a year approximately. The Railway Protec¬ 
tion Force which exists for controlling these thefts has 
apparently failed in this respect. (Par-graph 17, 15(b) 


# 
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(277) <7e recommend that a review of cool consumption 

on the basis of what has been done previously by the 

Expert Committee should be periodically done, 

(Paragraph l7.l5Xk) 

(278) In the case of diesel oil consumption, there 

is a distinct increase in the case of Central, Northeast 

Frontier and Southeastern Railways, It is necessary to 

devise effective measures to ensure that any tendency 

towards leakage of diesel oil is firmly controlled, 

(Paragraph 17,17) 

(279) Lubricating oil consumption also needs looking 

into and a continuous watch should be maintained to keep 
down the consumption, (Paragraph 17,18) 

* (280) Railways should continue, as a long term plan, 
to expand electrification on more and more of their 
trunk routes, particularly in areas remote from the 
coalfields. (Paragraph 17,19) 

♦(281) V/e recommend that the Railway Board should 
make periodical reviews of the financial results of the 
working of the Railways and take appropriate action to 
arrest any downward trend in net earnings^Paragraph 17,20) 

CH AP TER- XVI11 — FINANCI A L PO SITION 

O F THE RAILWAYS . 

( 282 ) The Railways have had handsome surpluses 

during the First, Second anc Third Plan Periods. The 

picture however was reversed in 1966-67 and 1967-68. 

(Paragraph 18.01) 

(283) The two main reasons which have led to this 
position ares- 

i)the..... 
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i) the rapid, increase in the capital-at-charge 
with consequent liability for a much larger 
dividend payment 5 and 

ii) inadequate development of freight traffic, 

(Paragraph 18,02) 

*(284) The Railway Ministry should regulate their annual 
investment in future on the basis of a continuous review of 
the forecast of traffic, (Paragraph 18,03) 

(285) The trend of major developments should be watched 

by railways. The development of rail facilities takes time, 
but the time lag is usually less than th->t required for the 
development of a particular project ana if the industrial 
growth falls short of expectations, the provision of rail 
facilities should be correspondingly deferred to the extent 
practical, (Paragraph 18.03) 

(286) Based on certain assumptions of traffic, the 
Railway Board had at the beginning of the year worked out 
an assessment of the working expenses, operating ratio, and 
net surpluses for the years 1869-70, 1970-71 and 1971-72, 

The assumptions, are given in para 18,07, Basel on these 
assumptions the assessment showed that the Rilways would 
be left with a net deficit of Rs.25.4 crores over this 
period, (Paragraph 18,07) 

*(287) The lack of adequate surpluses during the 3 years — 
1969-70, 1970-71 and 1971-72 — and also the recent trends in 
traffic, the growth of which has been lower than that assumed 
for the assessment, makes it clear that a more cautious 
approach is necessary in the matter of capital investment, 

contribution 
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contribution to depreciation reserve fund and expenditure 
out of the development fund. (Paragraph 18.09) 

*(288) We suggest that the pace of the proposed replacement 
of assets between 1966 and 1975 should be staggered, and it 
should, be so arranged that a contribution of the order of 
hs. 100 crores a year to the depreciation reserve fund in the 
next few years should suffice. (Paragraph 18.11) 

(289) The rate of dividend has been going up from one 
quinquennium to another as indicated in para 18.12. 

(Paragraph 18.12) 

*(290) Considering the progressive increase in the amount 

that is payable as dividend, it is essential to keep down the 

capital investment in future. Traffic has not built up to the 

expected levels and further requirements of extra capacity 

should be met by better utilisation of the existing resources, 

with capital investment in specific areas where quick returns 

are possible. (Paragraph 18.12) 

*(291) We suggest that expenditure out of development 

fund should be reduced to about Rs„18 crores a year. The level 

of expenditure on passenger amenity works should be curtailed 

to a crore of rupees per year. Items like platform shelters, 

extension of waiting halls, etc., mean recurring expenditure on 

their maintenance and-this is one of tbo. reasons why 
the maintenance expenditure on the Railways has been 
increasing from year to year. (Paragraph 18.14) 

* *(292) k scheme of expenditure for the 5-year period 

from 1971 onwards is contained in Para 18.15® 

(Paragraph 18.15) 

*(293) The recent budgetary deficits have so attentuated 

the balance in the revenue reserve fund that the interest 

•...available 
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available thereon which can be utilised in future for 
amortization, is nominal. This stresses the need for the 
Railways to build up their revenue reserve fund to comfortable 
levels in the coming years. To help the Railways in this regard, 
the dividend liability on line capacity works, doublings, 
conversion of gauges, major remodellings, etc. \i/hich cost more t-a 
Rs.l crore individually should be limited and these works should 
be treated on par with new lines and there should be a moratorium 
on payment of dividend for such works for a period of 5 years,A 
Somewhat similar procedure should be adopted for production units 

(Paragraph 18.16) 

(294) The actual growth in traffic during the last six 

months,particularly passenger traffic, has been below expectations 

and, as such, Railways have to exercise great caution and do all 

that is possible in the matter of effecting economy. 

(Paragraph 18.17) 

(295) The first priority has to be given to economy in 
expenditure. One of the reasons for the present level of 
expenditure is the level of staff input obtaining at present 
on the Railways. It should be possible to reduce the staff 
input per unit by effecting suitable improvements in operational 
techniques and by the use of improved technology. In view of the 
declared policy of the Government that no serving staff should 
be retrenched, this may not achieve any substantial economy in 
the short run. The objective should be to obtain this reduction 
over a period of time by working off the surpluses against the 
normal attrition of staff by retirement etc.(Paragraph 18.18) 

*(296) When there is a recession in the economy, it is not 


•.....desirable 
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desirable to attempt neutralisation of the effects of 
recession through increases in fares and freights. It might, 
however, be possible to get some additional earnings by 
making selective increases in certain fields. There are 
commodities, the freight on which does not cover even the 
cost of transportation. \7a suggest that the question of freight 
structure should be remitted to a Committee after the 
preliminary investigations which are under way by an Officer 
on Special Luty are over. (Paragraph 18.19) 

(297) The Railway Board must make urgent studies of 
the fare structure, particularly for all short distance 
passenger traffic and bring it more in line with costs. 

(Paragraph 18.20) 

*(298) In the, overall assessment, passenger traffic 
does not pay and the loss is-fairly- substantial. Uneconomic 
services should not be perpetuated. If the existing level 
of fares cannot be enhanced to make up the loss, then a 
measure of austerity and overcrowding will have to be 
tolerated to ©void any further increase in the loss. 

(Paragraph 18.21) 

CHAPTB? V .. XIX - FUTURE POL ICY F OR 

DEVE LOPMEN T 

*(299) On the basis of existing traffic trends, 
the rate of investment on the Railways should not exceed 
Es.125 crores annually excluding the throw forward costs 
of new lines. If the rate of increase of traffic 


exceeds 
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exceeds 3 % per annum, for every extra one million tons an 
additional investment of about .is,7.5 crores should be 
adequate. (Paragraph 19.01) 

*(300) We suggest that before starting the implementation 
of anjr of the major schemes, the Board should keep 
itself informed of the corresponding developments 
envisaged in the industrial plan and postpone investment 
in them if any scheme is lagging behind. 

(Paragraph 19.02) 

(301) Further increase in the loads of some of the 
important mail and express trains may be considered. 

(Paragraph 19.03(i)(a) 

(302) For further development of capacity, before 
doubling or trebling of the track is contemplated, other 
possibilities should be fully explored. 

(Paragraph 19,03(ii)(b) 

*(303) For securing optimum economic results, the best 
course is to electrify or dieselise long stretches of 
sections where large scale through movement is involved 
so that the locomotives hauling the traffic may move long 
distance without a change. Judged in this light, the 
/■ jaywada-Madres section does not seem an ideal one for 
electrification. 

(Paragraph 19.03(ii)(b) 

*(304) We suggest that for future electrification, the 

lowing sections may be considered - 

•. • a) 
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(aj Tundla-New Delhi, 

(b) New Delhi-Agra Cant, 

(c) Mabhura-Baroua, 

(c>) Bhusaval- Durg; and 

( 9 ) Madras-Cochin. (Paragraph 19.03- 

(ii)(c) 

*(305) Metre gauge conversion to broad gauge is 
extremely important for the development of capacity and 
ensuring economy, (Paragraph 19.05) 

(306) Running longer goods trains is another device 

for eliminating line cap-city works. (Paragraph 19.06) 

(307) The replacement cost of vacuum brakes with 

air brakes for all the wagons on the Indian Railways may 

be of the order of Rs. S4 crores. (Paragraph 19.07 

ana 19.13) 

(303) The Research, resigns and Standards Organi¬ 
zation has reached the conclusion that the maximum load 
which can be hauled with the modified vacuum brakes is 
about 4050 tons. (Paragraph IS.03) 

*(30S) As the traffic on the trunk routes is bound 
to increase particularly for movement of coal, it may be 
necessary to run longer trains to .-=void quadrupling of 
such trunk routes. For running longer goods trains, air 
brakes will become a necessity. The longer it is put off, 
the greater will be the cost. Replacement of vacuum 
brakes by air brakes may be confined to about 2 lakhs 

wagons and the cost will work out to about Rs.60 crores. 

(Paragraph 19.08 
to IS.13) 

(310) Railways should aim at a higher target of 

output for the rolling stock and this will be possible only if 

there is not too large'a cushion of surplus rolling stock. 

( P - r ■- g r ap h IS. 15 ) 

20,03. # ... 
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20.08 AQaKu-<L BJ' dJ HENTS . - He must in conclusion acknowle-.: ge the valu- 
~ole help we Ivve received from our Member-Secretary. He had to 
shoulder a vary heavy burden because he haa to discharge his duties 
as Member- Secretary in addition to carrying on his normal work as ~r. 
Additional Member of the Railway Boarc. In spite of this serious 
handicap he was able to fulfil his responsibilities towards the Study 
Team on Railways which must have taxed his energies to the full with 
conspicuous ability and efficiency and without showing that his 

onerous duties had imposed any strain on him, 

He must also acknowledge our indebtedness to the Special 

Assistant, Shri M.R. Anand, and his very small and inadequate staff. 
Our wide terms of reference required collection and analysis of 
voluminous data but our small staff which had to work for a long tim* 
under heavy pressure carried out the task allotted to it cheerfully 
and efficiently. The brunt of the work had to be borne by the Special 
Assistant. His outstanding ability, resourcefulness, t^ct ana 
devotion to duty were a real asset to the Team. 


(H.'N. Kunzruj 
Chairman 
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or me §i^B. 

in dicating the na mes o fjai &qg 
a nd the authorities with who m_di.s_ouss.IgQjs 

we: 1 Kola, * 


Dates 


Names of persons/authorities with whom 

end nlacer * 4 "'* 


3.10.67) 

4.10.67) 
£.10. 67) 

v J-k . \;g wv — 

i) The Research, Design and Standards 
Organization 5 Lucknow, 
ii) Loco and Carriage and Wagon Workshops, 
Northern Railway, Lucknow. 

16.10.67 

Shri H.C. Mathur, Member, Administrative 

Reforms Commission mat the Study Tadra 
on Railway's at its preliminary 

21.10 « 67) 
22.10.67) 
23* D 0 67) 

i) Discussions with the • C-eherdl' Manner, 
South-Central Railway,. 3$si?ndetr ao£4* • 

ii) Visit to the Indian Railway?' £ob<k)I 
of Signal Engineering avid ^ Teleuo®^? -• 
cation, Secundersbedv 

24.10.6? 

Visit to the Integral Coacir Factory, 
Madras . 

27.10.67 

Meeting with the Technical Directors of 
the Railway Board. 

5.11.6?) 

6.11.6?) 

7.3JU67) 

i) Discussions with the General Manager, 
Southern Railway end his officers. 

ii) Meeting with the Divisional Supdt., 
Madras and hie officers. 

8.11.67 

i) Discussions with t^e Cfenerad J4ah$ger*y 
Western Railway and his officers. 

11 ) Discussions with, the Divisional Supdt 
•'Bombay, Western Railway. 

9 ILL..67 

i) Discussions with the General, Manage, 
Central hallway, end his officers. 

ia) Discussions with the Divisional SUpd-tr, 
Bavabay, Central —Railway . 


ContcL o. 2 . 



10.11.67 


10*11*67 

12.11.67 

13.11*67 

14.11.67 

15.11.67 
34-11*67 


25*11*67 

29.11.67 

7.12.67 

8.12.67 

5.12.67 


20*12.67 


21*12.67 


•• 2 •* 

Mooting with tho Western Railway Officers J 
Association, Bombay... 

Insroction of railway installations, goods 
y iris, computers, containers etc. at Bombay, 

Vj"ih to Katni Diesel Shod of the Central 
B.<..~Iway. 

Visit to the Hoary Electricals Ltd., Bhopal. 

Mceting with the Divisional Supdt-., Jhansi, 

Meeting with the General Manager} South- 
Centra.! Railway, Secunderabad. 

1) Discissions with the Divisional Superinten- 
&& z | Dhfftb o& , 

jLft> Visit to Patherdih Collieries. 

1) Discussions with tho Divisional Superinten¬ 
dent , Asensol a 

i:l) Inspection of Andal Y$rd. 

Discussions with the Directors of tho Railway 
Board. 

Discussions with the Chairman, Calcutta Port 
Commissioners and his officers. 

i) Discussions with tho General Manager*. 

Err tern Railway and his. officers, 

» 

ii) Discuss:ons with the General Manager, 
South-Eastern Railway and his officers. 

Discu- sions with - 

i) It's Saxby & Farmers Ltd., Calcutta* 
ii) • Tzx% Li"'is < onal ..©iperintcndents ? Hov?rah & 
oeuldah 0 

i) Discussions with tho Chairman, Eombay 

Port Trust- 

ii) Visit to £.1 omens* Factory eh Andheri. 

i) Visit to the Hindustan inixnsuites Ltd.j 
Bangalore. 

ii.) Disturb.ions with t!o Indian Telephone 
Iiviust t lor,. Bang ale r a , 

Conti**, *3. 
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22•1C s 67 

23.12.67 

24.12.67 

2.1.68 

21c1.68 
22.1*68 

23*1.68; 
24* l v'COv 

v»* 2 * 6 B) 

7.2.68 

9.2.68 
13.2.68 

15.2.68) 

16.2.CJ) 



i) Inspection of Tondiarpet Marshalling 
Yard, Southern Railway, 

ii) Discussions wivh the Chaircan, Madras 
Port Trust and his officers, 

iii) Visit to the Integral Coach Factory, 

Discussions with the Kerala State 
Government at Trivandrum, 

Discussions with the Chairman, Gochin 
Port Trust, Cochin. 

Visit to the Railway Staff College, 
Baroua. 

Inspection of the Mighalsaroi Yard. 

Visit to the Diesel Locomotive WorRs, 
Varanasi a 

Meeting with the Additional Member,. FihancGa 
Director Accounts, Director •S-phtiatics 
and Economic Advisor. 

Discussions with the • General Ifciogdr* 
Northeast Frontier Railway,: end-hid 
officers., 

Discussions with the Assam State 
Government. 

Discuscipns with the General Manager, 
Northeast Frontier Railway and his officers. 

Meeting with Mr. T,JT„ Alderdge, Doputy 
Managing. Director, Westing House Brake A 
Signal Co, Ltd . 5 Loneon. 

Meeting with the Additional. MonibprCFitfejo©). 
Director (Accounts) 5 and' Director 
(Statistics). 

i) yicjt to the Research, Design and 
Standard o.. gaairatior ^ Lucknow* 

ii) iisenseions with the F 4 visional „,^updt « (5 
Northern Railway, lucknow and his 

Of f IciOT:!** 


Qontd, ...4, 
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24.2.68) 

25.2.68) 

Discussions with tho aenora‘- Ifenager, 
North-Eastern Railway* Gorakhpur tJid 
officers. 

10,2-68 

v,- . ting with the Director General, 

■ 1 g 5lanco, Railway Boneed. 

11.3.6a 

(fM 

Mooting with fchn ./Ml Tndia Bail way non* s 

mV. n :.**•* < on. 

11.3.68 
U.N.) 

feting with the National Federation of 

Indian Railwaymen. 

13.3.68 

(F.N.) 

Meeting with the General Manager, Northern 
Railway, Dclni . 

13.3.68 

(A.N.) 

Mooting with the Railway Board. 

27.3.68 

visits to - 

i) Dorgapur Steel Plant, Durgapur. 


il) Alloy Steel riant, Rurgaour. 


ill) Antal Yard, Eastern .Railway# 

28.3.68 

Visit to the Chittaranjan Loco^tlve 

C.hir/taranj an. 

29.3.68 

i) Visit to Saxby & Fanners 1 Factory* G'al.e‘i.ttp; 


ii) Discussions with the General Managerd. 
Eastern and South-Eastern Railwayn„ 

14.4.68) 

15.4.68) 

Meeting with the Additional Member Finance, 
Director Accounts and Director Statistics, 

26.4.68 

Meeting with the Railway Boards 

10.5.68) 

11*5.68) 

Discussions with the Railway -Board. 

20.5.68 

Meeting with Shri C.M, Poonacha, Minister 
for Railways. 

27.5.58 

Men tin with tr o 3-y- oration .of Rnilv^y 
of fie:: . ?. 

00.7^68 

Mooting wi v h t‘:.a Di"-c-. or Gonor^J., Fipnlles; 

& Disposal., Ministry of Vhvxfes, Hedging 
avd Supply-; yen Delhi.. 


Cantu 



5 


14*8*68 i) Meeting with tho Additional Deputy 

Cpjnptrollor & Auditor General (Railways)* 

ii) Meeting with the Director(Stores) 

Railway Board and Controller of Stores, 
Western Railway, Bombay* 


The above itinerary does not include individual 
discussions cf the Chairman and Member*? of the Study 
Team with the Chairman } Memoirs, Directors or other 
officers of the Railway 'Board,, 



- 6 - 


MNETJRB - II/2 

Tvide par* 2.34) 

1 . The Directorates in the Railway Boai 1 have prolifera¬ 

ted with the passage of time and their strength has also 
shown a marked upward trend, as well be clear from the state¬ 
ment marked Annexure II/3. In 1956-57, which has been taken 
as the base year, when the- railway working was attuned to the 
new conditions, created by the large scale development 
envisaged in the Second Plan, the gazetted strength of the 
Directorates, as would be seen from the details given below, 
was 200 as against 299 in 1967-68:- 



1956-57 

1967-68 

Directors 

12 

19 

Jt. Directors 

22 

42 

Dy 0 Directors 

31 

66 

Asstt, Directors 

14 

23 

Section Officers 

103 

110 

Misc. Officers 

18 

39 

Total 

: 200 

299 


2. Like the strength of the gazetted staff, the-strength 

of the non-gazetted staff has also gone up considerably as 
shown in juxta-position belo ’s- 


Glass III 

1956-57 

1967-68 

Assistants 

325 

456 

U.D.Cs. 

66 

131 

L.D*Gs• 

278 

308 

Steno-typists 

58 

97 

Stenographers 

153 

178 

Mi sc. Categories 

109 

290 

Total 

wr 

i mr 


.... class 



389 


485 


Glass IV 

Jamadars, Record 
Sorters, oaf tries, 

Peons/Messengers, 

Frashes, etc, 

3, An examination of the working of the Directorates has 
revealed that whereas the work in a few Directorates has 
remained steady or even increased, there is a strong case for 
abolishing some of the Directorates and transferring the work 
left over to other Directorates and scope for reducing the 
strength of the staff in many of the remaining ones. 

4. STORES DIRECTORATE — The number of officers dealing with 
stores work in the Railway Board has varied from time to time 
as follows s- 


5]~52 

Director 

Jt. Directors - 
Dy, Directors 


56*5? 61-63. 

1 1 

3 

3 6 



Assistant 

Directors 

Gl.S.DS. 2 - 1 

A.D,Os. - - 1 2 

This Directorate did not exist prior to 1956- /, In 1 956-5^, 
the Second Five Year Plan involved a considerable import of 
a large variety of materials and, to cope with this expanded 
demand,a stores organization wn.s set up. The main functions 
of the Stores Directorate ares- 


a) Importing steel by issuing global tenders$ 


(b) 
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b) importing wheels and axles required in excess 
of indigenous capacity; 

c) importing diesel locomotives; 

d) importing signalling equipment; 

e) issuing orders for wagon manufacture; and 

f) issuing sale orders for scrap on the Railways. 

5. The requirement of rolling stock is worked out 

jointly by the Transportation and Mechanical Directorates 
and tendering and contracting work, even though a large 
number of producers are involved, is not more difficult 
than it was prior to 1956-57. Wagon orders were previously 
placed by the Mechanical Directorate and once the orders 
had been finalised, the payment of bills was arranged by 
the Eastern Railway. Wagon producers procured their own 
steel and other materials and assistance, if needed, was 
given by the Railway Board. Steel imports were also 
required then, because indigenous manufacture was very 
inadequate. The position of indigenous supply of steel 

now is very much better and should improve further. It 
has been shown later in para28 the large organization for 
procurement of steel etc., which has been set up in the 
Wagon Production Directorate and it is considered that so 
much staff, in addition, is not needed by the Stores 
Directorate. Diesel locomotive import will also cease in a 
a few years. Limited contracting work may be undertaken 
by the Mach&nical Engineering Directorate, as was being done 
before, and it may be assisted by a Joint Director. In any 


case 
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case, all these demands have to be co-ordinated by the 
Mechanical Directorate and it might ~s well finalise the 
purchase arrangements. 

6 . In respect of signalling material$ as the requirement 
will now be standardized and since there are only a limited 
number of suppliers of sophisticated equipment, tne Signa- 
-lling Directorate can progress these contracts. In any 
case, they have to work out all the details and the additio¬ 
nal responsibility of contracting is not difficult. Further, 
procedures are also well established now. 

7. The Director, Stores also mentioned that he was 
initiating various measures for inventory control on the 
Railways including A, B and G analysis. It is considered 
that detailed instructions may be issued on this subject and 
the General Managers should be held responsible for imple¬ 
menting them. Their Financial Advisers should maintain a 
super-check in respect of inventories, wnich they are in 
the best position to do. In the Railway Board, the Director 
Finance (Budget) should likewise exercise control, through 
budgetary control techniques. The sale of scrap etc. should 
be regulated by the Railways in accordance with the policy 
of the Board and the controls exercised by the Government. 

8 . Stores work should, therefore, be decortralised to 

the maximum extent possible so that the General Managers 
are fully empowered to execute the tasks for which they are 
held responsible. A 
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9, A Joint Director (Develoament) who is now posted in 
the Stores Directorate to maintain liaison with the Director 
GeneraljTechnical Development for indigenous development, 
should, more appropriately, function under the Director, 
Mechanical Engineering, He is in fact an officer of that 
Department, 

10, The Liaison Officer,Stores, in the Joint Director’s 
grade, who liaises with the Director General Supplies and 
Disposals, ani assists the Railways should continue and be 
transferred to Mechanical Engineering Directorate, 

11, THE DIRECTORATE OF HEALTH — This Directorate came into 
being in 1958, Prior to this, the work was being managed 
by a Joint Director in the Establishment Directorate, Its 
composition from time to time is given b clows- 

5X-J2 5S-57 63-ga itoUggZ 

Director - - 1 1 

Jt,Director 1 

Dy.Director - 1 

Asstt.Director - ? - 

12, Considerable development of hospital facilities has 
already b an made and further development should nov b left 
to the Railways to sponsor, where a Chief Medical Officer of 
the same status as that of a Director already exists. 

Broadly speaking the Ra.ilways are self sufficient in respect 
of their medical services and may be trusted to look after 
themselves in this sphere. There is no point in wasting the 
services of a capable senior doctor on desk work in the 

Railway,•• 



Railway Bo a re. and thereby 
work of the Chief Meaical 
bo abolishes an.' the work 
Directorate, as was being 
13. The Deputy Directo 


simply adding to the ^cninistr 'five 

Officers. This Directorate should 
transferred to the Establishment 
dene before 1S58. 

r, Family Planning, it is uncerstoo a 


j 


is pair for by tht, Ministry of Health and if his role in the 
Railway Board is otherwise irreplaceable, he may be attached to 
the Establishment Directorate. The instructions of the Ministry 
of Health in his field could easily bo conveyed to the General 
Managers by the Establishment Directorate an the returns, non 
received from the- General Managers, could be pas-.ed on to the 


Ministry of Health. 


14. THE FINANCE AND ACCOUNTS DI .JSCIUli ATS — The strength of this 
Directorate has varied from time to time as follows s- 

51-52 53-57 61-62 Dec. .1967 


Directors 

Jt.Directors 

Dy.Directors 

Assistant 

Directors 

O.S.D-'J. 

A. A. 0 9 • 


2 

2 

3 

2 


2 


3 

1 


1 

5 

5 


O 


2 


5 

6 


A Director was replaced in this Branch by an Additional Member 
Finance in 1857 but this post was revived in 1S6". In July,66 


an Economic Cell has also been createu, w.-ich consists of six 
officers including one Director and one Joint Director. This 
Cell is in a; ition to the above mentioned strength. It has 


been mention^. in rhe discussions with the Railway Boaru that 
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this Cell will bring into use all the modern techniques of 
economic analysis in assessing the economic viability of the 
works involving a substantial investment, as also determining 
the cost benefit to the economy as a whole. It is not possible 
to assess the value of the. work of this Cell to the railways 
as its preparatory stage will take time. The Railway Bo^rd 
will presumably review its strength after some time, 

15, We have suggested elsewhere some simplifications in 
procedures, particularly in Paras 227 and 228. We visualise 
considerable decentralisation to the railways. The financial 
soundness of ordinary development work should bo checked by 
the Financial Advisers on the railways and their expertise for 
this purpose should b: improved. Large projects and major 
developmental works, e.g. electrification, automatic signalling 
programme etc. should be only scrutinised in the Railway Board. 
If the suggestions made ace implemented, it is considered 
that the functions of the Deputy Director, Finance (BC) and 
that of Deputy Director (Finance) Accounts could b« combined 
into one. Only a fow cases of sanctions required for officers 
posts will remain, and the Director Finance should be able to 
handle this work with the help of two Assistant Directors. 

The post of Deputy Director Finance(E) may be abolished. The 
Joint Director Finance Stores should be retained bu.t the post 
of Deputy Director, Finance (Stores) ay be abolished which 
should be feasible on account of the suggested modification 
in procedures and the reduction of stores work in Railway 
Board. It is appreciated that the changes contemplated can 


only 




oniv be imolom nted gradually an' the staff adjustments may be 
suitably staggered. This Dime tom s.. oulc. set <■ n e^.- Tuple 

regarding avoidance of duplication an.- unnecessary work an., in 
turn be a guide to others. 

15. A Costing Cell manned by two experts should be consti¬ 

tuted to introduce a proper system of costing in the repair 
workshops, maintenance sheds anc sick lines of the railways. 

Two Cost Accounts Officers have b on posted under t/ie Stasis cicnl 
Directorate. They should, however, be top class Cost ,»■ count-ants 
who can initiate modern cost accounting in conjunction with the 
modification of statistical data. Toe system at present in 
vogue is completely out-dated anc a realistic picture of cost 
is not available. Since performance budgeting has been proposed, 
it is extremely important to introduce a system of costing for 
the maintenance of rolling stock an - to ensure comp-mole cost 
figures in different centres with a view to exercising an 
effective cost control. These experts after carefully studying 
the problem, should issue clear directives to the railways ana 
train the staff for introducing the changes. 
p7, A substantial reduction of work is possible in the 

Finance and Accounts Directorates an it is suggested timt in tne 
beginning an endeavour may b. ma.de to work with following strcngln‘ 

Directors ..2 

Jt. Directors ..5 

Dy. Directors ..3 

Asstt. Directors ..2 

In course of time it may bo possibl to bring down the strength 
of the Joint eirectors as well. 


lo.... ^ 
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13. SIGNALLING & mECOMAUb I CATION DIRECTORATE — This 
Directorate w^s established in the y. - nr 1957. Its strength, 
as it existed from time to time, is reproduced belows- 

5 1t52 56-57 61-62 jo c.,1 967 

Directors - - 1 1 

Jt. Directors - - 1 2 

Dy. Directors 134 4 

Asstt. Directors - - 4 3 

Adviser (S&T) - 1 

A regular programme for modernization and development of 
signalling has been suggested end this hv ben accepted by 
the Railway Board. The work in this Directorate will now 
mainly bo confined to preparing an integrated plan for 
development on different Railways in accordance with the 
accepted programme and the planning of equipment and materials 
from year to year will also be correlated to such a standard 
development. Its task, therefore, has been made very much 
simpler. The Research Designs and Standards Organization is 
now developing the technique of preparing design drawings for 
route relay inter-locking and mechanisation of marshalling 
yards. Two well-known indigenous manufacturers of sophisti¬ 
cated signalling equipment have agreed to supply all the 
equipment indigenously, subject to the Railway Board entering 
into a long term contract and allocating the necessary 
foreign exchange for the purchase of raw materials, which 
-re not available in the country. 


IS.... 
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13. The present strength of this directorate includes one 
Deputy Director and 3 Assistant. Di ectors for inspection work, 
who ere posed in Calcutta, Bombay and Madras. An effective 
supervision cannot be exercised from Delhi on their work. This 
inspection work should, therefore, be decentralised under the 
Chief Signalling and Tele-communication Engineers of the Eastern, 
Central and Southern Railways. They will be able to conduct 


high level inspections f*:om tine to time with a sense of res¬ 
ponsibility and accountability. These Railways have a number 
of senior scale officers also posted at the Beau-Quarters and 
the could be utilised for inspection work. Further if such 
equipment is ordered from abroad, continuous inspection is not 
done and it is for consideration whether this is necessary in 
the case of equipment manufactured indigenously by a firm of the 
status of Saxby and Farmers or Seimens. Equipments purchased 
from smaller manufacturers should be inspected by the railways 


concerned or by making suitable arrangement with the railways 
operating in the area. This Directorate is to be retained 
considering the importance of the work but it is considered, it 
can be managed efficiently by one Director and one Jt.Director. 
20. ELECTRICAL ENGINEERING DIRECTORATE — A separate Electrical 
Engineering Directorate came into being in 1S56. The number of 
officers has varied as bolows- 


Directo r 
Jt .Director; 

Dy.Director 
Asstt. Di recto rv 
Elec. Adviser 


51 -52 56- 57 6 1-62 Dec.19 67 

- 1 1 

- 1 
1 1 1 

1 - - 


In 


* • • • 
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in the recent past this Directorate was doing worx in the 
Board which wes connected with electric traction. There is 
now another high level organization in the Board under an 
Additional Member (Railway Electrification) for the execution 
of schemes for electric traction. Since the Additional 
Member is in the Railway Board, co-ordination with the 
Executive machinery has become simpler. The foreign exchange 
needs of this organization should naturally be worked out by 
him and this Directorate will have little to do with it. 
Technical developments and laying down standards is the 
function of the Research Designs* StandarcK®Organination, 
techniques arc well established. This Directorate, therefore, 
essentially has to undertake planning and programming of the 
works of power gen:ration and electrification of stations, 
yards, collieries etc, for which the jirector himself should 
be adequate and, therefore, there is no necessity for a Joint 
Director in this Directorate. 

21, THE PLANNING DIRECTORATE —This Directorate was established 
in 1956-57 and its strength has varied from time to time as 
follows • - 

51-52 56-57 6 1- 62 Doc.1967 

director 1 1 1 

Jt. Director - 1 1 1 

Dy. Directors - 1 1 2 

Asstt, Director - - 

C.S.D. - 1 

Planning and development work has now been greatly stabilised. 


The 
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The function of 
01dination with 

C L w uO V o 1* nii r ,. 


the Planning directorate, i to '-in in tain co- 
the Planning Commission and other Ministries 
nt and to keep the various Directorates in the 


Board’s office posted with what is needed to be done by them. 
The Directorates concerned then plan the developments required 
and the co-ordination of such work is the core of this Directo 


rate’s functions. The Planning directorate also works out 
rolling stock requirements and line capacity works, which is 
not really a part of its function anc; which in a way duplicates 
the work. Considerable simplification can be brought, aoout in 
its work. The additional posts a Deputy Director anc. the 
Officer on Special Duty may be surrendered and thereby revert to 


1956-57 strength. 

22. THE EFFICIENCY BUREAU —This Bureau was started in 1957. 


Its composition has varied as follows 

51-5,2 56-5,7, 61«62 


Dec.,,1967 


Director 


Jt. Director 
Dy. Director 
Asstt. Director 
0.1. D. 1 


1 

2 

1 


1 

3 


It is only temporarily 


th-t a Joint Director has been placed 


in-charge of this bureau. 


This is ^n organization meant for 


an export examination of problems with a view to ensure encourage 
economy and efficiency. The permanent organization shoula, there' 


fore, bo an expert body in work 
examination of statistical data 


and methods study and analytical 
also. It should be headed by a 


Director..... 
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Dircctor, who has a considerable all-round experience of 

the Railways, H,. should be a top class executive, who is 

likely to stay in position for four or five years. Unaer 

him one or two experts should be post'd, who should be 

permanent officers of the Efficiency Bureau The Bureau 

will have the assistance of all the expertise on technical 

matters available in the Railway Board and in the Rnilw y& 

on which the assigned task is to be taekl d. Normally they 

should not need -ny further assistance, but if, for the 

examination of any specific problem, an experienced railway 
officer is needed, he may be temporarily 
/posted to the Bureau. The organization should not function 

in a routine manner and act ns a compendium of information 

for the Railway Board. It has a specialist task. It is, 

therefore, suggested that Deputy Directors may be withdrawan 

and replaced by experts. A similar unit, with somewhat 

similar functions, should also be established on each Zonal 

Railway. 


23. THE STATISTICAL DIRECTORATE — This Directorate received 
an independent status in 1948. Its strength has been 
changing as indicated belows- 


Di rector 
Jt. Director 
Dy. Directors 
Asset, directors 
S. 4.0. (Stat) 


51-52 56^5? 61-62 Dec.1967 


3 


1 

1 

2 

3 

1 


1 

1 

2 

2 

1 


The compilation of statistical data and its reorientation to 

modern..,, 
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' . ■ i rv. r • 

‘ j o v^, . io j 


rr'jis.G •- ,icv cxamin-ticn* 1 assiv*.. 

ta -... w b-.-inr, compiled ~t present, but no .- much fruitful 


being m^de of. A team of Jivectors should look into 
; o perking an. suggest measures for reorganizing i s work. 

It rrry even be better if some experts eoul.. b,_ secured, in 
the first instance, to examine its work an. to suggest modi¬ 
fications so that adequate s' atistieal d~ta of v°lua for 
man^geri-l control m^y be available to the Railway Bo -'re end 
the General Managers soon after th- porioe to which it relates. 
This Directorate should also put up a periodical review of 
important statistical data to the Board to- enable them to 
exercise an effective rn-n g^rial control. Th., analysis should 
take into account past trends for a fairly long pe; iou an., the 
variation in the best results achieved in the past should bo 
explained in sufficient detail with a view to taking remedial 
measures for improvement. Since an examination by experts h-s 
been suggested, the reorganization should await their suggestions, 
24. TRAFFIC (TRANSPORTATION) DIRECTORATE — The strength during 
the various periods is given below* 

21-52 66.-57 61-6 2 

2 1 

1 

1 


Directors 
Jt. Directors 
Dy. Directors 
Asstt. Directors 

O.S.D. 


1 

4 

1 

1 


2 

4 

1 


!2C_.,1S67 

1 

3 

3 

1 

1 


In 1956-57 n director, Rail Movement and a Deputy Director 
under him wore posted at Calcutta. These.posts haVw since 


been.... 
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been surrendered, The posts of « Joint director (Coal.) in 
Calcutta and a Deputy Director Rail Movement, Moghulsorni 
are however, included in this directorate. Wince the coach¬ 
ing work has been transferred under Director (Safety), the work 
in this Directorate has been somewhat reduced. Further, when a 
whole time Member assumes charge as Member Traffic, instead of 
the Chairman as at present, he will be able to pry undivided 
attention one will afford relief to this Directorate. There 
is, therefore, scope to reduce one- Joint Director ana one 
Deputy Director, leaving otic Director, one Joint director and 
one Deputy Director in position in the Board. This strength 
should be adequate for handling the work of goods traffic and 
planning of developments. The duties of the Director and the 
Joint Director should be so defined that they function, more 
or less, independently ^nd put up papers to the Member direct. 
25. DIRECTORATE OF TRAFFIC COMMERCIAL —The strength of this 
Directorate has varied as follows s- 

5l«i-5 2 56-57 61- 62. pec .1 567 

Directors 1 1 

Jt. Directors 1223 

Dy. Directors 4 4 4 

Asstt, Directors - 1 2 3 

0,3.D. (Commercial) 1 

With the sanction of the post of A.M.C. in 1956, the post of 
the Director was abolished. Out of three Jt. Directors, one 
is on special, duty for containerisation. The work between the 
remaining two Joint Directors has been divided almost on the 


iD - rn. tD , , • • 
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sarm~ lin 


is on the ii ilvi? 


s. On.- of them denis with general 
m.-tt:rs the oth r with Rotes one Claims, This is a rational 
distribution and no change is practicable. On the General side, 
however- considerable work of a routine character is being dealt 
with, which in our view should be eliminated. This, however, 
entirely depends upon the reaction of the Government and 
Parliament to our suggestions. This branch deals with almost 


every commercial problem of a general character, namely licensed 
porters, handling contracts, foot-board travelling, reservation 
of scats, retiring room reservation etc. There is no justifi¬ 
cation for such work being dealt with in the Railway Bo-rd. 

It can well be imagined that all this leads to a considerable 
paper work on the Railways also, because ultimately it is they 
who have to provide the material for answering queries or issuing 
instructions regarding reservations etc. This work should bo 
done away with, and if so, one Deputy Director (General) can be 
reduced, 

26. CIVIL ENGINEERING DIRECTORATE — This is one of the oldest 


directorates and prior to 1S57 had been dealing with signalling 


also. Its composition through the years has varied as shown 


below^- 


51-52 


56 -57 


61-6 2 .Dec..1967 


Director 1 

Jt, Director 1 

Dy. Director 1 

Asstt. Director 

Timber Adviser 

0,3.D,(Sleeper) 

Land Adviser and) 
Assistant Land ) 
Adviser. ) 

(♦The post 


111 
2 3 5 

2 3 4 

1 1 
11 - 
1 


is now operated as .TD(Timbor) 
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Bearing in mind the necessity for retaining only high:r 
level work in th Directorates, the strength should be 
brought down to the level th-t obtained in 1956-57. The 
revised strength.may be one Director, three Joint Directors 
and one or two Deputy Directors. Th need for the Assistant 
Director may be reviewed by the Railway Board. 

27. ESTABLISHMENT DIRECTORATE —Th:*s is also an old well 
established Directorate. Its strength has been as follows s- 


51-52 

56-57 

61-62 

Dec.1967 

Director 1 

1 

1 

1 

Jt. Director 1 

1 

3 

2 

Dy, Director 2 

3 

3 

6 

Asstt. Director 2 

5 

6 

6 

O.S.D, (Coop.) 1 

1 

1 

mm 

O.S.D. (Sstt. 

1 

— 

— 

Manual) 

O.S.D.(Personnel) - 

1 


p* 

Adviser (L & W) 

— 

1 

— 


No immediate change in the strength of officers in this 
Directorate is suggested. 

28. DIRECTORATES IN THE MECHANICAL ENGINEERING BRANCH— 
Originally there was only one Directorate of Mechanical 
Engineering dealing with the work of this branch. Due to 
special reasons then obtaining the work was split into three 
Directorates in course of time. The strength of these three 
Directorates from time to tim~ has boon ns followss- 


Mechanical-- 



I.ecli-qnical jS n&inee rin& 

51-52 56-57 61-62 D ec.1967 

1 


rectors 

jl, Director 
Asstt. Directors 
QSD (Coal) 

OSD (Metric) 

ADO (Mech) 


1 

1 


2 

5 

1 

1 


2 

1 

2 

1 

1 

1 


1 

3 

1 

2 


Mecha nical Prod uction (est rblished i n 1958) 
51-52 56-57 61-62. De c. I S 67 

Director - - 1 1 

Jt. Directors -121 

Dy. Directors - - 2 

Asstt, Director - 


3 


Wago n Prod uction X^.stablished^jjri 1962.) 

5 1-52 56-57 6 1-62 Dec.19 67 


Director 

Jt. Directors 

Dy. Directors 

Asstt. Directors 

OSD(PP) 

OSD(WP) 

Inspecting 

Officers 


2 

5 

1 

1 


1 

3 

9 

2 

1 

2 
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In 1856-57 one poet of a Director had been reduced when an 
Additional Member* s post was created* As will be s- en from 
the above statements, two new airectorates were created in 
course of time with the r^quireu number of posts. In r.<. ..it:-c. 
the post of one Joint director w s also added to the main 
directorate l°ter. 

28, It was recently decided to transfer the directorate 

of Wagon Production under the Research,Designs & Standards 
Organization. This organization did not exist separately 
prior to 1861-62 but in that year, when an acute shortage of 
wagons was experienced, this Directorate was created. Lot r, 
in 1865, the Railway Bo-^rd took over from the D.G, S, & D, 
the inspection work of wagons manufactured in the private 
sector and as a result, 24 officers and 38 non-gnzetted staff 
were also taken over, who became part of this directorate in 
addition to those shown in the statement. From the duty lists 
it appears that several officers ore engaged only on stores 
work and there seems to be considerable overlapping of 
functions. Those engaged on stores work alone ares- 

Joint director Stores (Steel) ..1 

Joint Director (I&S) Calcutta .,1 

Dy. Director Steel (RS) Calcutta ..1 

Dy. Director (I&S), Calcutta ..1 

D;. Director Steel (G) ..1 

Dy. Director Stores (Wagon) ..1 

Dy. Director Stores (Steel) ..1 

Asstt. Director Stores (RS), 

Calcutt . .kkX _ 

O 


...This 
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30, ^his scowls too big an organization for the stores 

•/or 1 : involved, Thors rs no opportunity to examine their work 
and it is, therefore, suggested th-'t the Railway Do are shout 
rationalise the arrangement for procurement of steel and adjust 
the strength of the staff. Tlv Railway electrification Organi¬ 
zation has also its own officer for liaison with th . Steel 
Controller. Further, there is a Deputy Director (Bridges) 
posted at Lucknow fox piocuruLis--oo or soeel ioi oirc..goo. j.hen 
again there are a number of officers on the Dastern Railway 
engaged on a similar work. All this should be co-ordinated 
and a rational arrangement introeuced. There is also no 
apparent reason why wagon production g oup shoulo be. attached 
to the Research Designs c: Standards Organization, The better 
course would be cither to place it under the General Manager, 
Eastern Railway or to form a separav.^ composite unit, under a 


Controller of Stores. 

33., Out of the remaining officers, those engaged on 

inspection and liaison work with the manufacturers are:- 

Joint Director (Id), Calcutta, 

Dy. Director (I&L), Calcutta. 

Dy. Director (Inspection), Calcutta. 

These arc obviously necessary and should remain a part of the 
Research Designs be Standards Organisation. Then there are the 
following officers in addition to -the Director 

Dy. Director (P.P.) 

Dy. Erl x*ec to r (h.P,) 


Their.... 
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Thoir work seems to be of a varying, character ane presumably 

reaches a peak lev,.1 when contracts for production arc 

finalised and tapers off later. It may be examined, whether 
the two posts could be merged into one. The Railway Board 
should have the whole set up of this organization reviewed 
in the light of the observations made above and readjust 
the strength as required. Coming to the Mechanical Engineer¬ 
ing and Production directorates, a reorientation of their 
work has been suggested. It is a matter of primary impor¬ 


tance that the wo 


in the repair workshops is rationalised 


and repair schedules etc. reviewed, as suggested in 
Chapter VII, This will need considerable analytical work. 
Furthermore, the training programmes for staff, with the 
progressive, change ovcrflPom steam to ciosoi or electric 
traction, should be intensified so as to build up the 
requisite force out of the existing staff engaged on running 
and. maintenance of steam locomotives, 

32. From the duty lists furnished, it appears the 

Production Directorate keeps a close watch on activities of 
the Production Units anc., therefore, it is inferred that 
there is considerable correspondence between them. The 


Production Units 


headed by a General Manager each, who 


is assisted by a number, of Senior administrative Officers. 

It is understandable that the Railway Board approves their 
annual production programme, which is ^sed on the capacities 
indicated by the General Manager concerned. Each of these 
units has a different character of production work and, 


therefore..... 
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thei.,for~, th_ quantum ox co-o ;cm x-xo o or tn a is 
negligible. jom. co-oraination, ho.cv r 3 is n..c csSary between 

~nd. thzon-l mil ays for supplying certain compo¬ 
nents mrnuf-cturoc, by then; for use in repair work, Once this 
has b on firmly laid down, nothing more is needed to be done. 
There are sufficiently senior officer's in the zonal mil says 
and the production units, who shoulo bo able to sort out their 
joint problems by mutual discussion without ehc intervention 
of the Railway Neard. In respect of the dry to ony wor on 
the railways and the Production Units, the need for intervention 
from the Railway Board should be rare* The 10-cir.y D.O. reports 
and the published statistical dat~ should normal 1 y suffice for 
keeping the Railway Board posted with their problems ~nd develop* 
ments. In respect of the foreign exchange allocation for import 
of components an. materials, however, Railway Board’s assistance 
is needed. Th sc are largely to be resolved by the Financial 
directorate. To reduce correspond...nee, tile Joint birector 
(Finance) may visit the Pro.action Units periodically to make an 
appreciation of their requirements an-,, then progress these with 
th Finance Ministry. Papor work should b cut oowt to a minimum 
and more use of the teleprinter ser ivs s oula be made. No 
modification of hiw. strength in those sections is suggested. 

They should concentrate on rationalisation ana standardisation 
of work in the repair units -Hu initiate measures for the 
training of staff, which, to some uxrcnt, is alrea’v being cone. 
It has to be s.> sterna tic ally arranged ana pursued with greater 
vigour so that results materialise quickly. 


Regarding. 
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33. Reg-ruin;, the Joint Dir. ctor (?ucl), i v * is dis¬ 

appointing th-t-frii -wnreness 'bf‘'the‘variation in consumption 
of fuel, including o.icscl oil onJ lubrierting oil, is found 
1-elding and the reasons for v~ri~tion -re not -.vr.il-bit. m 
sufficient detail. His duty list shows th~t ho is - m mb,.r 
of n number of Committees. It woul v be better to :J.i v„ him 
from some of th^se committees if they hamper him in his b-sic 
work. He should concentrate on fuhl and oil consumption 
problems. Consumption statistics should be periodically 
reviewed in sufficient detr.il. 

34*\Sil*®TY DIRECTORATE — This hiroctorrto was formed rt the 

suggestion of the Railway .Accidents Committee. The strength 

of the staff h-s been as follows s- 

5 1-52 56-52 61 -62 Do c* A XWX ' 

Director - 1 

Jt. Dilector - 1 

Dy. Directors 1 2 

Asstt, Director - 

Sr. Scientific - 

Officer 

Jr. Scientific - 2 

Officers 

This oilectorate also deals *ith coaching work which, however, 
is not substantial. One Deputy Director from this section may 
be reduced after the Wnnchoo Committee h-s finished its invosti- 
ga.ions. Meanwhile, there is likely to He addition-! woik in 

this Directorate. 


THJjI. ... 
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35. THE SECRET ARY 1 3 BRANCH — 


51-52 56-57 61-62 Jec j *_67 


Secretary 

(director's Grace) 
Jt. Director 
Dy. Director 
Asstt, Directors 


1 

1 


1 

4 


1 

1 

2 


The future composition of this branch will depend, to a large 
degree, on the extent to which our recommendations regarding the 
reorientation of the functions of the Railway Board is imple¬ 
mented. Its responsibilities will bo further enhanced if the 
officer-oriented pattern of working is introduced. 


36. It is suggested that the record room an.. the typing 
section should be placed under the charge of officers of the 
status of Assistant Directors, who should sit with them and see 
that the work is promptly executed and delays avoided. 

37. Regarding Security, Vig: lance and Public Relations 


Directorates detailed comments have been made separately in 
Chapters XII, XIII and XV respectively, 

38. The proposals regarding officers 1 strength made in the 

abo\e paragraphs, are summarised in annexure II/4.‘ It will be 
seen from the above that the suggested strength of officers in 


the Board's office will be's- 

Directors ..14 

Jt. directors ..26 

Dy. Directors .,25 

■Asstt. Directors ..16 

Misc. Officers . . 3,3 


Total*..94 

(♦Excludes Vigilance, Security, Stores, & Statistics Directorates 
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The total strength of Class III staff in 1B56-57 excluding 

Stenographers was 336 and that of the Stenographers was 153. At 
the end of 1967, the strength had gone upto 1281 and 173 rospect- 
-ively. This represents an increase of 53/» and 17# respectively. 
In respect of Class IV staff comprising record sorters, d-ftrios, 
messengers, peons, etc., the total strength in 1855-57 was 33S 
which h»S now gone upto 485 anc. this represents a substantial 
increase. 

If the suggestions for the higher type of policy mailing 
and technical work being undertaken at the Board's lav el are 
implemented and the mode of working in the Railway Board is 
changed to the officer-oriented pattern and finally if the pro¬ 
tocol of non-interference in the day to day working of railways 
is observed, it must result in a substantial curtailment of the 
Class III staff and the strength of this category may even be 
well below the 1556-57 figures. An economy of 33 to 40 per cent on 
the present strength is quite conceivable. As regards tile Class 
IV staff the matter needs looking into very carefully and the 
future strength should be determined after a close scrutiny and 
a detailed job analysis. Substantial reduction in the strength 
of Class IV is definitely called for. 
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jUOi£:uaS II./3 

(Vide para 1 of Annexure 11/2) 
ctatement showing the staff strength (gazetted and non -gazetted) 


_■ , 


in the 


rd *,£ office. 

since_,J31 -; 

3-1S57 

° w 



Years 

Members 

Addlf" 

Directors 

Joint 

Deputy 

Assistant 

5 Vet ion 

Class 

Class 


« r-vir - *- - 

.liernbers 

•••• .■<• 

rep, tors 

J' i £§£tO£.s_ 

..Plfec.tqrj-s. _ 

.Off icers. _ 

HI. , 

. XV 

31.3, '^7 

5 

5 

12 

22 

31 

14 

103 

1,008 

389 

31.3.1958 

5 

5 

13 

22 

35 

18 

117 

1,093 

432 

31-3.1339 

5 

5 

17 

21 

36 

18 

lie 

1,099 

434 

31.3.1960 

5 

5 

17 

23 

37 

19 

128 

1,132 

426 

31.3, t 931 

5 

5 

18 

26 

40 

22 

122 

1,112 

421 

31.3.1S62 

5 

5 

17 

30 

43 

28 

116 

1,218 

445 

31,3,196:- 

5 

5 

19 

34 

48 

31 

122 

1,282 

495 

31.3,1964 

5 

5 

20 

35 

54 

31 

121 

1,314 

504 

31.3.1965 

5 

6 

20 

38 

60 

31 

118 

1,345 

515 

31.3.1965 

5 

6 

20 

42 

67 

31 

119 

1,404 

524 

31,3.1967 

5 

6 

19 

44 

65 

31 

12 3 

1,423 

492 

31,3,1968 

5 

7 

19 

42 

66 

23 

no 

1,460 

00 
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Directorate 0 Strength as in 1956-57 ft utrenc t h a s on 31-12-19 

Q ft . DD ' JB Kfot?| j D „ JD. DP " &D M T otal 


Civil Engineer- 12 2 

- . r , 

-- ; • 

^ t -blishinent 11 3 


; in?nee 
‘ occults 

'• tistical 

,iency 

. > i. O V 


2 

**1 


- 1 


*U V 1C 

'c.uoortation 2 1 


Ccrl & Telecom.- - 
i ' ! 'ic Co raid. 


lie oh nical 
•Sr.ginee ring 

i'i ichcnicsl 
f reduction 


1 2 

2 5 


- 1 

aeon Production - - 

Die etui cal 

Engineering - - 

./locos 1 

Planning 1 1 

Do 1th - 1 

ce ntury 's 
D r-ncli 1 

jeoromic Call - - 

Vigilance 

D-ilro- <3 

Co- o. 'dination 

Security & Public 
Delations 


3 

1 


3 

4 


1 

3 

1 


2 


1 

3 


1 

1 


"1 

2 


6 

12 

15 

5 


1 9 

mm mm 

1 4 

8 

- 9 

1 


4 


1 

1 

2 

1 


5 

2 

5 

1 


- 1 

1 3 

1 1 
1 2 

- 3 

1 3 

1 1 
1 3 

1 1 
1 3 

1 1 

1 - 

1 1 
1 1 

- 2 


4 

6 

6 

2 


2 

4 


1 

3 

2 

1 


1 

6 

2 

2 


3 

3 


3 

1 


1 

2 


2 

1 


4 

1 


11 

15 

18 

7 


6 

10 

10 

8 


3 - - 5 

9 2 3 18 


3 

9 


2 


1( 


•'Timber Adviser. 

♦This includes Joint BirectorC Timber). 
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J^TEHURE^ IIIZS 
(Vide para 3,16) 


1. Cl) Eastern Railway 


(a) "'ho continuance of a Civil defence Officer 
seem*? unnecessory, Civil defence plans of 
the railways having been finalised, the post 
should only be operated in ®n emergency and 
the sanction should be revised accordingly, 

(fc) The senior Executive Engineer/Plant r epot/ 
hoghs. isarai should be posted at Kogh-lsaroi. 
There is no point in porting him in the head 
office. 


Cc) senior Executive Engineer/Projoct and Assistant 
Executive Engineer/Planning do not seem 
necessary as permanent sanctions, The sanctions 
may be reviewed. 


(d) A. number of officers have been posted 
temporarily to lock after track 
improvement namely 


Tho 

(e) 


Engineer-in-Chief (Track) 

Senior Saacfefc&ff? Ssgincor (Track High Snood) 
ScaiOJJ Sagin-'SSKT v?ck Improvement) 

Railway Board should roviow those requirements. 
There is also a Senior Executive Engineer 
(Planning)., It is difficult to Understand 
vihy planning on this Railway nor -war"ants the 
retention of a whole"time Executive Engineer. 


(f) There are a number of Assistant Office’s in 
the Commercial side dealing with rates 
namely - 


Assistant Commercial Officer/bpecial Hates, 
Assistant Commercial Officer/Rctes. 

A ss i s tant Comme ret. ? 1 0 ff.i csr/Ra te s General, 
Assistmt Com erc:i ax Off i cer /Rates General (I). 
Assistant Commercial Officor/Rstes General(Il). 

Nor th 3 1 rat s have been mostly standardized, 
this strong t" seems excess vg and should be 
reviewed. 


(g) The Mechanical Department at present has the 
following officers - 


..2/- 
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(h) 


CMS - 

:. CMS/Burmin r, Loco 
PG?n./' orks 
LCMB/CC:’ 

Senior ocale PA./CMS 
SMB(Fuel) 

6ME(Maintenance) 

3ME(0peration) 

SME(Pl?nning and Project) 
SMB(Hoad Quarters) 

SMS(Cccl) 

Junior Scale A.M.B,(Fuel) 
A.M.B (c&r.) 

A.M.E.(R) 

A.M.E, (Cedi?)Box. 


. « « « 1 

... 1 
... 1 
... 1 
... i 
... 1 
... .1 
... 1 
r . , 1 

... 1 

"1 

• < • JL 

.. . 1 
... 1 


Senior Mechanical Snrineer(Fuel) should he upgraded 
to the rost of a Leput.y Chief Mechanical Engineer 

(r'uel). 


Senior Mechanical Engineer/Planning & Project and the 
Senior Mechanical Sngineer/Ueadquarters in the 
Mechanical Engineering side should he shifted from 
the Headauarters as Fuel Officers, one should he 
incharge *cf fuel consumption on the Howrah, beaideh 
and A.sansol Divisions and another for the Dhanbad 
and Dinapore Divisions. 


Assistant Officers should be posted at the 
oil depots other than those inside loco sheds for 
supply of diesel oil to engines. One of them could be 
the Assistant Fuel officer at the Headquarters. 


(i) Under the Chief Accounts Officer, there is a post 
of Accounts Officer/Efficiency. It is difficult 

to understand what efficiency measures he is capable 
of introducing with his experience. The necessity 
for this post may be reviewed. 

(j) Under the Controller of Stores there are following 
temporary posts - 


Ly.COS/31. 
oSOP/U, • 

SSOP/D- c 1 '. 

SS OP/Hail Bump. 
S3OP/Box 1agon. 
S3 OP / 

ACOS/’BI 
ACCS/oteal. 


Besides 





Besides the above, there are permanent 
sanctions for two Deputy Chiefs, 5 senior 
Scale and 7 Junior Scale posts. 

The organisation seems over staffed. 

In para 28 of annexure, ivawas indicated 

a number of stores posts in Calcutta uncer 
the Vi agon Production Directorate. The 
hailway Board should make a comprehensive 
review and readjust the strengths. 

South Sastern Rai lway 

a) Generals Here too there is a Civil 
Defence Officer and the same remarks 
as in the case cf the Eastbra Railway 
apply. 

b) Signalling & Tele-communication* In 
the Signalling & Telecommunications 
Department, there are 4 posts in the 
junior scale as against 3 on the 
Eastern Railway. The strength may be 
reviewed. 

c) Mechanical! The existing strength of 
officers in the Mechanical Department 
is as follows 


C.M.E. ...1 

Dy« C.M.E. ...3 

Sr. Scale S.M.Es. ...6 

Jr. Scale 4.M.B(Fuel) ...1 

(i) The post of Fuel officer.may 
be upgraded to that of a Deputy 
Chief. 

C i i) Divisional Mechanical Engineer /Vi.') 
and Divisional Mechanical Engine!r/P&P 
should be posted in charge of fuel, 
oil end - lubricants consumption on 
engines, one at Kha:\r.gr xrtos look after 
the Kharagpur and beItair Divisions 
and another at Bilaspur to look after 
the Bil. spur, A.dra and the Narrow Gauge 
Divisions. ChakradharpUr Division has 
been practically electvifiod* 

(iii) Same action is recommended for oil 

...fuelling 
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fuelling ns rn the Eastern Railway. 

d) Transportations The necessity for a separate 
post of l.S.(Steel) at the Headquarters may be 
reviewed considering that there is a separate 
I-eputy Chief Operating superinten"'ent/Goods. 
Divisional Superintendents should he able to look 
after the day-to-day work, 

e) Commercial: There are 9 Assistant Officers in 
the Claims side. The strength seems excessive and 
the General Manager should review the requirement. 

(3) Northern Railway 

a) Commercial: There are 14 Assistant Officers for 
handling claims and refunds c The number 
seems excessive and the General Manager should 
review the strength, 

b) Transportation: The post a? Assistant Operating 
Superintendent(Planning) seems unnecessary. An 
Assistant Officer cannot be of much use for 
planning, A Leputy Chief Operating Superintendent 
(Planning) is already available to look after this 
work. 


c) Mechanical Engineering: The existing strength 
of officers in the Mechanical Ergjneoring 
•department is as follows - 


c,u: ■?;. 

Ry, C M. f., 
or. oc.-. e 
J % ^ cj pj- 


1 

4 

7 

7 


If 4 


i) 
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i) The post of Divisional Mechanical Engineer 
(Fuel) should he upgraded to that of a 
Deputy Chief, 

ii) Works Manager(G) and senior Mechanical 
E-ngineerCProgress & Planning) should he 
transferred from the Headquarters to 
function ?s Fuel Officers, One more senior 
scale officer’s post should he created so 
that these three officers may he posted 
outside the headquarters to the Divisions 
to look after the fuel consumption work 
on tho Divisions* The work may be suitably 
divided amongst them, 

iii) There are 7 assistant Officers, one 
under each senio*' scale officer, which is 
not the pattern elsewhere. Out of these 
Assistant Officers it should ho possible 
to provide those required for manning the 
diesel oil supply depots, 

d) Stores: The necessity for temporary posts of 
Assistant OOGtrcXlo? nf Sterns (Homing) and 
Assistant, Certrx'lof c?f $fcoros(special) should 
ho reviewed, 

e) Civil Engineering: The justification for 
temporary posts of - 


» • • 


X.E.N.Planning, 
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X.S.k f . Planning, 
k.b.W, (Track Modernisation , 
jl.E.N. (Track Improvement), *nd 
A..E.K. (Iesign), 

should be reviewed. However, planning work on this 
railway is likely to be extensive and the post -for 
planning may have to be retained. 

(4) Uestern. Ra ilw ay 

a) Commercials 2 benior bcele Claims Officers h^ve 
13 Assistant Officers to look after. This is a 
wrong distribution, Ue suggest that the conversion 
of two of the posts of Assistant Officers into one 
senior scale should be considered. 

b) Mechanical: The existing strength of officers in 
this Department is - 


C.M.E. .. 1 

Py. CM.3. ..4 

br. Scale .» 5 

Jr. Scale .. 5 


The post of fuel officer should be upgraded to that 
of a Deputy Chief Mechanical Engineer, k senior 
Mechanical Engineer(Diesels) at the Headquarters 
does not seem justified. The Deputy Chief Mechanical 
3nginoer(RT.) should be able to look after the normal 
running problems of diesel engines and the Deputy 
Chief Mechanical Engineer'(Maintenance) likewise should 
do so in the case of maintenance. Problems of stores 
supply should be dealt with by the Stores Department. 
Two additional senior seal.; posts should be created and 


... .including 
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including the Livisional Mechanical Engineer 
(Diesels), these throe officers should be 
decentralised to the Divisions to look after fuel 
consumption as suggested in the case of other 
rail-nays. Only the assistant Officer Fuel among 
the Assist;;nts in the Headquarters can be spared to 
look after one of the diesel oil supply depots and 
additional posts of assistant Officers as required 
will have to be created for other depots, 
c) Civil Engineering: The department seems somewhat 
over-staffed, A separate extensive organisation 
for Survey k Construction already exists. The 
necessity for the posts of Project Engineer, 
Assistant Project Engineer and Assistant Engineer 
(opecial) should be reviewed. 

5) Cen t ral Rail way 

a) General: The temporary post of Deputy General 
Manager (General) does not seem to be necessary. 

Its jurisdiction has since been shortened. VJe 
visualise larger delegation of powers to the 
Principal Officers and other Heads of Departments 
and an intervening layer between the General 
Manager and these departmental heads could, 
therefore, be thinned out, 

b) Mechanical Engineering:- The existing strength 

of officers in the Mechanical Engineering Department 

•. .is 



-40- 


is as follows; 


C.M. 

3. 

... 1 

Dy. 

C.M.E. 

.. 3 

Sr. 

Scale 

... 6 

Jr. 

Scale 

... 4 


The post of Senior Mechanical F.ngineer(F) should be 
upgraded to that of a Deputy Chief. Two senior scale 
posts from the headquarters should be decentralised 
to the Divisions to fraction as Fuel. Officers on the 
Divisions. Besides the Bomba’ Division, which is 
electrified, the work on the rest of the Railway 
should be divided between these two. Additional 
posts of Assistant Officers should be created to 
take charge of diesel oil supply depots other than those 
located in sheds. 

6) Southern Railway 

a) General; The temporary post of Deputy General 
Manager (General) should be surrendered. The post 

of Assistant Deputy General Manager (Work,?) under the 
General Manager also seems unnecessary. 

b) Personnel; The temporary post of Officer on Sepcial 
Duty/Discipline Enquiries is not required. Consistent 

with the reduced staff strength and jurisdiction of 
this railway, 4 senior scale posts seen adequate. 

c) Mechanical Engineering* The existing strength of 
officers in the Mechanical engineering Department is 
as follows; 


C.M.a, •« 1 

Dy» C.'ii.E. .. 3 

Sr. Scale 7 

Jr. ocaie .. 3 


.... The 
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The post of Senior Mechanical Engineer(Fuel) 
should be upgraded to that of a Deputy Chief 
Mechanical Engineer. Senior Mechanical Engineer 
(Diesels) and Senior Mechanical Engineer (General) 
might be posted to the Divisions as Fuel Officers, 
one to look after the broad gauge and another 
for the metre gauge section. Necessary posts of 
junior scale officers should be created for the 
diesel oil depots, 

d) Stores i It is presumed that the two temporary 

senior scale posts for which sanction was given 
up to 31-3-68 have been surrendered. 

7) South Centra l Ra ilway 

a) Generals The temporary post of Deputy General 
Manager (General) should be surrendered. 

b) Civil Engineering: There is a substantial difference 
in the Civil Engineering work on this railway 
compared with the Southern, Central and 

Eastern Railways, where four Deputy Chief 
Engineers have been provided* Bearing this in mind, 
we consider that the work should be divided 
among three Deputy Chief Engineers and one post 
should be surrendered. The combined strength of 
permanent and temporary senior scale posts also 
scene excessive and the position should be 
reviewed. The total number of senior scale and 

...junior 
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junior scale posts is 13 and 14 respectively, 
out of which 5 senior scale and 6 junior scale 
are work charged. 

c) Commercial: Two posts of Deputy Chief Commercial 
Superintendents and one of Marketing Superintendent 
have been shown in the statement. Considering its 
size and nature of work, the Deputy Chief Commercial 
Superintendent (hates & Development) should he able 
to look after marketing work also. 

d) Operating: Here again almost the same pattern of 
strength of officers has been provided as on bigger 
railways for which there is no justification. The 
post cf Senior Transportation Officer(Planning) 
should be abolished. Deputy Chief Operating Super¬ 
intendent (Goods) should,in addition to his duties, 
look after Planning, Likewise, we think that the 
Transportation Superintendent(Safety) and Deputy 
Chief Operating SuperintendentCoaching) may be 
merged, as has been done in the Railway Board, 

On this railway, since it is a smaller unit, 
the Deputy Chief Mechanical Engineer (Loco & Running) 
should be able to look after fuel problems at the 
headquarters. The Senior Mechanical Engineer (Fuel) 
and Senior Mechanical EngineerCP&F) Headquarters 
should be posted to the Divisions to look after 
fuel consumption work on the Divisions. One of them 


• • • • 


may 
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may be posted at Vijayawada to look after Vijayawada 
Division and the broad gauge section of the 
Secunderabad Division and another should be posted 
at Secunderabad to look after the remaining area. 

The General Manager should provide assistant Officers 
from the strength at the Headquarters to man the 
diesel oil depots as suggested in other cases, 

e) finance cc Accounts: Three posts of Deputy Chiefs 
are excessive for this Railway; only two should do, 
one to look after the Finance and the other to look 

after the Traffic Accounts and General Branch, Three 
Assistant Officers for Traffic Accounts also seem 
excessive. Southern Railway has shown only one. The 
strength should, therefore, be reviewed. 

f) Divisional Jurisdictions The Secunderabad Division 
is much too big. A Deputy Divisional Superintendent 

nas already been posted, but we do not consider it 
a satisfactory arrangement unless there is a clear-cut 
division of responsibilities, which alone can give 
the necessary relief, It. should bo divided into two 
but the headquarters of both should remain at 
Secunderabad, which is conveniently located. As 
indicated above, we find that the zonal headquarters 
has excessive staff while this important Operating 
Centre ha* not been given the required relief. The 
bifurcation should be on the basis of broad gauge 
section being placed under a Senior Grade Divisional 

.Sup e r in tend en t 



Superintendent and the metre gauge section under a 
Junior G'^ado Divisional Superintendent. In the 
present division, there are already two Senior Scale 
Operating Officers. An additional senior Scale 
Commercial Officer and a Senior Scale Personnel Officer 
will be needed for the new division. Signalling, 
Electrical and Accounts v>ork may remain combined, but 
the officers concerned will be responsible to the 
respective Divisional Superintendents. Clerical 
staff need not be increased but should be readjusted. 
Despatch section etc. should remain common. 

(8) Nor th Eastern; and 

(9) Northeast Fronti er Railways : 

(a) General: These Railways have been working on the 
District pattern, which was retained for various 
considerations other than operational. T/e strongly 
advocate the institution of a regular divisional system 
of working on these railways as amplified later on in 
paras 19 to 22. The cost of establishing the offices 
should be faced but we consider that it should be 
possible to work within the present strength of office 
staff in the districts. In fact, there may be some 
saving. At present, all the coordination work is done 
at the headquarters wrich are over-staffed. Rhile these 
Railways have teen consistently losing and are smaller 
than the other zonal railways, the pattern of organi¬ 
sation is almost eomparabl with the major Railways. It 
is suggest the Headquarters' strength should be 


reviewed 
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reviewed in full regard to the adjustment in work 
which should arise with Divisionalisation, 
b) Transportation & Commercial Departmentss The 

North Eastern Railway has five junior administrative 
posts, one of which is temporary, 7 senior scale 
and 19 junior scale posts in the Transportation 
and Commercial Departments. The Northeast Frontier 
Railway has 6 junior administrative posts out of 
which 4 are temporary, 5 senior scale and 15 junior 
scale posts. 

In our view the pattern of these Railways 
should be: 

North Bastern North east Frontier 

Ope rating 


C.O.P.S. 1 1 

Dj'« C.O.P.S. 1 1 

Safety Officer 1 1 

Sr. Scale 

Sr. Scale 1 1 

(Goods) 

Sr. Scale 1 1 

(Coaching) 

Junior Scale 2 2 

Commercial 

C.C.S.' 1 1 


Dy, C.C.S.wooes) 1 

Dy. CCS (Marketing 
& Sales). 1 

Sr.Scale( Marketing 
& Sales) Nil 

Sr.Scale 1 

(Claims) 


-1 (Dy. CCS(Geni) 

Nil 

1 

1 


. •«*Sr.Scale 
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or.scale 1 1 

(Refunds & General) 

Jr.oo::le 9 7 

The !K?,R*i:u»ay might have only 7 junio- sc-le posts 

under Commercial. 

c) Medicals In our view, the post of a Chief Medical 
Officer on these Railways purely for supervisory 
work seeits umvarranted. It is suggested that they 
should also devote part of their time on specific 
medical T 'ork, 

d) The reductions suggested for consideration in other 
departments consequent on Divisionalisation are 
tabulated in A.nnexure lll/6. 

2<>. In dealing with the detai? s of the set up of these 
two Hail’.ays, we timid also like to bring to the notice of 
the Railway Board that some redistribution .of the 
jurisdictions of these two Railways appears to be. necessary. 
There are two alternatives which have to be considered and 
carefully examined in the light of the operational needs: 

(i) The section between Katihsr and Baraimi 
may be transferred to the Northeast 
Frontier Railway The transhipment 
work at Garharra Par Ba:. auni, ’ 111 , 
however, remain under the North 
£a s i'.ern Railway 5 

o v ’ O i) ICatihrr inclusive of Joghani and branches 
may be transferred to the North Eastern 
Railway. 


... be 
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1 Ye have no special preferonco for either of these re¬ 
arrangements although in the ultimate analysis 
alternative Cii) may lie more suitable, 

3, The full divisional scheme operates in all the 
Zonal Railways except the North Eastern and the Northeast 
Frontier Railways, which are still working on the district 
pattern. 

^ In the district system,the officers of the various 
departments control their respective districts and in 
some cases the jurisdictions of the various district 
officers are not even coterminus. 411 co-ordination 
between the various district officers has to be done at 
the headquarters level, which leads to correspondence 
and delay, 

5 On the othe-'- hand, in the regular divisional 
scheme, all the officers are stationed at the 
divisional headquarters except for the assistant 
engineers incharge of sub-divisions, and for an 
occasional transportation officer posted in-charge 
of a control office,if located outride the headquarters, 
or for an 4rea Officer-in-charge being posted at an 
important commercial centre. Co-ordination of all the 
activities within the Division is effectively done 
under the Divisional Superintendent, who is an experienced 
and a specially selected officer. 

6 -. in view of the big advantage to be gained, 
more specially clue to their strategic locations 
and the sudden burden that may fall upon them in 
emergencies which may arise without warning or notice, 



-48- 


ve strongly advocate that the district pattern on the 
North 2astern and Northeast frontier Railways should 
"be changed to the full divisional pattern as early as 
practicable. In determining the number of divisions and 
the divisional headquarters, due regard should be paid 
to the expected growth of traffic on these t’«o railways 
and the heavy workload that may develop on some of the 
sections in emergencies. Frequent changes in jurisdictions 
or bifurcation of divisions should be avoided by careful 
forethought. 

7i In para 2, we hrve given an indication of the 
necessity for the redistribution of the jurisdictions 
of the North Saatern and Northeast Frontier Railways® 
Obviously the details of the proposals for introducing 
the divisionalisation on these two zones should be 
worked out after a decision has been taken in this matter. 



PRO POSED S„T 
CADRE POSITION IN H EADQUART ERS OFFICE; 

AS jauL=-SL - i- 9 -68 


L3P ARTMENTS 


Administration 

Personnel 

Accounts 

Engineering 

ji-jnclling 

Electrical 

1rcnsportation 
<1 Commercial 


mechanical 


nodi cal 


Security 


Sto res 


EXISTING STREN GTH O N NORTH EASTERN 0 

’railway j 

J. A » . _JS/C1.II_ 0 

0 


P_ 2 . ¥.„ P _ T 

1-4 5 

1 - - 5 1 

2 - 6 

3 - 7 2 

12 

- 2 

4 1-5 2 

2 - 4 1 

- 2 1 

1 - - 3 


,. W p .T . _ F C 

- 4 - 

- 7 

-13 

6 6 2 4 

2 1 - 
12 - 

- 17 2 

- 2 - 

- - 1 

- 4 1 

- 4 - 


DEPARTMENTS 


Administration 

Personnel 

Accounts 

Engineering 

signalling 

iloct leal 

Transportation 
■l Commercial 


i ocn-vnical 


EXISTING STRENGTH OF NORTHEAST 
FRONTIER RAIL.; AY 


-—.jLlAs,.. ...S.f.Sj..» 
JL_T W P _ _T 

1-4 5 

1 - 3 3 

1 - - 4 1 

3 - 5 2 

1 2 

— — — 2 1 

2 4-5 

2 1-4 


. .iSZSUIL... 

W P T W . 

- 2 - 

- 5 - 

1 11 2 

- 5 2 

12 - 1 
-11 

-15 - 

- 3 - — 


medical 


1 


1 


2 
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2 1 - 1 

1 - - - - 41 - 

1 — — 2 — — 3 — — 

PROPOSED STRENGTH OF NORTHS*ST 
__FRONTIER RAIL)!AY _ 

_ ... SaS.,_ _jo/ci .ii 

.. p ..T W .... P.. T f T w . 

-1 - 4 5 2 - - 

1 — — 2 — — 3 — — 

1- -4 -1112- 

3 - - 4 - 5 2- 

- 12 - 11-1 

- -2 1 - 11 - 

2 - - 6 - - 9 - - 


2 1 


2 


2 
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AE SSNDIS V/ 7 
f (Vide para 5.21(c) 

Vi"it of a groups the Stud/ Toam on Railways of the 
Administrativo .lefcms Commission to Fatka.rdih. & 

Dugda Washer ios on 24.11.1 -67 

* ♦ # 

Since detention to wagons at the Coal Washories vrere 
heavy, a group of the Study Than on Kail ways visited two of the 
Hindustan Steel Washeries, namely, Fathardih and Dugda. 

2. Fafba r dih . Uashery This D'ashery receives raw 
coking coal with high ash content from 26 different collieries 
which are served from the Pafhardih Depot. This involves 
considerable shunting work at Fat hard :lh. Marshalling Yard, 
because coal wagons ere received at all tines of the day fron 
different pilot sections. It was suggested to the Divisional 
8*qpdt., Dharibad to ■examine how far rationalisation of these 
supplies was practicable by introducing nominated loading for 
this Washery fron specified collieries and restricting 
loading on a single pilot in a section whore two or nore 
pilots operate with a view to reducing the number of 
collieries fron which coal was received on any one day for 
this wrshery and thereby minimising the shunting work, 

3. The Washery receiving lines fom part of the 
Sorting grid of the Pethardih Marshalling Yard. int6 which 
incoming loaded wagons with coal are detached when they are 
sorted. Those wagons are then pusnec on to the wagon tipplers, 
of which there are two one fit to handle open 4Vv?heelers and 
crto'iiffjr covered 4-wheelers, The percen tage of covered 
4-wheelers being very email, bulk of them are tippled by 

the open wagon tippler. After tippling, coal falls into 


bins 
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Mna from which it is carried by means of belt cc nvQyczz ti¬ 
the washery, after blending, if needed, or taken direct* 

4. These tipplers are operated only for 16 hours curing 
the day and in the remaining time their maintenance is attended 
to. If tipplers get out of order, manual unloading is 
arranged, for which extensive facilities have been provided, 
but is an extremely slow process and whenever this has to be 
done, wagon detentions get aggravated. Occasional failure of 
tipplers was reported, indicating bad maintenance despite 

8 hours regular shut down, representative of the Hindustan 

Steel who was present was requested to look into this. It 

was also suggested that they may examine the possibility of 

converting the covered wagon tippler for tippling open wagons 

done,the 

as well. If this could be/naintenance hours of the two 
tipplers could be staggered so that the tippling operation 
could be carried out throughout the day. Restricting this 
work to 16 hours inevitably leads to hold up of wagons. 
Tippling work is also stopped whenever there is a mechanical 
failure elsewhere, leading to the stoppage of the washcry 
operation and in consequence wagons are detained. Here again 
the necessity of proper maintenance of mechanical equipment 
is indicated. 

5. Washed coal from the washcry is carried by conveycix 
belt overhead bunkers. Cocking coal and middlings ore 
separated* T»i<- latter are normally despatched to the Durgapur 
Thermal Station. Hut as Efcirga ;ur also has a Washery, it is 
only when the local supply is inadequate, despatches are 
arranged from Pathardili Washcry. When the middling bunkers 
get filled up washery operation is stopped. Sitherway 

.niddlings 
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middling; ere removed and dumped involving loading and 
unloading of wagons end re-icaded when they are despatched* 

All this is a fairly expensive process. The formation of 
middllings at the washery should be linked with their despatch 
to some Thermal ilant. We were told that recently arrange¬ 
ments had been made to supply the middlings to the Bandel 
Power House* T.n respect of washed coal, there are two series 
of bunkers, and each one can discharge coal into ten bogie 
wagons simultaneously. Due to a mis-calculation, the openings 
of these bunkers have been incorrectly positioned in relation 
to the size of a bogie wagon; in consequence some of the bunkers, 
when discharging coal, throw it out into the gap between two 
wagons and, therefore, simultaneous operation of all the 
bunkers, which can be arranged, is not done. Wagons, there¬ 
fore, have to be constantly adjusted under the bankers end 
are manually operated which greatly slows down the loading 
operation and involves shunting, for which a yard pilot is 
utilized on account of which other movement operations suffer. 
This is an unfortunate problem due to the initial mistake, 
but it should be rectified. The position of bunkers, cannot 
be changed, but certain arrangements which we have suggested 
should enable simmultaneous discharge from tine bunkers into 
the wagons, 10 bogie wagons may be positioned under these 
bunkers as closely as possible to the openings of the bunkers 
and then markings may be made cu the r-rils so that every 
placement by the shunting engine may be Exactly in the 
same position. Bunkers which do not discharge washed coal 
exactly into the wagon should be provided with a funnelling 


arrangmant 
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arrangement fixed to the bunker so that the coal coming out 
may bo funnelled straight into the wagon unbornoath, Space is 
available for fixing such funnels as an attachment to the 
respective bunker concerned# 

6® The next problem arises in connection with tha 

weighment end adjustment of loads of over-loadod/under-loaded 
wagons* For this purpose a weighbridge and a special bunker, 
from which additional coal can be discharged, has been 
positioned some distance away from the main series of loading 
bunkers. This involves a fresh movement and further d elay * 

The Washary authorities stated that while in the main loading 
they can reasonably regulate under - loading or over-loading 
to the oxtent of 2 tons, which is permissible, but as in the 
case of under-loading they are required to pay for the capacity 
lost, they naturally try to make it up, 4 practical view 
should be taken and under—loading or over-loading tc the extent 
of 2 tons should bo permitted so as to greatly minimise the 
problem of adjusting over-leads which would then be restricted 
to only those wagons which Lave been ove::-loadoc in excess of 
2 tons. In fact, in a case of this nature, charges should be 
regulated on the basis of the stand; rd weight for the whole 
rake, which would avoid considerable accounting problem etc. 
This will also avoid detention to wagons and considerable 
shunting and delay might be eliminated, 

7, In this connection the v/ashory Superintend out else pointed 
out that they wore allowed certain rebates in respect of 
installation of their own weighbridge,and in respect of double 
movement of coal# Those rebates should also be incorporated in 
the freight and a differential freight quoted for them so 


that 
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that further accounts adjustment checks, submission of bills for 
rebate etc. may all be eliminated, which obviously involves 
considerable unnecessary clerical work* 

8 . The Divisional Superintendent, Dhanbad, is fully alive 
to the problems which have been discussed abo'S i and other minor 
ones which arise in the day to day working, but the co-operation 
from the Y/ashery authorities had boon lacking. Ho informed us 
that since the return of the. Dy. Superintendent. Washerios, who 
had been away on a foreign study tour, full co-operation was 
available end la hoped that those difficulties will now soon be 
got over. In fact, he pointed out that the detentions had 
already been substantially reduced and he expected that further 
improvement will materialise when some of the suggestions 
indicated have been implemented, 

9, Another problem, which occasionally arises is in 
connection with the despatch of washed coal to the Durgapur 
Steel Plant, which, on account of practical difficultios, some¬ 
times stops despatches and arrangements then have to be made 

to despatch it to Rourkela or Bhilai. Facilities, however, from 
this washery have been arranged for movement in the down 
direction. When such a move is made, wagons with washed coal 
have to be transferred to the S.E. Railway transfer linos by 
fairly awkward cross-movement, affecting the whole yard 
operation. Via examined the 'feasibility of movement through, 
what is known as tho 4DIH link, taking off from Bora Chak, which 
is a movement in the down direction, but wo wore informed that 
this link, which is :.bout 2^ miles long, is not electrified 
and being on a heavy gradient of j-in-60 cannot be negotiated 
conveniently by steam locomotios, In any case, engine changing 


problem 
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problem is a ticklish one and therefore in a contingency, such 
as we have explained, there is no option except to wove by 
a longer route via Somoh. In any case, thi.: is a problem 
which should notmally arise only occasionally and shouln be 
tackled in the exigencies according;to the circumstances 
prevailing. 

10« Ijugda Washery Hero again, the nature of operation 

is similar to that <>f the Pathardihi wa.chary• It nas been 
equipped with two 4-wheeler open wagon tipplers. Covered 
wagons are unloaded manually* The quota of coal received 
is of two different varieties and, therefore, each tippler is 
used for the respective variety of coal, which is blended in 
suitable proportions before washing. Here again, the 
tippling operation is stopped for 8 hours. It ha,s been 
suggested to the Washery authorities to stagger those hours of 
maintenance so that the tippling operation may centime 
throughout the day and they have agreed to examine it. Here 
the incoming coal is received from fewer collieries; only 
25 wagons daily are received from the 5 ,1. Railway. It is, 
therefore, possible to move these wagons in a closed circle 
and Railway authorities must endeavour to ensure the entire 
supply in open wagons only so that the problem of manual 
unloading may be eliminated„ In fact, the same should be 
attempted in the case cf 1 nth&rdih Washery as well. For the 
despatch of the washed coal which moves to lewrkela cr 
Bhilai, bogie open wagon trains are received from the SX , 
Railway. The bunker openings, here again, here the same 
problem as in the case cf lathardih , namely, they have not 
boon p*»«*4t?onod exactly to conform to the size of the bogie 
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wagons, The solution suggested, therefore, is exactly die 
same as in the case of Pathardih, 

11 , For load adjustment, however, where under-load 

has to be made good after veighment, the v/eighbridge has been 
conveniently positioned along side the loading bunkers and 
load adjustment is, tlrserefoie 7 a comparatively easier matter. 
It would however, be advantageous to allow them the same 
facility as has been proposed for the Pathprdih Washery in 
respect of 2 ton over-loading or under-loading and invoicing 
etc. which should cover element of rebate. 

12* A second washery is in the course of completion 

along side the first one. This has been equipped with two 
tipplers for bogie wagons or two 4-wheelers. The 
arrangement here is to wash an inferior grade of coal and, 
therefore, any adjustment of coal supply as between the two 
washeries is not practicable. However, since there will be 
two tipplers simultaneously operating, it would be advisable 
to stagger their maintenance hours so that the operation 
may be continued throughout the day,, 

1-3• Various problems of operation were then discussed 

with the Divisional Superintendent. Dhanbad* One of the 
major problems concerning them is the question of high 
incidence of damages among new bogie wagons (BOX) . This 
is of the order cf 7.57,, These damages largely consist 
of* - 

(a) cracks in the sole bar, 

(b) breakage of the shackles, 

(c) ■Quacks in the aarnfac Purer s weld, and 

(d) breakage cf springs. 
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»fe were informed that the Incidence of breakage of: springs 
had since bean largely controlled, bat the other dgnagen 
continue. Railway Board have issued instructions that voiding 
repairs should not be executed when a wagon is under load 
and, therefore, such wagons are deta.tche.dj unloaded and the 
repairs done in the sick lines which inevitably leads to 
considerable detention and handling, Elsewhere, however, we 
found that these repairs continue to be done when wagons are 
under load without unsatisfactory results. It is obvious that 
to the extent it is physically possible and technically 
feasible such repairs should be dene without having to 
undergo the lengthy process explained abc<?e. 
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Statement showing the implemen- 
Accidents Committee 1962 regar< 




Item 

No# 

Namo of Signalling 1 

Equipment ’ 

1 

t 

Number in 1 

existence prior ’ 
to 1962-63 i.e. ’ 
before RAC’s ’ 

recommendations.’ __ 

1962* 



x 

2 

83(i) 

Block sections provided 
’ : ith token instruments 
on single line. 

3292 

154 

83 C ii) 

Block sections provided 
v/iti. lock a block 
instruments on double line 

1117 

21 

83(iii 

) RUdifcontary interlocking 
(No. of stations) 

520 

167 

83Civ) 

Multiple Aspect Upper 
Quadrant Signalling 
(No. of stations). 

439 

50 

84( i ) 

Track circuiting of 
reception lines 
at stations. 

155 

10 

84(ii)Multiple Aspect Colour 
light signalling 

Not readily 
available 

20 

84(iii)Automatic Signalling 

420.77 

40 

84(iv) 

noute Relay Interlocking/ 
Panel Interlocking. 

7 

2 

85, 

Automatic Train Control, 

Nil 

’.or! 

Gay* 

H 

Interlocking of non¬ 
in terlo eked stations. 

4228 

67 

?! 

Raising standard of 
interlocking. 

Not applicable. 

86 

(a) 

Expenditure on pure 
signalling works 
(in crones of rupees) 


as, 

CD 

Expenditure on signalling 
portion of combined works 
(in crores of ruoees) 


Rs, 





pivmJHE jiii/: . 

("vide para 8 . 01 ) 

fcatien of recommendations of Bailway 
3ing provision of improved signalling* 


t 

*63 f 1963-64 

f 

i 

\ 

t 

i i 

' 1964-65 ' 

i ' 

i ' 

i » 

i i 

' .1 

1965-66 1 

i 

t 

t 

* 

1966-67 

1 .. 

'Total 
'Col.2 

'6. 

1 

1 

r 

of 'Existing hi 
to '31-3-67 
(Col.l & 7) 

i 

i 

3 

4 

_ § 

_ -B „„ 

_ 7_ 

o 

O 

236 

336 

2S4 

216 

1226 

4513 


31 

153 

171 

53 

429 1546 

115 

76 

40 

20 

418 938 

99 

103 

100 

29 

381 820 

13 

13 

34 

1»2 

262 .. 417 

. (stations Xs tat inns ) 

24 

50 

99 

B6 

249 Fot readily 
(stati^if)availaul- 

.88 30 

49.60 

128.77 

103.' 

98 353.23 774 

(Track Ki 

3 

1 

3 

9 

18 25 

(st^ti- ns ) 

c is in progress on 5 e aid ah-Bur d wan (101 Kms) and 

i-Moghalsarai 

Sections i 

of Eastern 

Bail' 

'®ay(203 Kms). 

77 

98 

172 

77 

491 4719 

I 

124 

97 

62 

46 

415 1 Not 


(s tati ns) 1 appliebio 


4.10 as.5.63 as.6.99 Rs.7.73 Bs.7.54 3s.31.99 

c ao -o,-. c AO oe a c;/i t> e o HQ . fi. 07 “?.«!. 31.19 
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>oconmendati op s that hav e no t_ been 


* w asr 

, 1'ic 
acceptor 


'Vt. 


o « 

'ft 4 


V s 


Part I ton Subject in brief 

of No. 

the 

p o rt ___ _ __—-- 

X 3C(ii) Surprise tests 

cf observance 
of signals. 


Railway Beard’s consents 


L procedure whereby conflict¬ 
ing signals re devised on 
purpose with lie object of 
testing drew . s in their 
alertness vd'Jl involve 
intorforor.ee pith interlocking 
gear at inters."hod stations 
which Will net so in the 
larger intorvsc of cfiir-iency 
and safety of operation. 


35 


Sven as regards ••.he non* 
interlocked st "lions, such 
a procedure involves inter¬ 
ference with certain rocking 
gadgets which ,a*o generally 
kept sealed and 1 -Led a 
Furthermore., on sections witn 
non-intcrloc :ed stations, 
density of * ’affic is 
relatively less, and speeds 
of trains r-ow and the ; 
devising o: tests of alert- 
ness on sue sections, at the 
cost of int faring in the 
normal opera . jns, may not 
servo any u.n :nl purpose. 


publication of 
brief reports 
of Statutory 
enquiries into 
accidents. 


The Ministry cf Law to whom- 
the matter was referred for 
advice, had expressed 
themselves again at 
publication of the report 
since such a course in the 
eventof pxosoc : tie.n. having 
boon launched or likely to 
be launched against the staff 
involved if* ac idonts, night 
result in public discussion 
of natters likely to bo 
adjudicated )y the courts thus 
prejudicing .fair trial 
of the accused. In view thereoi, 
this recommendation is not 
acceptedc 



Cortain percentage 
of pests in Cl.Ill 
and IV should tie 
filled in by 
direct recruitment 
of the sens of 
Railways employees* 


The recommendation t. •’ the 
Railway Accidents 
Comnittoo for reserve on 
of certain percentage jf 
vacancios for sons of 
railwaymen was considered 
with all its impliea tons, 
Uhile such reservati .1 of 
vacancies would be 
conducive to improved .it in 
the morale as well as vie 
efficiency of staff, f' 
suggestion can be acloptod 
only by amending the 
Constitution of India, 
which perhaps would not 
be possible. Accordingly, 
the recommendation has not 
been accepted. 


Opening of poly 
technics and 
schools for the 
sons of Railway 
employees. 


On account of difficulty 
in giving preference tc 
children of railway employees 
in the matter of recruitment, 
the setting up .of s- _h 
schools and poly tech ,s will 
not help. There are already 
vocational training centres 
on the Railways for import¬ 
ing vocational training to 
children of Railway . nlcyees 
and such training sctools 
would continue to be 
developed on the Railways., 


General Managers 
be empowered to 
fill in 25$ of the 
vacancies from 
amongst the sons of 
Railway employees. 


The ^ncommendation of the 
Railway Accidents Committee 
for reservation of cor ~n 
percentage of vacancies for 
sons of railwaymen was 
considered with all its 
implications. While such 
reservation of vacancies 
would bo conducive *.::• 
improvement in the morale 
as well as the efficiency of 
staff, the suggest* 1 c‘i can be 
adopted only by anewding the 
Constitution of Inch which 
perhaps would net be possible. 
Accordingly, the recommend¬ 
ation has not been accepted. 



57(iv) Restoration of the 
per«entago of 
cliroct rocruits 
in tho category 
of Assistant Block 
and Signal 
Superintendents to 
66 , 6 . 


?(vi) Increase in the 
quota of direct 
recruits as 
Traffic 
ocrontices* 


At present direct 
recruit ont from the 
open do.: hot to tho 
extent of 40 per cent 
of vac .os to tho 
categories of Assistant 
Signal Inspectors and 
Assistant Block Inspector 
is alro. 3y provided for. 
in addi ion, 40 per cent 
vacancie. in those 
categoric.; are filled 
by promoof directly 
recruited Signal and 
Block Mai itainere. Or the 
basis of soniority-cum- 
suitabilit only tho 
remaining 1-J nor cent 
vacancies arc thus filled 
in by promotion from 
lower ranks In view of 
this no change in tho 
existing percentage cf 
direct recruitment rules 
needs to be called for. 

The quet*' of direct 
rocrui' nt of Traffic 
Apprentices from 20 to 
25 per: cent has been 
rocontl - increased. 
Instructions have also 
boon is: rod that tho 
Traffic apprentices 
recruited against 25 
per cent % cancios should 
on succc. ■ rul completion 
of their apprenticeship 
of 3 yoars, bo given 
straight 1 ' ■ :j the scale 
of Rs.250-280 instead of 
being first absorbed in 
the scale of Rs.205-280. 
In view of this, and 
having regard to tho 
interests of serving 
employees, no change 
in the existing percen¬ 
tage of 2.0 is considered 


Contd.... 
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II 62 


65 


75 


Senior Supervisors 
should not be 
permitted to 
become members of 
the staff unions. 


Adoption of abbre¬ 
viated procedure 
for the imposition 
of penalty of 
reduction in rank 
or grade. 


Introduction of 
the Divisional 
Organisation on 
Northeastern 
and Northeast 
Frontier 
Railways. 


This recommendation r s 
been examined in 
consultation with the 
Ministry of Law tut in 
view of the opinion 
tendered it will not be 
possible to amend the 
Trade Union .let, to 
exclude Senior 
Supervisors from 
becoming members u? 
the Trade Unions. 

in abbreviation of the 
disciplinary procedure 
for imposing the 
penalty of reduction in 
rank or grade will 
necessitate an amemi- 
ment to the Constitution. 

In view of the Supremo 
Court's recent judgment 
holding the rolevan t 
rule in the Indian 
Railway Establishment 
Code regarding the 
termination of service 
of permanent Railway 
employees as ultra 
vires of the Constitution, 
tho question of 
permitting General 
Managers and Hea>.e of 
Departments to terminate 
the services of staff 
responsible for causing 
accidents does not 
arise. 

This matter was 
examined in detail 
not very long ago and 
it was found that, 
compared to other 
Metre gauge systems 
on Indian Railways, 
the conditions on the 
North Eastern and 
Northeast Frontier 
Railways did not justify, 
at present, a change-over 
to the Divisional 
organisation. Tho position 
will,however, bo reviewed 


Contd 
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il 


125(v) To give closer 
examination 
all the 
journals 
running hot 
should ho 
stamped with 
a Star* 


l£8(iv) Manufacture of 

non-ferrous items 
in a small 
Foundry attached 
to the Mg loco 
sheds were 
justified. 

132(iv) Preliminary 

trial of Engines. 


146 Setting up 

Central Workshop 
fo r manufac turing 
essential parts. 


and a chang.. - er from the 
District to tie I one! 
pattern wili be con si do 
as and when this is calle- 9 
for® 

Unlike carriages and 
for which records c&nnoc be 
kept of ir.eivr* ,<ual trip 
defects, detailed up-to-date 
records &20 kept of 
locomotive defeces after 
inspects.: at the end of 

every ti .. It is, therefore, 
not cons roe necessary 
to stamp '.bo co axles 
when they * hot. Journals 
running he t arc however 
closely e; ■; mined in shops 
and sheds. 

Setting up • t non-ferrous 
foundries at cac .-o’ to big 
loco sheds is not considered 
desirable as the ’oquisito 
q U al i ty con' rob c anno t b o 
maintained ; c such levels-. 


Accepted except item (iv). 

It is the nor. ai precti ;,e 
to have independent trials 
by special ‘Trial Drivers’, 
who arc n..,t under the 
control o ? the Workshops* 

More than one trial is 
also don, where necessary, 
before ih engine is turned 
out of t; ’’. shops. It would, 
therefore, be not necessary 
to conduc . preliminary shop 
trials with a driver 
attached co the shops,, 

With the ini ;-od ction and 
good progress of incentive 
scheme and the creation of 
additional capacity for 
manufacture f o.oaro parts 
in Railway Workshops 
and with the increased 
capacity available with the 
private industry the position 
in respect of supply of 


Centd 


t * • • • 




IT 


-64- 

spare parts has imp rev a 
will progressively twyver 
further. Besides, with v 
progressive change in me .10 of 
traction from steam locomo¬ 
tives to diesel and electric 
locomotives and the changes in 
the types of rollin'-' a vvk in 
use of Indian Rai.lv v s ; the 
pattern of requirements of 
spare parts as wel... ' the 
activities in oertoe \ " r .shops, 
will change, necessitating a 
reorientation of the future 
planning of work loaf in the 
existing workshops. vi :;v 

of this it would not bo 
advisable to set up rt this 
stage a Central Workshop on 
the lines'suggested b; the 
Committee. 

The need for strengthening 
the Research Organisation 
in respect of all branch s is 
appreciated. Having regard 
to this as also keeping in 
view the need for close 
coordination among 11 
branches and for be veer use 
of equipment, it worvi not 
be advisable to sph... :■ the 
Research Directorate into 
two separate wings. Accordingly, 
whfjLe maintaining the 
coordinating Director for 
research as at present, the 
existing organisation is 
being strengthened by creating 
additional posts of Joint 
Directors where necessary. 

The Committee refer t: Time 
& Works study which dt As with 
opero.tions in the fiel~, and 
on the bench and are best 
handled by the Railw ay 
Adminis t r ations themselves 
amd the Research Organisation 
should not be burdened with 
this work. 


170 Research Organisa- 
t i on sh o u id al s o 
undertake research 
into various 
operations. 


: 0 Creation of two 
separate Research 
Directorates. 


Contd.... • 
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II 


182 M.T. should bo 
responsible for 
the working of 
Efficiency 
Bureau* 


206 Presence of 
Members of 
public at the 
enquiries'into 
accidents. 


One of the incioal 
functions c, the 
Efficiency iureau is to 
make indepc "c it studies 
and assessm. i the 
efficiency oi different 
sectors of railway 
operation so as so assist 
the Boar a in ensuring that 
the maxi; m outturn is 
obtained an that the 
economic 

benefits are maximised. 

As the financial and 
economic-an: sets come 
under tr.e purview of the 
Finaneial C ommis sioner 
and he ;s rv-t himself 
directly concerned with 
executiv, aspects of 
operct ion, the existing 
arrangemen ■* s considered 
more advani a;• e ou s - 

It is felt hiat, while 
the officers of the 
Railway Sai by Commission 
are free tc ;a o evidence 
from any person, having 
knowledge of any aspect 
of a railway accident, 
there is no need for 
nfeking t v ?. investigation, 
into the cause of an 
accident . open to members 
of the puolic general ly 
or for inviting the 
Railv/ay Unions to give 
information. The investi¬ 
gation is of a technical 
nature which is unlikely 
to be of any interest 
to the p . .lie and the 
points oi which are not 
likely gen rally to be 
appreciated by them. 


207 


Statutory provi¬ 
sion that evidence 
tendered as a 
witness at the 
enquiry held by 
the Railway 
Inspectorate 
will not be 
admissible in 
the law courts. 


This recommendation has 
been examined in consulta¬ 
tion with ;,r.9 Ministry 
of haw who are of the 
view that the evidence 
of witnesses at the 
enquiry held by the 
officers of the Railway 


Safety C ...emission, is 
taken on oath and is, 


not 
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II 


212 


:13 


216 


therefore, not t re cruet s 
evidence under the lud.i mi 
E vidence Act. There is 
thus no need to mere a 
statutory provision, ns 
suggested by the Cv-^ivt 


Publication of 
brief reports 
for all accidents 
enquired into. 


A similar re comment, uion 
made in Part I of the 
Report of the Railvr 
Accidents Committee w 
referred to the Minis,ry 
of Law who considered 
that it would not be 
advisable to publish o 
a report in advance of o 
possible prosecution as 
it might embarrass the 
Government in prosecuting 
the co.se, apart from 
creating prejudice against 
the persons held responsible. 


Railway board, 

:l-e competent 
authority to 
certify the 
fitness of new 
types of Loco 'and 
Rolling Stock, 


This was examined with all 
its implications arc’ it is 
felt that the existing 
practice would bo more conducive 
tc having a double check on 
new locomotives and roll ring 
stoc.:: ? before placing baem 
on the line, raid on the 
movement of over-dimensional 
consignments, ' Statro q uo 
Oi.s, therefore, preferred. 


Working of While technical functioning 

Railway Inspe^t^jgifc^f the Railway Inspect a - 
ctorate under ' rate will be better 

the Railway promoted by its working 

Minister. under the Railway Ministry f 

this arrangement is not 
likely to create compels to 
confidence in the public 
mind about independence 
of the Railway Inspectorate 
and its findings into the 
causes of'serious train 
accidents. Accordingly it 
has been decided that the 
Railway Inspector oe should 
continue to function under 
the Ministry of C_.vil 
Aviation so that its findings 
may inspire comp lei: ; public 
confidence. 



R ecom aenan 
166 


.tlon s that are st i ll unaer exami ne ’ ion 

Post graduate courses in Railway 
Engineering in Universities and 
Technical Institutions. 

Technical ding in the Commissio of 
of Railway Safety. 


205 



Memorandum re "Brown" 
System of discipline. 


1, With the object of securing maxim' a efficiency from 
employees with the minimum amount of hards 1 , the "Brown" 
system of discipline was placed in effect on western Lines 
on February 1st, 1908, after having been adopted on Lastern 
Lines on January 1st of that year. 

2. It is a method of assessing discipline by recording 
of demerit marks rather than by suspensions or f:nes. It 
also provides for the recognition of any exception-.l service 
rendered by crediting the employee 1 s record with merit marks * 


side of 
ledger 
and on 


This discipline record, (which is kop'' on the reverse 
a large staff card) is maintained on ti.basis of a 
account. On the debit side appear the k.raceit marks 
the credit side such merit marks ns may be awarded. 


u nder this system, while 

to dismissal for c.,rt 

drunkunnnes on or off 


4 « 

ct 

nation, 

liouor while on duty, frequenting 

failing to 


co mp ecu ncy, dis ho n e s ty, 
or rules respecting train 
against his record for lesser offences, 
of 60 demerit marks automatically indent 


an employ, e co: tinu-.s to bu 
■ in offences, (such ac insubordi- 
duty, the use of intoxicating 
places of low r put,.,, in- 
c~rry out tr'in orders 
movements)—■ dorm.r;i f marks arc placed 


- net 
.J.smi: 


accumulation 
; s all. 


5, For each repetition of 

lapse of tinu, or the employee 1 
marks should be doubled# (This 
whore, in the judgement of the 
politic to do so). 


an offence, regardless of the 
s record, tin. numb r of demerit- 
provision is com'times waived 
supervisory officer, it is 


6, Tho "Brown" system provides -n opportunity for the 

employee to work off any demerit marks he may accumul tc by 
cancelling 20 demerit marks for each twelve- consecutive months 1 
service free from discipline. If the number of demerit m-r..s 
outstanding is less than 20, only such lesser number, of 
course, are cancelled. If more than 20 uemerii marks are coa¬ 
st anding after a period of one year free from discipline merit 
marks from the credit side of tile account may b . used to eh,, 
number -.vailable and required to clear the account. Merit marl: 
would not be used unless there were more than the 20 demerit 
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marks ortstanding., I -0 merit marks are . red to cxi :.r 
or help to clear a record, they cannot a nn^ oc uso'.i 
for such a purpose/ 

7 Should an employee accumulate be . ris 

marks y "but have a. number of merit marks o ;roar 

this >av s him from dismissal for the tire -.u. ; . 

8 . Soon after this system was put into effect 

i was f .und necessary, for the sake of uniformity, 
t issue a list showing the number of merit or 
d .arit i arks for each particular ser vice or offence 
A oopy of the list revised to date is attached. 






r JT P t 


TvflT ' 

.UJi.' 


' XXX X 


MARK 


TO BE 


E. PLOYB V RECORDS FOR COMMON BREACH] 


place 

' OF 


T\’t. /> TT\TT-1 

Flo S X± j.-.i.i'i.Ui 


Number of 
demerit 

nee _mer~ ~~ 


Disreg rd of ard limit rules ... 60 

Failure : jo s< 1 out flagman when train stopped 

running ..... ........ 60 

Carry ir : o r ‘sengers on engine without proper 

aut; or if . . 30 

Reckless iv:' ning and failure to use conductor’s 

valv ., .. «... ....... 13 

Using track jacks between rails without proper 

protec on.... 10 

Neglect ;.o keep frogs and switches in proper .-rcur . 

br J ‘- - unsafe ..... 10 

Rough h -,.ing of passenger trains.... 10 

Failure to t brakes or block wheels of cars 

on sJ..C .. ag..... 10 

Failure ..is tie for'station.. 1 C 

Violat on of rule 210 - checking orders 

.rep shed by other operators; failoro to sign 

on r..... 10 

Bumpi: ] fire when not necessary.... 10 

Subje. uiVi.g ii:. self or other employees to risk of 

pei -... «1 x jury f ■. 10 

Exceedng aut orized speed (slow orders) <x.nd 

spe ial r 3 "K"... <. 10 

Leaving c .r il of lead, delaying trains......... 10 

Smoking ax d j (violation rule "H")..... . 10 

Failure to promptly change out ties or 

rail" witch are worn out or broken; delaying 
tra ..o t. t ough poor handling of this wo. a; 

I aiiure to protect .... 10 

Failure to make brake tests, as ^per 

regulations 10 


Subjecting Company to garnishee proceedings... - 5 

Failure to carry timetables and rule books.. 5 

Not responding promptly to call for duty.. 5 

Careless handling of cars on road, or in yard. 5 

Habitually delaying correspondence.... 5 

Neglect i.-.y t o mark up bulletin board.... h 3 

Faxlur: to k ep switches clear of snow... 5 

Standi eg on wrong side of track at switch.. 5 

Failu e to o 1 serve Rule 2-A, watch inspection 

cor- tar is or , station svee.. 5 

Failu.. • lo wi 'e form 1409 promptly. ........ 5 

Carelessness n connection with perishable 

cor .; hi t. •. . ... 1 ................ 5 

Carele "• c- ing, delaying cars. ....... 5 

Failur. ‘ _ perly inspect cars at terminals. 5 

Having r, t. ii. in untidy shape............ ........ 5 

Imprope" use of hand cars. 5 



















o e 


uerit 


failure to or- ide track walker* with prop: - .* 


e-ruii'ront. 


bscare headlight on engines who 
. siding. 




Failure 

wai -1 a ; •• . 

•Vbserce . rc office avoidable when train par - 

lot bool ' ..- engine repairs correctly.,. 

Failure to cut off engine when taking water.. 

Failure cf operators to observe rule 91... 

pi*,— v' -■ rtf? < • *»** AUAV, c*v?l f ponq 

* ~ w -- - * —- * *-_g> ^ ».'« ,1. < • • * « • * • • » * • * • * • * ♦ 4 « * 

]\i lit V 'P nO,‘‘ T* v* ^ n au -* ^r* 

' J> * ^ M v * • o - 1 IA <■' J ’ a . V 4 4 4 * 4 4 « « 4 4 4 4 « 4 • * 4 * 4 

"? r ' 1 * *i «* -A *| ! A; -! ■*- y\ <■'. JA c* AT* t~* r ‘A T g\•"» a 

—A. w - U. — *■ - 4- — vA V *A.-daL K.i J-. O U *nl/ * 4 * 4 444 4 a 4 % 

'.'enlccti. ■ c. promptiv reoert personal injury t r 

"'self .‘. v ./. . 

-lot lea . -sopor address for call boy. . ... 

Failure- to a: flange oiler in prescribed territory 
Over err rviu" hi orient... ....... 


Issuir 

Uti -iiu 

t, ped tickets.... 

Carelc 

: no s 

o n making repair 

Faiiui 


tor- stem heat in 

o r*' 


ing systems in 

Failure 

j o 

out car at des 

Failure 

U v. 

u y watch inspec 

Failure 

L r;- 

pr silt 'watch for 

Neglect: 

l. 

rnniK up clock rati 

Doloyi' 

. r * r 

;ign cars.. 


Failure .ve engine bell ringing when 

proce-'di.. : over crossing.. 

Frrc-r in silling... 

Failure tc eal car doors. 

Loading • pigment in wrong car. 

A lie winr cr._ty car tc go as lead. 

Failure ■'•>< report switch or signal Imp not 

burn! . a.'.. 

Failure l- punch time clock... 

Failure . --.omit promptly any telegraph rep or Is; 
als< n*..-t .ving full information in such 

rep- ....... 

Delay: g- wocl-.ly report of earnings, etc. 




to be doubled for subsequent offence. 


in in ir, m u - o l< . i n ic u\ m in in ic ua tntnen in oj ww cv» oj oj <M cm <m c-j 



















MERIT MARKS WHICH MAY BE AMI',?.. 

FOR i-IC.'ST COMMON CASES 

• • * • 

Assist- _ng to xtinguish fire-equipment o: 

prem • ses... 

Assisting re: ir disabled equipment so tl 

may bo worked to terminal,. 

Bringj g; disabled equipment into terminal. 

Discovering cracked wheel under car in trail.. . ' , „ 
Discovering broken arch bar under car in train... 

rise over i broken flanges on wheel. ...- ..... 

Detecting wrong stencilling on car.. .... 

Disc over ir-; broken rail.. f ... 

Assisting to clear obstruction from track(ro -k: 

trees.- slide, etc.). . . . 

Temporary reg airs to telegraph wires...... 

Deliverin' telegrams after regular hours.,.... 

Making l. .penary repairs to car looking grain.... 

Turnii : in cutlery, money or other valuables 

fO'- ad. on -.Company's premises.. 2 



vjd v ; vg; ui u>? vji ui 
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ANIEXDEE Vll 
(vide Ptfino) 


Sl.No. 

■ i ■'M-.rrarr;/^, 

1 . 

2 . 

3. 

4. 


5. 

6 . 

7. 

8 . 

9* 

10 

11 , 

if 


List of equipment required by the Research 
Design and Standards Organisation. 


Description of equipment 

Track recording-cum-research car, 

Fulsator with hydraulic jack, test bench etc. for 
fatigue testing. 

Universal testing machine (large capacity) , 

Equipment required for soil mechanics laboratory 
such as triaxial equipment with pore water 
pressure device, vane shear apparatus, direct 
shear apparatus etc. 

Field test car BG for soil testing equipment. 

Field test car MG for soil testing equipment. 

Automatic triexial shear equipment with pore 
water pressure device electronically controlled. 

Triaxial equipment with pore water pressure device. 

Direct shear equipment with XT recorders. 

Miscellaneous such as unconfined testing 
equipment with XY recorder etc. 

Haulage device for impact test ramp. 

Equipment required to develop measuring wheel and 
other telemetric devices. 


13. Oscillograph trace assessor. 

14. New oscillograph car (2 formations comprising 
of 3 vehicles) „ 

15. Additional requirement of oscillograph c&r channels. 

16. Arnpex tape recorder with provision for 
multiplexing the tracks 0 

17* Multi-channel intercom, equipment for use 

during field trials. 

18. Additional equipment such as data acquisition 

and data processing including telemetric devices. 


• a a 
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/JJNEXLTRE - S/JSL 
(Vide para 11.03) 


Coverage and supply position of programme 
indents placed by the Western Railway on 
the Directorate General of Supplies and 
Disposals, New Delhi is indicated below 
for the years ending 31.3.1965, 31.3.1966 
and 31.3.1967. 


1 No. of 

* items 

* inden- 

1 -ted. 


No. cf items supplied 
By 5 After the 
required l required 
delivery l delivery 
date. . iLd ato . 


f 


nnrr/- 1 * 

* 1 ; .- . ■< . * -i a- '* 



-J>lc O 

1 

t 

531 

i 123 

t 

i 

t 

369 

1.4.65 - 

31.3.66 

1 

t 

t 

494 

i 

f 162 
i 

i 

t 

i 

167 

1.4.66 - 

31.3.67 

1 

1 

338 

» 

1 68 

t 

t 

! 

4 

118 
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mm 

(Vida 


JE3_?.±/Ll£. 

para Ir.QS) 


Coverage and supply position of other 
indents placed by the Western Railway 
on the Directorate General of Supplies 
and Disposals, Mew Delhi is indicated 
below for the years ending 31.3 S 1965 ? 
31.3.1966 and 31.3.1967. 


‘Description* No. of 
OTHER INDENTS ‘of Indents. 1 items 

• ' indented 

' No. of 
‘ items 
’ sunnlied. 

t i 

1.. /. C ’ ^ ^ Hri ‘ 651 

t 

J o-j -» 

; .vk 1 

1 

’than Pro£**flteiQ 

1 

‘Indents). • 

1 

*b) Yforks * 319 

‘ 94 

‘Programme ‘ 

1 

’Indents. ‘ 

f t 

I 

| 

1.4.65 - 31.3.66’a) Mainten-’ 434 

« 311 

’ance (other' 

t 

’tnrnProgra,- * 

t 

*-mme Indents) 

! i 

1 

| 

• » 

’b) Works t 384 

* 198 

'Programme » 

t 

‘Indents. « 

i 

» I 

1.4,66 - 31.3.67’a) Mainten- ' 357 

i 

* 192 

•once (other ' 

i 

'tnrnProgra,- ' 


’-nimelndentsj)' 

| 1 

t 

i 

’b) Works ' 75 

* 39 

'Programme 1 

t 

undent So * 

t i 

1 ! 

t 

r 

i 
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AKNgxaBfcmi/JA . 
(vide para 13.06) 


Stat ement s howi ng complai nts re ceive d 
and disposed of - Ye ^rs I960 ~ 1564 


09S2- 

.■X.,-wa. 


,.,-jagj_ mz -am— 

g i m o a.J, „.wi. 


.s_-i 


m 


ber p«nd* 147 1828 103 1576 142 1651 124 1536 160 1735 

tg at the (1975) (1679) (1793) (1660) (1895) 

id of last 
iar* 

trnber rece* *176 5533 335 6486 245 6836 426 8339 676 9093 

ved during (5714) (6821) (7081) (8765) (9769) 

e year. 

tal 323 7366 438 8062 387 8487 550 9875 836 10828 

(7689) (8500) (8874) (10425) (11664) 

mber in 74 3187 296 6411 263 6951 390 8140 626 8738 

ich action (3261) (6707) (7214) (8530) (9364) 

s comple- 
ed. 

liter dro- 9 1053 106 1585 79 1936 155 2531 266 2418 

oed with- (1062) (1691) (2015) (2686) (2684) 

fc enquiry. 

nber dro- 132 2993 144 3433 142 3687 194 3676 250 4355 

>ed after (3125) (3577) (3829) (3870) (4605) 

luiry. 

iber taken 44 817 39 1157 32 960 23 887 24 1014 

for depa- (861) (1196) (992) (910) (1038) 

•.mental 
•,ion. 


,ber put - 16 

in the (16) 

rt. 

ber ref- 20 364 

red to (384) 

/State 
*ce/other 
on. 



(-) 




6 233 10 368 18 1046 

(239) (378) (1064) 


86 951 

(1037) 


ber pend- 106 2013 142 1651124 1536160 1735 210 2090 

at the (2119) (1793) (1660) (1895) (2300) 

of the 


Notei- Figures in brackets indicate total. 


punishments.,.. 



ifciaiAs. j*Cxl§Uangs 

disposed of..- fiP- rzM. 



i960 

196]_ 


is 

1 

! 

1963. _ 


IS 64_ 

mttm —^ 

G 

s '* NG * G ~ T NG 

. G__ 

5 NG G _ 1 _ NG_ 

__G_ 

J _ M 

Dismissal 

42 

38 

- 

23 ■* 

26 

1 

17 

.te^val 

162 

1 129 

- 

86 2 

£2 

- 

9 

Compulsory - 
retirement 

6 

1 3 

1 

1 - 

2 

1 

2 

Reduction 1 

95 

1 64 

1 

55 2 

87 

M 

64 

Recovery 
from pay 

15 

22 

- 

32 

39 


21 

Withholding 1 
of inoromont/ 

439 

2 431 

5 

452 3 

480 

5 

435 

promotion* 

Censure 3 

129 

4 101 

3 

113 3 

155 

1 

88 

Allowed to - 
retire on 
reduced 
pension. 

** 






1 

Referred 1 

to S.P.E. 

20 

1 38 

- 

44 

42 

5 

64 

Other 12 

action 

184 

46 971 

56 

1174 39 

1007 

41 

1043 

- 

^afomehf’ * 3^10 wing disposal & Donuoncy 




of oonrplninta against Gazetted OiiXcejs. 


1, Brought forward 

285 


261* 




from previous year. 







2. Received during 

41? 


451 




the year. 








3. Total 


702 


712 




4. Number dropped 

161 


168 




without enquiry. 







5. Number dropped 

94** 

186** 




after enquiry. 







6. Number sent 

to 

241 


391 




CVC for advice. 








Si. No. 7 


* • • t • 



1 966-67 

39 


1565-66 


7, No, of officers agai- 8 

-nst v/hom CVC advised 
penalty proceedings— 

—Major, 

8, No, of officers agai- 8 

nst whom CVC advised 
penalty proceedings — 

— Minor, 

9, Number of officers 8 

against v/hom CVG r.dvi- 

-sed administrative 
action, 

10, Number of officers 150 

against v/hom CVC 

advised no action/ 
exoneration, 

11, Dismissal. 

12, Removal. 


27 


4 


324 


13,.Compulsory retirement, 
14, Reduction, 


15. Withholding of incre- 2 

ments/promotions. 

16. Recovery from pay, 

17. Retirement on reduced 
pension. 

18. Censure. 2 

19. No. of complaints pending 226 

at the end of the year. (complaints) 


1 

6 

291 


Notes- S3., No.5 reflects figures(marked with 

asterisks) of those cases which arc either, 

(a) dropped after enquiry with reference to 
to C.V.C.j or 

(b) where (in some cases only) C.V.C.'s 
concurrence was obtained before 
dropping the case. 

*(2) The B/f figure at Sl.No.l of 1966-67 

does not tally with the pending figure 
of 1965-66 at Si.No.IS 5 for the reason 
that the definitions of Vigilance 
"Complaints" & "Gases" v/ere recast 
and hence Sl.No.l* reflects ‘cases* 
and not ‘Complaints* as at Si. No, 19, 


Statement 
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Sisisjasni.. jslPQxXnjLJtosi .rl^as^..^Q4.pmQea.Q,^.of 
complain ts against non-G azet ted R ai lway Staff 



1965-66 

IfigfcSZ 

Number of complaints 

B/f from previous year. 

2456 

2193 

Number of complaints 
received during the year. 

8763 

9174 

Total 

11269 

11367 

Number of complaints 
pending at the end of 
the year. 

2057 

2565 

Number of complaints 
dealt with during the year. 

9162 

8802 

Number dropped without 
investigation. 

2475 

3098 

Number dropped after 
investigation. 

2786 

3817 

Number of cases initiated 
during the year. 

3630 

1983 

Number of vigilance cases 
B/f. 

1685 

1565 

Total number of vigilance 
cases to be dealt with 
during the year. 

5315 

3548 

Number of vigilance cases 

3445 

2002 


that were completed during 
the year. 

PENALTY STA TIST I CS 


Number referred to C.B.I. 

73 

432 

Number of vigilance cases 
pending at the end of the year. 

1870 

1546 

Dismissal 

36 

25 

Removal 

101 

128 

Compulsory retirement. 

4 

2 

Reduction. 

117 

97 

Withholding of incre^-er 
ments or promotions. 

574 

796 

Recovery from pay. 

33 

33 

Retirement on reduced pension. 

- 

4 

Censure 

136 

208 

Other action (inc.exoneration. 

2371 

7flO 
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xiy/xo 

(Vide para 14.>07) 


P a -U^H11ICS BUDGSTIIJG 


Railways have a variety of assets which have to be 
maintained in an efficient condition. Engines, coaches, wagons, 
track, buildings, bridges, signalling equipment etc. are some of 
them. Each of them again has its own distinct groups having 
different costs of maintenance e.g 0 the cost of maintenance of 
a steam engine is different from that of a diesel or electric 
engine. There are, therefore, numerous variants for which 
separate costing data has to be worked out. 

2• Likewise in the operational sphere the performance is 

expressed in a variety of statistical data and the cost of 
accomplishing each item differs from that of others. Expenditure, 
however, to a substantial extent is joint and not. readily 
apportionable to each item of maintenance and operational 
performance. The problem of apportionment of joint costs, for 
purposes of performance budgeting, therefore, is a basic 
issue. 

3. In the past attempts have been made to do so; and 
while it is recognised that meticulous apportionment is not 
practicable, empirical methods have been devised for it. These 
methods may be reviewed and perfected, but pending this,the 
data already available may be adooted with such adjustments as 
may be considered necessary to start with. 

4. further a substantial proportion of the total revenue 
expenditure is practically independent of the output. The 
costs derived from the independent element are known as the 


... independent 






independent costs and those derived from the balance of the 
expenditure, attributable to individual items of performance 
are known as the dependent costs. The bulk of the joint costs, 
however, constitute the independent element. 

5. The heads of accounts attributable to the independent 

element should be isolated from others and an endeavour should 
be made to avoid further increases. In fact a gradual tightening 
of expenditure under this head should be made from year to year 
on the basis of analytical examination, comparative study of 
results on different railways and application of scientific or 
ad hoc methods as may be found justified in different cases. The 
approach, however, should be realistic and the anticipated, results 
should be reasonably attainable. It is suggested that a committee 
of Directors in the Railway■Hoard might determine fo- the sake of 
uniformity which heads of accounts should be allocated to 
independent costs. In respect of dependent costs various norms are 
already available for different Railways. These should be quickly 
reviewed by the Efficiency Bureau of the Railway Board with a 
view to ensuring that on all the Railways those norms are based on 
unifor m costing data. ft number of such studies have already been 
made and some uniformity in costing has been brought about. Sven so. 
in certain cases costs widely differ on different Railways. The 
causes for these differences should be carefully studied and by 
continuous endeavour a measure of comparability with the least 
cost unit should be brought about. Here again a gradual tighten¬ 
ing of these norms should be done by a realistic assessment on 
the basis of continuous analysis and cost studies. Budgetary 
allocations should be made on the basis of norms thus evolved 


by 




by progressive studies and the performance should he judged 
in relation to these norms. It would be necessary to 
allocate responsibilities at different levels of administration 
and. to hold the authorities concerned accountable for the results 
Periodical reviews should be made on this basis, both in the 
General Manager’s office in sufficient detail and on a 
comparatively broad basis in the Railway Board at least once 
in three months and reasons for variations against the norms 
should be critically examined. The attention of the authorities 
should be focussed on the weaknesses in management thus 
discovered. Financial consciousness should be progressively 
awakened on business principles. 

6. To elucidate further how this may be done an indication 
is given : 

7. Unit costs of maintenance in a number of cases are already 
available. The independent cost element in these should be 
separated and the dependent element which varies in relation to 
the output should be the determining factor in judging the 
performance of the executives at the various levels concerned,* 

The independent costs ere largely controllable by the 
authorities at the higher levels namely the Railway Board and 
the General Managers and they should be held responsible for 
keeping them down. 

9# Unit costs of running repairs a'"e also available of 

which the dependent element should be regulated in accordance 
with the output. 

10. In the operational sphere, the fundamental luiits of 
output are passenger miles and freight ton miles. 


On 
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11. On the basis of cost considerations passenger miles have 
numerous variants. The cost of different classes of travel 
varies widely. Likewise the cost of travel by suburban trains, 
sectional passenger trains and long distance mail or express 
trains also varies. To determine the cost of all these 
variants is a different matter, for purposes of performance 
budgeting, it should suffice if the train mile dependent costs 
are determined under the following heads.- 

(i) suburban train miles 

(ii) Sectional passenger train miles 

(iii) Mail & Express train miles 
12» In special cases, if there is a wide variation in costs 
further sub-divisions may bo made but broadly speaking this 
should suffice for different gauges on each Railway. 

13, The dependent cost of suburban train miles should be 
comparatively an easier matter to determine as their 
operation is regulated by separate rolling stock and running 
staff. In the other cases sampling techniques should be 
adopted taking the cost elements from train documents and 
other available records, A. clear cut directive should be 
issued by the Railway Board on this subject so that each 
Railway Administration may depute special staff tc collect 
and. collate the requisite data, which are indicated by the 
Railway Board. 

14. Likewise in the case of freight ton miles, there are 

numerous variants. Coal and the whole gamut of merchandise 

traffic have their own ton mile costs, but so much detail is 

not necessary. If cost study of any specific item of goods 

...traffic 



traffic is otherwise needed, it may be separately arranged®« 

For purposes of performance budgeting broadly the dependent 
costs may be determined by sampling techniques under the 
following heads 

(i) Through goods trains - net ton miles 

(ii) ^hunting trains - n 

(iii) Smalls goods trains - " 

(iv) Coal pilot trains u 

15. The objective should, be to differentiate between train 
services of which the dependent costs widely vary. 

16. The anticipated output under the various heads indicated 
should be annually determined and the budgetary allocations 
should be made accordingly. 

17. In respect of marshalling yards, the bulk of the cost is 
independent of output and the data worthy of close check are 

the shunting engine hours used in relation to the number of 
wagons handled, cost of damages in the course of shunting per 
wagon handled, cost of repair per wagon handled in the sick 
lines and the cost conversion of detention to wagons. 6.11 
these data are already available. 

IS, The allocation of the Rolling stock to the Railways 
should again be based on somewhat tighter targets of 
operational performance and the results watched against these 
targets. In the past in several cases much better results were 
attained and unless there are convincing reasons for accepting 
a lower target, at least the best results already achieved 
on each railway should be the minimum to be aimed at. 

19 . In respect of coal, fuel oil and lubricants, the 


• • • 


allocation 
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allocsti n should bo based on set targets. Our studies reveal 
wide disparity in the consumption levels from those which are 
considered reasonable, is this head of expenditure promises 
considerable possibilities of savings a close watch and continuous 
check on consumption is necessary both on physical consumption and 
on financial expenditure against the actual output in terms of 
various statistical data. 

20* The inventory levels on each Railway should also be defined 
for the assigned output and broadly divided intot- 
( a) Maintenance S_tqres: - 

(i) Locomotives separately from Steam, Diesel £ Electric, 

(ii) V.agons 

(iii) Coaches 

(iv) Civ.il Engineering 

(v) Signalling & Telecommunications 

(b) Capital Uor ks 

(i) Manufacturing units 

(ii) Civil Engine ring works 

(iii) Signalling & Telecom, works 

(c) Miscellaneous consumabl e Stp -rass 

(d) SueLJ?: Oil 

21. Massive statistical data are already available on the 
railways but their systematic and critical study, correlation 
of inter-connectec! data and an evaluation of the various 
operational results in financial terms a:-e lacking. Prompt 
remedial measures, therefore, cannot be initiated. Performance 


...budgeting 
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budgeting should, therefore, be designed to perfect this tool 
of management as quickly as possible so that the reviews are t 
made systematically aiid* the weaknesses discovered are promptly 
pin-pointed, with a view to achieving the optimum results. The 
introduction of this proposal need not be deferred until costing 
arrangements take the final shape, A. start should be made fairly 
quickly by making the studies on the lines indicated and perfectic- 
brought about in course of time. A. systematic review and 
accountability themselves will bring about an improvement and 
enliven the financial consciousness of the authorities concerned. 



Name of Line 


Gauge Length Date of Capital Amount of Profit/ I 

in KMs Opening cost loss(for the c 

year 1965-66 3 


T" 


GSMiaAL. MK 


1. Gwalior-Shivpuri 

N.G. 

119.8 

2.12.1899 

37,23 

t+> 

1,85 

(+5 


2. Neral-Matheran 

N.G. 

20 

22.3.1907 

3,99 

(-) 

1,30 

(-) 


S/ISTERN RLILV1Y 









1. Barasat Hasanabad, 

B.G, 

52,80 

9-2-1962 

2,57,89 

C-) 

13,72 

(-) 


2. Rajgir-Bhuktiyarpur 

B.G. 

53.00 

8.2.1962 

2,73,85 

<-) 

2,51 

(-) 


3. Bhagalpur-Mandar- 

B.G. 

50.00 

1.4.1954 

39,38 

(+) 

1,31 

(+■) 


: Hill. 





<-) 


(-) 


4. ohantipur-Nabadwip- 

N.G. 

28.00 

1899 

8,60 

2,56 


t ghat. 









Homaan railway 









i, Rohtak-Gohana 

B.G. 

31.88 

29.12,1958 

32,43 

(-) 

1,12 

(-) 


E. Barhan-Stah 

B.G. 

58,78 

18.10.1959 

127,85 

(-) 

12,93 

(-) 


I. Ikbarpur-Tanda 

B.G. 

16.89 

30.5.1961 

33,88 

(-) 

1,07 

(-) 


p% -Bhildi-Raniwara 

M.G. 

70.17 

10,5.1958 

159,72 

(-) 

4,66 

(-) 


1. Nawanshahar-Doaba- 

B.G. 

6,98 

27-5-1915 

2,49 

(-) 

1,33 

(-) 

c 

Rahon, 









tb Pathankot-Joginder Nagar 


1.12,19280 






(P a thanko t-N agro t a 

N.G, 

163,99 

2,29,05 

(+) 

7,83 

( + ) 


Nagrota-Joginder Nagar) 


1-4-1929 0 





Batala-Qadian 

B.G. 

* 19.44 

20,2,1928 

8,00 

(-) 

33 

(-.) 

< 

Kalka-Simla 

N.G. 

96 

9.11,1903 

2,70,74 

(-) 

24,32 

(-) 

< 

< 

tei..S4SIBRB a-JLTRY 









Mathura-Vrindaban 

M.G. 

13.00 

26.8.1889 

7,26 

(-> 

1,02 

(1962-63) 

(-) 

14 

Madho sing-Mir zapur 
Ghat Section, 



1, 3,1909 

8,43 

(-) 

1,42 ^ 

CO 

16 

Ghat Chilean sec. 

M.G, 

11.67 

25,10.1912 


(1961-fK 




afflaSAS I -FEONTIBB ..RAILWAY 


Mariani-Jorhat- _. 

Nei-h 

..iVUV ; 

- 

~1%91942 

25,94 (-) 4,91 

(*) 

18 

;l$taguri-Ramshai 

M.G. 

9.00 

11.6,1893 

CO 

00 

1 

w 

00 

Cfi 



^/rjeeling-Himalayan 

N.G. 

'to 

87,48 

2D.1.1913 

1,11,19 (-) 40,71 

(-) 

36. 

^pp.ur-Rang ap Q-ra- 

M.G. 

27 

■mm 

10,62 (-) 6,54 

C-) 

61. 



-87* 


mwmiMjmm. um qmjmim. mmm 


Annexure XVl/l6 
(Vide para 16,04) 


{■ 




(Rupees 

in thousands) 

Site of 

Capital 

Amount of Profit/ 

Percentage Interest 

Total loss Percent 

jpening 

cost 

loss(for the 

of gain/ 

at 5.5# 

including of loss 

b 


year 1965-66 

loss 

of 

loss of (Col.9 




capital 

cost. 


interest < 
(Col,6 <?: 8) 



2.1899 

37,23 

U) 

1,85 

( + ) 

4.98 

2,05 

(-) 

20 

(~) 

0.54 

3.1907 

3,99 

(-) 

1,30 

(-) 

32.6 

22 

<-) 

1*52 

1*72 

..(-) 

38.10 

.1962 

2,57,89 

(-) 

13,72 

(-) 

5.32 

13,99 

(-) 

27,71 

(-) 

10.74 

1962 

2,73,85 

(-) 

2,51 

(-) 

0.92 

15.06 

(-) 

17,57 

(-) 

6.42 

1954 

39,38 

(+) 

1,31 

(♦) 

3,3 

2,20 

C-) 

89 

(-) 

2.23 

1899 

8,60 

(-) 

2,56 

(-) 

30,00 

47 

(-) 

-2*03- 

£9*20- 

-C-) 

35.25 

,1958 

32,43 

(-) 

1,12 

(-) 

3.46 

1,78 

(- ) 

2,90 

(-) 

8,94 

*1959 

127,85 

(-) 

12,93 

C-) 

10,11 . 

7.03 

(-) 

19,96 

(-) 

15.61 

1961 

33,88 

(-) 

1,07 ' 

(-) 

3,16 

1,86 

(-) 

2,93 

(-) 

8.66 

1958 

159,72 

(-) 

4,66 

(-) 

2.91 

8,78 

(-) 

13,44 

(-) 

8. 41 

1915 

2,49 

(-) 

1,33 ; 

(-) 

53.40 

14 

(-) 

1,47 

(-) 

59.04 

928 0 
29 0 

2,29,05 

(+) 

7,83 

(+) 

3.42 

12,60 

(-) 

4,77 

(-) 

2.08 

,928 

8,00 

(-) 

33 

(-> 

4.14 

44 

( •) 

77 

(-) 

9.62 

903 

2,70,74 

(~) 

24,32 >. 

(-) 

8,98 

14,89 

C-) 29.21 

85.45 

(-) 

14.48 


B 89 

fr 09 

1912 


7,26 (-) 


{ 1962 — 4 $) 


(-) 14.01 


40 



25,94 (-) 4,91 («) 18.1 1,43 

■ .-V,. ***&&*& 

2,84 (-) 85 __— -"- '16 ■ 

1 , 11,19 (-f 40,71 (-) 36.6 6,11 

10,62 (-) 6,54 cn " 


(-) 1,42 (-) 19.51 


(-) 1,88 (-) 22-3 


(-) 6,34 t?X£A.4GU 

(1) ~i,"01 (-) 35.56 

(-) 46,82 (-) 41,00 



* 88 - j 









-. 1 ._ 

2 

3 • 

4 

5 


, 6 

miMM 






1 

f 

1* Sagara-Talaguppa 

M.G. 

15.33 

10-11-1940 

6,32 

(-) 

143 

2* Nanjangud- 

M.G. 

35,50 

27-8-1926 

12,66 

c*> 

446 

Chsmrajanagar. 






0T.. 

3c Mettupalayam- 

M.G. 

•45,88 

15.10,1908 

95,02 

(-) 

26,17 

Ootacamund 







4. Shoranur-Nilambur 

3.G. 

66.79 

15.4.1954 1 

,12,05 

(♦) 

1,41 

5, Bangalore City- 

N.G. 

156,76 

mmm 

50,48 

(-) 

13,59 

3angarpet. 





CO 

6. Madurai- ©odinaya- 

M.G. 

90,12 

25.7.1954 

89.90 

67 l 

kanur* 






0.963-6* 

(N.G.Section) 







1* Naupeda-Gunupur 

N.G. 

39.60 

19000 

1929-310 

7,50 

<-) 

2,-16 ( 

2, Hupsa-Talband 

N.G. 

113.6 

1905 

24,81 

(-) 

3,89 C 

3* Satpura-Railway 

N.G. 

1007.32 

1903-1916 0516,23 

(-) 

2,21,46 ( 




1922-1932 0 



4. Puvulia-Kotshila 

N.G. 

0 

19070 




<v 


fi 104.83 

0 

90,99 

<-) 

5,33 ( 

Ranciii-Lohardaga 

s 

6. Dhamtari Branch 

N.G. 

0 

6.10,1913 0 



N.G. 

88,92 

17.12.1900 

20,90 

i+l 

50 (• 

< 







1* Chhuchhapura- 

N.G. 

38,00 

15.3.1923 

41,23 

(-) 

80 (- 

Tankhara 






(1959-60) 

8* Kosamba-Umarpada 

N.G. 

61.96 

1.5.1912 0 
1.7.1929 fl 

24,49 

<-) 

2,$0 —do- ( 

3. Jhagadia-Netrana 

N.G. 

30.56 

1.3.1932 

10,00 

C-) 

77 -do-( 

4, Choranda-Motikoral 

N.G. 

18.51 

10.11.1921 

8,34 

(-) 

23 -do-( 

|fr. 

5* Samni-Dahej 

N.G. 

39,29 

1.3,1930 

8,51 

(-) 

1,89 —do—(• 

6. Godhra-Lunavada. 

N.G. 

40.69 

4.12.1913 ‘ 

14,21 

C-) 

1,41 -do-C* 

7., Piplad-Deugadabaria 

N.G. 

16.00 

1.1.1929 

9,91 

<-) 

78 -do—(« 

Joravamagar-Sayla 

N.G. 

26.30 

•mwm 

6,24 

(-) 

1,19 -do-(- 

9* Champaner- 

N.G. 

49.14 

24-1-1911 

21,11 

<-) 

71 -do-(- 

Shivrajpur. 



15,11.19130 



flO.Dobhoi-Timba Road 

N.G. 

100.39 

66,96 

(-) 

3,84 -do-(- 

1.2,1919 0 



,, 4 

5 


6 


7 

8 . 


9 


10 

10-11-1940 

6,32 

(-) 

143 

(-) 

22.61 

35 

(-) 

1,78 

(-) 

28.16 

17-8-1926 

12,66 

(-) 

446 

(-) 

35.27 

70 

C-) 

5,16 

(-) 

40.76 

15.10.1908 

95,02 

C-) 

26,17 

(-) 

27c51 

522 

(-) 

31,39 

(-) 

33, 03 

15.4.1954 

1,12,05 

<♦) 

1,41 

(+) 

1.26 

6,16 

(-) 

4,75 

(-) 

4^24 

— 

50,48 

C-) 

13,59 

(-) 

26,92 

2,78 

C-) 

16,S7 

(-) 

32.42 

£.7.1954 

89.90 

(+) 

67 C+) 

Q963-64) 

0.81 

4,56 

(-) 

3.89 
1T3.34. 

(-) 

4 0 69 


1900 0 

7.50 

(-> 

2,-16 (-) 28,82 

41 

(-) 

2,57 

C-) 

34.32 

1929-310 

1905 

24,81 

C-) 

3,89 (-) 15.69 

136 


5,25 

(-) 

21.16 

1903-1916 OS 16,23 

(-) 

2,21,46 (-) 42,90 

2839 

C-)2, 

49,85 

(-> 

48.40 

1922-1932 0 

1907 0 

0 

90,99 

(-) 

5,33 (-) 5,86 

5,00 

(-) 

10,33 

C-) 

11.36 

10,1913 0 

.12.1900 

20,90 

(+-} 

$0 (+) 2.88 

1,15 

(-) - 

55 

JL-> 

2.63 

.3.1923 

41,23 

( ~) 

' . 

80 (-) 1.93 

2,27 

2 

(-)■ 

*§8,65 

3,07 

(-) 

7.44 

5.1912 0 

24,49 

(-) 

(1959-60) 

2,%D -do-(-) 10.61 

1,35 

(-) 

3,95 

(-> 

16.16 

7.1929 0 

3.1933 

10,00 

(-) 

77 -do-(-) 7,70 

55 

(-) 

1,32 

(-) 

13,20 

,11,1921 

8,34 

<-) 

23 -do-(-) 2.79 

46 

(-) 

69 

(-) 

8.29 

3.1930 

8,51 

(-) 

1,89 -do-(-) 22.18 

47 

(-) 

2,36 

(-) 

27,68 

12.1913 ’ 

14,21 

(-) 

1,41 -do-(-) 9.94 

78 

(-) 

2,19 

(-) 

15.44 

1.1929 

9,91 

<-) 

78 -do-(-) 7.71 

54 

(-) 

1,32 

(-) 

13.21 

|; 

1 — 

I.- 

6,24 

(-) 

1,19 -do-(-) 19.00 

34. 

(-) 

1,53 

(-) 

24.50 

■1-1911 

21,11 

(-) 

71 -do-(-) 3.36 

1,16 

(-) 

1,87 

(-) 

8.86 

Ill. 1913 0 

66,96 

(-) 

3,84 ~do~(«) 5*73 

3,68 

(-) 

7,52 

(-) 

11.23 

1.1919 0 


Contd./3 



2 


3 
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mT3:uI. d&LUj AJL.C Contd) 

Hi Broaoh-Jambusar Kavi 

12. Chota-Udaipur- 
Jambusar 

13. knkleshwar-Rajpipla 

14. Chandod-Malsar 

15. Madiad-Pihij- 
Bhadran. 

16. Radiad-Kapadvanj 

17. Billimora-Y/aghai 

18. Morvi-Ghantila 

19. Bhavnagar-Talaja- 
Mahouwa. 

20. Ujjain-A-gar 

21. Morvi-Tankara 

22. Kunkava-Derdi 

23. Prachi-Road- 
Kodinar. 

24. Talala-Delvada 

25. Hadmatia-Jodiya 

26. kingala-Gandnada- 
Swami Narayan. 

27. Than-Chotila 

28.3otad-J asdan 

29. Fatehpur-Shekhawati- 
Churu 

30. Qanganer Town 
Toda Raisingh 

31. .Gandhidham- 
New Kandla 


N.G 

• 73.39 

0 23-11-1914 


j 

fi 1-8-1929 

it 

149.66 

1-12-1917 

it 

62.81 

0 1-7-1897 

0 10-11-1917 

it 

87.20 

- 

ti 

58.41 

fi 10.12,1914 
0 15.8.1953 

n 

44.66 

5-3-1913 

it 

62.77 

0 23.7.1914 

0 1.11.1929 

it 

44.87 

01904-05 

01933-34 

IT 

108.21 

5.1.1926 

»l 

66,92 

15.3.1932 

tt 

20.23 

1894-95 

M.G. 

11.36 

19-3-1940 

IT 

25.57 

6-4-1938 

tl 

70.84 

2 r 4-19l8 

II 

37.88 

3-10-1940 

II 

14.31 

1-1-1929 

11 

20.07 

16,6,1926 

It 

53.67 

15.9.1913 

II 

43.28 

1-3-1957 


0 

1-1-1950 

II 

105.570 

30-3-1954 

II 

11,89 

17-9-1956 


I 


15,89 

C-) 

46 -3(0 
(195940) 

87,12 

(-011,21 -d«-(-)l 

20,15 

(-) 

2,37 -dj>-(-)l 

58,09 

(-) 

6,16 -do-(-) 

24,86 

(-). 

-dr-(-)l 

16,25 

(“) 

1,32 -db-(-) 

24,56 

(.) 

1,42 -do-(-) 

7,20 

C-) 

2,37 -|o-(-)3 

34,67 

(-) 

8,04 -do-(-)2 

11,08 

(-) 

rO 

1 

1 

« 

1 

CO 

H 

HI 

3,21 

(-) 

1,82 -(-)5 

(1961*62) 

8,17 

(-) 

1,26 -do-(-)l 

18,53 

(-) 

1,56 -cJD-(-) 

40,01 

(-) 

7,35 -do-(-) 

17,06 

(-) 

57 -do-(-) 

10,62 

<-> 

1,27 -do-(-)l 

14,35 

CO 

45 -do(*) : 

28,70 

to 

3,24 -gp-(-) 1 

53,74 

(+) 

1,87 -do-(-) : 

1,32,60 

to 

8,02 -do-( -) * 

74,75 

(-) 

4,32 -do-(-) 1 



11-1914 

1-1929 

15,89 

(-) 

46 ..(-} 2*86 
(1959-#0) 

87 

(-> 

1,33 

(-) 

8.36 

1-1917 

87,12 

(•011,21 **df-(->12.84 

4,79 

(-) 

16,00 

(-) 

18.34 

Il897 

11-1917 

20,15 

(-) 

2,37 -d#-(-)11.75 

1,11 

(-) 

3,48 

.(-> 

17.25 

1* 

58,09 

(-) 

6,16 -#-(-) 4*26 

3,19 

(-> 

9,35 

(-0 

9.76 

b.1914 

24,86 

(-) 

-db-(-)3fl.es 

1,37 

(-) 

6,25 

(-) 

25413 

B.1953 

1*1913 

16,25 

(-) 

1,32 -db-(-) 8.12 

89 

(-) 

2,21 

C-) 

13*62 

r.i9i4 

24,56 

(-) 

1,42 -db-(-) 5.79 

1,35 

C-) 

2,77 

C-) 

11.29 

1.1929 

104-05 

7,20 

(-) 

2,37 -*d-(->32,90 

39 

C-) 

2,76 

(-) 

38.40 

133-34 

11926 

34,67 

(-) 

cr. 

CO 

03 

1 

1 

s 

1 

o 

00 

1,91 

(-) 

9,95 

(-) 

28.99 

3.1932 

11,08 

(-) 

1,18 -&>-(->10.62 

61 

(-) 

1,79 

(-) 

16.12 

4-95 

fc 

1-1940 

3,21 

(-) 

1,82 -(->56.64 

(1961«*62) 

17 

(-) 

1,99 

(-) 

62.14 

8,17 

(-) 

1,26 -fo-(->15.43 

45 

(-) 

1,71 

(-) 

20.93 

|1938 

18,53 

(-) 

1,56 -sdt)-(-) 8.44 

1,02 

(-> 

2,58 

(-) 

13,94 

|l918 

Ik 

40,01 

(-) 

7,35 —io-(-> 8.38 

2,20 

(- ) 

9,55 

(-) 

23.88 

|>-1940 

17,06 

(-) 

57 -ao-<-> 3.32 

94 

(-) 

1,51 

( ~) 

8.82 

|l929 

10,62 

(-) 

1,27 *4o-(-> 11.99 

58 

(-) 

1,85 

(~) 

17.49 

|.1926 

14,35 

U) 

45 -dofr) 3.16 

79 

(-) 

34 

(-) 

2.34 

|.1913 

28,70 

(-) 

3,24 *4o-(->11.27 

1,58 

( •) 

4,82 

C-) 

16.77 

I 1957 

53,74 

(+) 

1,87 -dO-(-) 3.48 

2,96 

(-) 

1,09 

(•) 

2.02 

1*1950 

18-1954 

!■' 

1,32,60 

(-) 

8,02 ^do-(-) 6.05 

7,29 

(-) 

15,31 

(-) 

11.55 

1-1956 

& 

74,75 

(-) 

4,32 -do-(-) 5.78 

4,11 

(-) 

8,-43 

(-) 

11.28 


* 1 


13,089 



STATEMENT OF BRANCH IRENES IN RESPECT OF WHICH tonexure XYI /17 

STATE GOVERNMENTS HAVE BEEN ABBESSSED (Vide para 16.04) 

regarding closure-.____ 


Sl* Name of Name of L, Details of un e conomi c Bra nch Lines’ 


No. 

State 

Railway 

Zone 

Name of Section 

Gauge 

Loss 

includ¬ 

ing 

interest 


Return on 
Capital 






in thousand) 


1* 

Madras 

Southern 

Mettupalaiyam-Ootacamund Metre 

31,39 

(**) 

33.03# 

2 0 

•"do** 

1 

o 

S 

Mayuram-Tranquebar 

« 

2,11 

(-) 

14.1 # 

pf* . 

^ ‘ V 

-do- 

-do- 

Nidamangalam-Mannargudi 

it 

1,87 

(-) 

31.1 # 

£ 

4 * 

-do- 

-do- 

P e r al am-IC ar ai kkal 

it 

1,76 

(-) 

14.7 # 


(Partly 

in Pondicherry State) 






5* 

Madhya Pradesh Central 

Gwalior Shivpuri 

Narrow 

20 

(«) 

0.54# 

6. 

Punjab 

Northern 

Batala-Qadian 

Broad 

77 

(-) 

9.62# 

7* 

-do- 

-do- 

Nawashahr Doaba-Rahon 

Broad 

1,47 

(-) 

59.04$ 

Sc 

Mysore 

Southern 

Bangalore-Bangarapet 

N arrow 

16,37 

(-) 

32,42# 

s* 

Bihar 

Eastern 

Bhag alp ur-Mand ar Hill 

Broad 

89 

(-) 

2,23# 

10. 

Haryana 

Northern 

Rohtak-Gohana 

Broad 

2,90 

(-) 

8.94# 

~ -1 
-L-i. + 

Uttar P: 

radesh Northern 

Akbarpur-Tanda 

Broad 

2,93 

(«) 

8,66# 

12. 

-do- 

-do- 

Barhan-Etah 

Broad 

19,96 

(-) 

15*61# 

13. 

» 

o 

r o 

t 

Northeastern 

Madho Singh-Miizapur 

Metre 

CO 

00 

m 

rH 

(-) 

22.3 # 




Ghat. 





14. 

-do- 

-do- 

Mathura-Y rind aban 

Metre 

1,42 

(-) 

19.51# 





Total 

85.92 






FjLn an claJ LResults of Nor th* 




0 1956-57 
1— _„ 

— 

fl 1957-58 

_ft__. 

T—’- 

ft 1958-59 

ft __ 

l 

0 1959-60 

1, Gross Traffic Receipt 

54,43,82 

60,65,83 

60,49,95 

63,11,97 

2(a) ordinary -working 
expenses. 

(b) Appropriation to DBF 

35,96,54 

7,26,75 

39,25,70 

7,16,12 

40,70,86 

6,99,45 

42,64,74 

6,99,76 

(c)Appropriation to Pension 

Fund. 

- 

- 

- 

(d)Payment to ?i?orked lines 





(e)Total working expenses 

43,23,29 

46,41,82 

47,70,31 

49,64,50 

3. Jfet traffic receipt 

11,20,53 

14,24,01 

12,79,64 

13,47,47 

4. Net Miscellaneous 
Expenditure 

5. Net Revenue (3-4) 

2,07,42 

9*13,11 

2,14,30 

12,09,71 

1,20,72 

11,58,92 

1,92,61 

11,54,86 

6. Payment to General Revenue? 




(i) Dividend to General 
Revenues. 

(ii) Payment in lieu of 
Passenger fare tax. 

6,01,95 

6,59,30 

7,52,86 

7,88,78 

Total 

6,01,95 

6,59,30 

7,52,86 

7,88,78 

7. Profit (+) or less (-) 
(5-6) 

3,11,16 

5,50,41 

4,06,06 

3,66,08 

8. Operating Ratio 

79,4$ 

76.5$ 

78.8$ 

78.6$ 







-- 

~T 

•60 

_ .5 

1960-61 

6 1961-62 

J ... 

ft 1962-63 

ft 

97 

64,34,86 

71,77,61 

80,89,42 

,74 

45,65,96 

48,84,44 

52,95,10 

,76 

6,88,23 

10,07,10 

9,81,74 


s,50 

52,54,19 

58,91,54 

62,76,84 

',47 

11,80,67 

12,86,07 

18,12,58 

{,61 

96,09 

78,74 

1,12,37 

L, 86 

10,84,58 

12,07,33 

17,00,21 

5,78 

7,97,33 

8,89,99 

9,53,89 



2,17,72 

2,21,74 

|g,78 ■ 

Ll.. 

7,97,33 

11,07,71 

11,75,63 

00 

o 

jv--. . 

2,87,25 

99,62 

5,24,58 

M 

81.7$ 

82.1$ 

77*6$ 


.miexiire. X VII./18 
Vide para 17.02) 

^ -^IlP^j^ottsanda^o^ 

0 1963-64 ft 1964-65 ft 1965-66 ft 1966-67 

ft 0 _ft ft 

92,12,65 92,05,17 102,80,10 109,12,21 

58,31,95 63,99,05 72,24,05 79,44,15 

11,46,14 11,67,91 12,13,46 13,90,82 

1,52,07 1,42,96 1,55,38 


69,78,09 77,19,03 85,80,37 94,90,35 

22.34.56 14,86,14 16,99,73 14,21,86 

1,22,41 .1,28,10. 1,16,49 1,23,76 

21,12,15 13,58,04 15,83,24 12,98,10 

10,98,19 12,36,15 

2,20,37 2,14,94 

13.18.56 14,51,09 

7,93,59 (->93,05 

* ^ 

• \ 

75,7% 83,9% 


13,63,28 ) 

) 17,64,83 

2,17,24 ] 

15,80,52 17,64,83 

2,72 (->4,66,73 

83.5$ 87.0$ 


P.T.O 



@ 

1956-57 


1. Gross traffic receipt 29,14,51 

2. (a) Ordinary Working Expenses 26,82,89 

(5) Appropriation to DRF. 4,93,79 

(c) Appropriation to Pension. - 

Fund. 

(d) Payment to worked lines. 3,^)9 

(e) Total Working expenses. 31,7 9.77 

3. Net traffic receipt. (-) 2,65,26 ( 


4. 

5* 

6 . 


Net miscellaneous Expen- 92,63 

diture. 

Net Revenue (-) 3,57,89 ( 

Payment to General 
Revenue. 

(idividend to General 

Revenues. 4,42,37 

(ii)Payment in lieu of 

passenger fare tax* „ ^ __ 

Total . 4.42.37 

Profit (+) or loss (-) * 

(5-6) (-) 8,00,26 ( 


109.2# 


8 


Operating ratio 


92 


Financial results of North Easte rn R? 


@ 

1957-58 

1958-59 

1959-60 

32,46,45 

19,77,60 

.. j — 

16.04,45 2 

31,05,80 

19,21,68 

20,53,26 £ 

5,24,38 

2,76,98 

2,70,41 

2,58 

- 

me 

36,32,76 

21.98.66 

23.23,67 : 

) 3,86,31 

(-) 2,21,06( 

-) 7,19,22 (-) 

76,74 

62,25 

86,78 


) 4,63,05 (-) 2,83,31(-) 8,06,00 (-) 



@ includes N.F. Railway portion, i 
% includes debit adjustment total 
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Bastem Railway 


(Continuation) 


1959-60 

1960-61 1961-62 

1962-63 

■ ...-- AAi 

1963-64 

a j. 

1964-65 

*»■ _ 

1965-66 

1966—67 

104*45 

( 53j26 
70} 41 

m 

20,54, 84 

21,40,52 
2,64,11 

23,76,99 

20,95,81 
3,77,48 

27,24,52 

22,74,96 

3,43,21 

tm 

29,72,58 

24,04,67 

3,76,25 

32,35,32 

26,65,56 

3,68,22 

77,31 

** 

35,23,01 

30,57,32 

3,58,05 

69,14 

39,00,02 

33,37,56 

4,03,99 

82,07 

KgsHiflB 


24.73,29 

26.20,15 

27,80.92 " 



>19,22 ( 

86,78 

-) 3,49,79 

90,14 

(-) 96,30 

94,10 

1,04,37 

1,06,97 

1,91,66 

95,55 

1,24,23 

96,02 

38.50 

1,11,90 

76,40 

1,03,23 

,06, 00 ( 

-) 4,39,93 

(-)1,90,40 

(-) 2.60 

96,11 

28,21 (-)73,40 ( 

-) 26,83 

i, 11,43 

3,37,34 

3,54,61 

84,21 

3,61,85 

85,85 

4,02,18 

89,19 

4,34,20 

91,04 

*4,67,86^ 

92,13) 

5,71,97 

11.43 " 

3737734 

4.38,82 

~“37,W“ 

4.91,37 

5T2F.24 

5.59,99 

5.71.97 

,17,43 (■ 

44.8$ 

-) 7,77,27 

117.0$ 

(-)6,29,22( 

104.1$ 

-)4,45,10( - 

96.2$ 

)3,95,26(- 

93.6$ 

-)4,97, 03( 

96.2$ 

-)6,33,39( 

98.9$ 

-)5,98,80 

98.0$ 


portion, which was formed separately w.e.f. 15*1.53 
int totalling Rs.3.5 crores. 


P.T.O 







1956-57 1957-58 1958-59 


Financial result 
1§59- 60 .18&0-6 i 1961- 


1) Gross Traffic 49,98,15 
Receipts. 

2) (a)0rdinary working 

expenses. 37,60,67 


52,53,41 '55,03,01 ’ 58,68,59 ’ 62,82,31 

' *' ' 

44,29,35 J44,37,39 » 46,02,62 | 49,75,87 


(b)Appropriation 6,45,79 t 

6,33,79 ’ 6,17,36 

1 6,00,99 

to DBF * 


f * 

(c'ippropriation 1 


t 

to Pension Fund 1 

! 

(d) Parent to worked 1 



lines. _ 21 4 60 

14,82 JC-) 75 

*(-) 1,55 

(e) Total working ' 

i 


expenses 44,28,06' 

\ 1\T X- 4- ,C* JH «. 1 

50,77, 96 *50,54,00 

1 50,-02,06 

receipt 5,70,09 * 

1,75,45 * 4,49,01 

, 6,66,53 

. Fat miscellaneous . •’ 

1 


expenditure. 1,07,10 1 

1,36,00* 67,09 

? 1,46,03 

. Met revenue 4,62,99 ’ 

t 

39,45 * 3, 81,92 

* 5,20,50 


,58 


68,57, 

f 

!50,18, 
8,56,i 


5.2 


62,43 r 1,57,05 


f 


6. Payment to General Revenues 

(i )Dividen<jl to General \ » , i 

fltre.mes. 5,03,93- 5,97,03 | 6,65,32 , 7,09, 49 . 7,31,52 ! 8,28,82 

(ii)Paymenc in lieu of • ! ’ * 1 

passenger fare tax. » , , . ! * „ .. 

t t , , *s,Xl,02 

Total — —i ..- - * » 


» t - 

L. 7.31.52 *10. 40 n 44 


>Jq03 i 93, l _.5. 97.03t 6.65*32 , 7 , 

7) Profit (*) cr loss (-) I ! ! ; ' 

(S ' 6/ (-)40,94( ; “)5,57,58(-)2,83,40'(-) 1 (-) 81, 48*-) 

, [ ’ 1,88,99i . 2,20,32 

8) 0peratiag ratio. 88.6* . 96.7* < 91.8* . 88.6*,, 88 . 7 ^ ' 

. . * " — - * * « | " 


85.7$ 











(Continuation) 


Financial results of Southern Railway 

_ _____ ( In th ousan ds o f 

9-60 1960-&1 1961-62 “1962-63 1963-64 T964-65' 1965^66 1966-67 


3,59 J 62,82,31 

t 

>,62 J 49,75,87 
i,99 1 5,96,55 


55 ' (-) 2,58 
,06 | 55,69,84 

53, 7,12,47 

)3 ! 62,43 

pi 6,50,04 

I 

| I 

h 7,31,52 


68,57,28 


50,18,16 
' 8,56,66 


5,2 9 


58,80,11 


9,77,17 


1,57,05 

8,20,12 


8,28,82 


2,11,62 


i 7,31,52 *10.40.44 


-) 81,48'(-) 

1 ' 2,20,32 

I: t 

88.7% ' 85.7% 


73,39,10 &L,97,48j 84,05,51* §4,88,75 J 73,02,21 

i » i t 

55,33,52 58,97,66| 63,73 ,04 69,93,04'57,36,10 
8,59,11 Jl0,15,6g 10,72,63 11,24,79 J 9,98,35 
- J - ; 1,51,03 1,78,25 | 1,39,21 


2,40 


1*46 


1.55 


3 * 91 * 


63,95,03 J69,14,80 75,98,23 82,99,99 * 68,73,66 


9,44,07 112,82,69 8,07,22 11,88,76' 4,28,55 


2,09,17 t 2,10,70 -1,76,39 


1,25,63 » 76, 58 

i 


7,34,90 '10,71,98 6,30,83 10,63,13 . 3,51,97 


9,13,44 »li,32,27 13,22,46 


1,98,50 » 1,95,28 1,89,96 


-Ua. 11*94113^2 7 X 53 15.12,42 

t t f 


-) ’(-) •(-) i( 

3,77,04' 2,55,57 8,81,59' 

' t t 

87.1# ' 84.4# « 90.4# • 


15,01,72 '>14,54,22 

') 

*) 

1,94,13 ») 

I 


16*95*85 » 14,54,22 

i 


-) '(-) 

6,32,72 » 11,02,25 

! 

87.5# « 94.1# 


P.T.O 
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Financial.results 


ar-. .'i « .«:«-'.ut w.s»J • ■ 

--- 

-■■ 

— — -- 

---— 


1956-57 

1957-58 

1958-59 

1959-60 

1960-61 

196 

1 # Gross tralfic receipts 

55,29,69 , 

62,27,25 

65,38,29 70*30,11 

75,15,02 

81,9( 

2(a)0rd inary working 

32,85,84 

38,59,68 

41,23,13 

44,73,15 

48,25,44 

50,9S 

Cb)t.^TOpMation to DRF 

6,10,63 

6,34,61 

6,23,50 

6,39,12 

6,23,31 

8,9{ 

t0 







(d)Payment to worked lines 






(e)xotal working expen¬ 

38,96,47 

44,94,29 

47,46,63 

51,12,27 

54,48,75 

59,94 

ses. 







3. Ret traffic receipts 

16,33,22 

17,32,96 

17,01,76 

19,17,84 

■ ^ 

20,66,27 

22,01 

4. Net miscellaneous 

1,58,76 

2,17,08 

1,53,25 

1,93,84 

1,37,89 

1,38 

expenditure. 




* 



5. Net revenue 

14,74,46 

15,15,88 

16,38,51 

17,24,00 

19,28,38 

20,63, 

6. Payment to General Revenue: 






(i^Dividend to General 







Revenues. 

5,19,57 

5,93,04 

6,65,44 

7,89,62 

7,32,86 

8,27, 

Xii)I ay men t in lieu of 







passenger fare tax. 






2,09, 

lotal 

5,19,57 

5,93,04 

6,65,44 

7,39,62 

7,32,86 

10,36,i 

7. Profit (+) or lots (-) 







(5-6) 

9,54,89 

9,22,84 

9,73,07 

9, &4y38 

11,95,52 

10,27,3 

8, Operating *acio 

70.5# 

72.2# 

72.6# 

72,7# 

72,5# 

m 

73.1# 
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^nancipl resul ts of 5estern(Continu?tion) 


—-- 




--■> --— - 

... ,(±r 

i thousands of_Rup 

) 1960-61 

1961-62 

1962-63 

1963-64 

1964-65 

1965-66 

1966-67 

.1 75,15,02 

81,96,10 

89,78,45 

96,73,16 

102,87,88 

113,15,61 

118,01,45 

.5 48,25,44 

50,99,02 

58,15,68 

60,88,99 

66,02,61 

71,39,92 

77,42,57 

.2 6,23,31 

8,95,20 

8,56,21 

9,92,98 

9,87,33 

9,89,30 

11,42,06 


wm 

9m 


1,90,78 

2,13,60 

2,06,90 

!7 54,48,75 

59,94,22 

66,71,89 

70,81,97 

70,80,72 

83,42,82 

90,91,53 

14 20,66,27 

22,01,88 

23,06,56 

25,91,19 

25,07,16 

29,72,79 

27,09,92 

1,37,89 

1,38,12 

2,06,43 

1,89,50 

1,85,19 

1,59,68 

1,57,67 

P 19,28,38 

20,63,76 

21,00,13 

24,01,69 

23,21,97 

28,13,11 

25,52,25 

7,32,86 

8,27,13 

8,82,75 

10,41,63 

11,09,94 

12,36,72) 







) 

16,01,93 


2,09,46 

2,08,84 

2,03,99 

2,03,73 

) 

2,05,93) 


7,32,86 

10,36,59 

10,91,59 

12,45,62 

13,13,67 

14,42,65 

16,01,93 

11,95,52 

10,27,17 

10,08,54 

11,56,07 

10,09,30 

13,70,46 

9,50,32 

’2,5% 

73.1# 

74.3# 

73,2# 

75.6# 

73.7# 

77# 
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(Vide para 17.20) 


FINANCIAL ANALYSIS 

Since we found that certain Railways have been 
persistently showing deficit, we have made sample studies 
of the Southern, Northern and North Eastern Railways with 
a view to forming an appreciation of the possible avenues 
of economy and their dimensions. For this purpose we have 
made a comparison with the trends on the Y/estern Railway 
which has both Broad and Metre Gauge sections of similar 
character and has been regularly paying. This, however, 
does not imply that Y/estern Railway results have been 
assumed to be ideal. Since the variation in wages and 
costs of materials is a common factor, the comparison 
takes care of it and the differing trends are indicative 
of comparative efficiency or inefficiency. 

2. Important items of working expenses are* 

a) Repairs and maintenance; 

b) Operating staff; and 

c) Operation (Fuel). 

3. The subject of Administration as a head of working 
expenses, has already been touched upon separately and the 
scope for economy in the case of officers has been indicated 
against each Railway. The methodology to bring down the 
expenditure on staff has also b .' v *n indicated. 

4. Commencing from the year 1957-58, the expenditure on 
subordinate supervisory staff s has bien shifted from 
'Administration 1 to 'Repairs and Maintenance/Operstion' 


on the basis of the recommendations mede by the Estimates 

Committee..• 



Committee in their 23rd Report on the Railway Buuget 1356-57. 

-if the formation of the South Central Railway flora 2-10-67, 
two divisions of the undivided Southern Railway (viz., Vijayawada 
an- Guntakal) got merged with the new Zonal Railway* While the 
figures of expenses of the residual Southern Railway were adjusted 
on a notional basis i.e., assuming the bifurcation to have taken 
place as from 1-4-66, the results of 1S66-67 are likely to be 
somewhat confused. The analysis in the succeeding paras are, 
therefore, confined to a-nine year period from 1956-57 to 1965-66. 
5. Coming to the subject of repairs and maintenance, we 

shall first take up the maintenance of structural works. The 
comparative position in respect of the broad heads is as follows :- 


Co st per equa ted. Track Kil ometre 

Admn, & Execu- Office Staff Subordinate Total Percen 
tive Officers. Supervising variatior 



56-57 

65-66 

56-52 


56-57 65-66* 

56-57 

65-66 

rood Gauge 








»» S.Rly. 

65.06 

62.80 

219.80 

251,30 

132.85 253.50 

417,71 

567,60 

" W.Rly, 

119.55 

81.01 

241.23 

182,97 

140.62 371.60 

501.40 

635.58 

» N.Rly. 

55.62 

74.92 

144.44 

202.26 

115.68 266.68 

315.74 

543.86 


6, It will be noticed that the total of the Supervisory 

staff on the Southern Railway has increased by about 9$ more 
than on the Western Railway whereas on the Northern Railway 
the increaso is 45.4^ more. These substantial variations on 
the Southern and Northern Railways compared with the Western 
should be looked into. An attempt should be made to lay down 
the norms of expenditure, under each of the heads and their 
variation on the basis of changing wages and costs of materials 
should be closely watched from year to year. The compilation of 





ft Gauge 
•Riy* 

.Rly. 

.Bly. 


data should be on the same basis. 


Cost nor equated T raci: Kilometr e 

Adron; & Execu- Office Staff Subordinate Total Perccn- 
tive Officers. Supervising tage 

staff. varia- 

_____ _ _ _ tio n. 

56-57 65-66 " 56357 65-6 6 56-57 65-65 56-57 " "65-66 


66.00 83.30 300.14 274.50 128.70 363.30 494.84 721.10 45. 7£ 

46.13 81.21 121.68 247.22 116,91 353.06 284.72 681.49 139.4# 

73.52 85.90 167.36 178.01 99.19 287.75 340.07 551.66 62.2# 


In the case of metre gauge, the total cost on the 
Southern Railway is much higher. Why the variation on the 
'Western Railway is so high should also be looked into. Here 
again norms should be laid down for purposes of comparison. 
8. The trend of indices for the expenditure on track 
maintenance (i.e. amount booked under A.2100) per equated 
track kilometre is: 




^956-57 

1959-59 

iSSOrJl 

1961^62 

JL965-66 

(B«G* ) 

s.Rly. 

100 

131 

251.5 

243.6 

221.3 

it 

W.Rly. 

100 

96.6 

118.8 

163.6 

187*2 

ir 

N.Rly. 

100 

96.4 

144.7 

169.6 

228.7 

(M.G.) 

S. Rly. 

100 

199,2 

259.5 

221.5 

229.6 

tt 

W, Rly. 

100 

147.1 

159.2 

164.8 

210.6 

It 

N. Rly. 

100 

187.0 

256.3 

205.3 

261.9 


9. This also indicates that the build up of expenditure 

on the Southern and Northern Railways in both gauges has been 
greater than on the Western Railway. Reasons for this increase- 
should be analysed and necessary measures taken to bring down 


the costs.... 


the costs. 


-9& 


10. Cost of repair pci equated engine kmUtcjssl 


1S56-57 

1959-60 

1960-61 

1961-62 

1965-66 Percentage 
increase in 
1965-66 over 
... .. 1956-57. 

Meeh.Work* 

shop 0,24 

0.22 

0.23 

0.25 

0.26 8.3$ 


Transports 0.10 0.12 0.14 0.17 0.21 110.0$ 

tion work¬ 
shop, ___ 

Totals 0.34 0.34 0.37 0,42 0.47 38.2$ 


a^sternj^. 

Mechanical 0,17 
workshop. 

0.14 

0.14 

0.17 

0.15 

(-)ll.8$ 

Transporta- 0.14 
tion workshop,., 

0.16 

0.1S 

0.21 

0,28 

100,0$ 

Totals 0.31 

0.30 

0.33 

0.38 

0.43 

38.7$ 

Northern Rly. 
Mechanical 0,12 
workshop. 

0,13 

0.17 

0.15 

0.14 

16.7$ 

Transporta- 0,14 
tion workshop. 

0,14 

0,16 

0.17 

0.24 

71.4$ 

Totals 0.26 

0.27 

0.33 

0.32 

0.38 

46.2$ 


The inercaso on the Southern Railway and western Railway 
in regard to repairs to steam locomotives are of the same order 
whereas on the Northern Railway the increase h^s been higher by 
about 8$ over the Southern Railway. The increase in transporta¬ 
tion workshop on the Southern ana transportation workshop on the 
Northern Railway has been disproportionately high and this needs 
looking into. Here again norms of unit cost of repair should be 
determined and the compilation of data should be made on a common 
basis. 


...11 



IX. 
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Cost of shop repairs to 
wago ns (in terms of 4»wh 


coaches and 
c clocsi_. 


Average Average 
No, on No,under 
line or awai- 
(daily) 4ing 

repairs 

_._Ldg-iJxt. 


Pcrc<*?i- Unit 
tage, cost 


,_ ia§8s&. _ 

t Average Average Percen- 
, t No. on No. under tage 
f line or await- 
(daily) ing ropa- 
, irs(daily) 


Unit 

cost. 


moss 

G)S»Rly.2,385 

128 

5.4$ 

1739.3 

| 3,933 

242 

6.2$ 

2746*20 

W.Rly.1,714 

141 

8,2$ 

2621.8 

» 2,718 

108 

4.0$ 

2550.33 

N.Rly.3,856 

301 

?.8$ 

1893.1 

• 5,903 

1 

399 

6.8$ 

1703.28 

lSs.Rly.14,060 

294 

2.1 $ 

282.9 

1 

£9,704 

221 

0.7$ 

274.60 

W.Rly.15,390 

275 

1.8$ 

272.7 

23,512 

484 

2,1$ 

284.48 

N.Rly.27,030 

241 

0.9$ 

» 

227.1 

49,919 

f 

317 

0.7$ 

182.58 


It will be seen that the unit cost of shop repairs of 

carriages has gone up steeply on the Southern Railway whereas 

nere has been a drop on the Western or the Northern Railways, 

""he percentage of coaches given shop repairs to the- average 
x 

n jnber on lino also shov/ed an increase on the Southern Rail- 

Western and Northern Railways the position indicates 
way, whereas on thc^declining trend. This indicates consider¬ 
able scope for economy. .Why there is such a marked variation 
in unit cost of repair between the throe Railways needs looking 
into. Apparently material consumption is an important reason, 
which may bo due to greater leakage on Southern and Western 


Railways, 


12. Qp^t^Ounn ijig^e^ir §.-OX J&fiSfeSS, 

wagons pe r ^000 vehicle Ki ns. 

CO AC HES 


__ 

RmtiJULMS&XS. 

(B.G.)S.Rly. 3.63 

" W.Hly, 6.75 

•' N.Rly. 4.65 


_1965-6 6’_ 

Running Repairs 

6.53 
9,13 

8.54 


Percentage 

incre a se 

79,89/6 

35.26$ 

83.66$ 

WAGONS..... 





«*iuu* 



W. 



(B.G.) S.Rly, 

3.80 

8.73 

129.74^ 

" W.Rly. 

5.98 

9,30 

55.52/» 

" N.Rly. 

5.60 

8.44 

50.71/J 


The cost of running repairs of coaches and wagons per 
thousand vehicle kilometre shows a steady increase on all the 
three railways, but the percentage increase on the Southern 
Railway is greater and in the cost of wagon repairs it is even 


more pronounced. Unit cost of rut ning repair of wagons also 


shows a sudden 

rise on the 

i Southern 

Railway 

in 1965-65 

as the 

following figures show: 

1956-57 

1959- 60 

1960-61 

1661-12 

196&66 

Transoortation 

^■QXKgho.p.. 

Broad Gauge 

S.Rly. 

63.0 

128.6 

107.0 

158.0 

195.5 

Index 

100.0 

204.2 

169.8 

250.8 

310.3 

» W.Rly. 

197.1 

202.8 

243.1 

268.1 

291. 

Index 

100.0 

102.9 

123.3 

136.0 

147.8 

'« N.Rly. 

176.3 

182.4 

189.6 

174.8 

215.5 

Index 

100.0 

103.4 

107.6 

99.2 

122.3 


13. 


Engine , Km. per da y ner floods E ngine 




1956-57 

1959-60 

^ 60 =ex 

1961-62 

1965-6 

Broad Gauge 
S.Rly. 

161 

166 

165 

156 

140 

fT 

Index 

100 

103.1 

102.4 

96.8 

86.9 

U 

W.Rly. 

135 

143 

160 

169 

157 


Index 

100 

105.9 

118.5 

125.1 

116,5 

ft 

N.Rly. 

143 

159 

161 

153 

110 


Index 

100 

111.1 

112.5 

106.9 

76,£ 


On the 



-icn- 

the Southern Railway t.ie index has aropped in 1965-66 
to 86,96 i.e, approxi lately 13# more engines(steam) have been 
utilised. On the Northern Railway there has been a ste^pfall 
of about 31*7# from the best result. These additional engines 
affect the Budgets 



a) 

in 

additional 

investment 

involving 

depreciation 



and 

l dividend ! 

Liability; 





b) 

in 

additional 

maintenance cost; 




c) 

in 

additional 

running cost. 



14. 



teP.n..,Kgu 







1956-57 

j.959-60 

1960-61 

1961-62 

1965-66 

Broad 

Gauge 








S.Rly. 


73.1 

73.1 

66.0 

64.2 

53,3 


Index 


100 

100 

90.3 

87.8 

72.9 

Tt 

W.Rly. 


89.5 

82.1 

109.3 

118.8 

101.3 


Index 


100 

91.7 

122.1 

132.7 

113.2 

t» 

N.Rly. 


87.4 

97.7 

103.3 

97.9 

78.8 


Index 


100 

111.8 

118.2 

112.0 

90.2 


15. The Southern Railway has gone down by 27 points. The 
average number on line in 1965-66 was 29 704 wagons, i.e. 27# 
of these or about 6300 wagons could have been saved. Each 
wagon costs about Rs.18,000/- and, therefore, the additional 
investment amounts to about Rs.11.3 crores. Results of the 
Western and Northern Railways also indicate sharp* deterioration. 

16 , Cost of Locomotive Running Staff — Cost of station 
staff is practically constant and the scope of economy only 
exists in the case of the Trains Branch or the Yard Porters 
and Khalasis. These categories should be reviewed. Apart 
from this, it is the Operating Running Staff who should 


increase.... 



increase only in proportion to train kilometres. 


17* Instead 

of mentioning the 

figures of 

-- p . o 4- o v 

- v J v • ^ 

— ^ - * - — 

take lot of space 

, we are 

using the 

indices to 

draw conclusions. 


Indices 

of Cost of Locomotive 

5 Running 

Staff 


1956-87 

l§§9-60 

1960^61 

1961-52 

1,965-66 

Broad Gauge 

S.Rly. 

100 

118.6 

186.1 

189.4 

275.4 

" W.Rly. 

100 

124.9 

188 • 1 

208.6 

285.6 

« N.Rly. 

100 

120.9 

147.3 

172.8 

239.5 

T^in Kilometres 
(Passenger) 





S.Rly. 

100 

97.6 

97.1 

98.9 

122.4 

W.KLy. 

100 

117.7 

122-8 

124.5 

144.5 

N.Rly. 

100 

104.9 

105,9 

106.1 

114.1 

(Goods) 

S.Rly. 

100 

111.2 

110.4 

115.2 

128.5 

W.Rly. 

100 

121.4 

125.3 

133.8 

157.1 

N.Rly. 

100 

116.3 

117.0 

121.8 

133.0 


18, The running staff required for goods train kilometres 

is roughly twice that of passengers and applying this equation, 
we get a composite index of requirement of staff for comparing 
with the variation of costs. 

1956-57 1565*66 


S.Rly, 

100 

126 

W.Rly. 

100 

153 

N.Rly. 

100 

127 


19. This indicates that the cost of locomotive running staff 

index should have gone up less on the Southern Railway compared 
with the Western Railway by about 18#. Actually the variation 
is only 3# less. Roughly the cost seems 15# more than what it 
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would have been had the Southern Railway maintained the speeds 
of goods trains to the levels of Western Railway. This too is 
a loss which can be improved by better operation. For loco 
running staff alone, it amounts to about Ss, 26 lakhs on the 
basis of our assessment. The corresponding transportation 
staff may amount to about Rs.14 lakhs. 

20, We next come to the question of fuel consumption. 

This subject has been discussed in ehaptar XVII in detail. 
Here we will just indicate the variations on the Southern 
Railway between the two years for which comparison is being made. 

Coal consumption per 1000 G.T.Xms. 


—..jaakSZ_- —1965-66..,. 

P. G. P. G. 


Broad Gauge 

S.Rly. (K.GJ59.8 

45.6 

61.5 

52.3 

W.Rly. 

43.8 

44.5 

43.6 

41.9 

N.Rly. 

49.0 

41.4 

57.3 

56.0 

to 

H 

• 

In the case 

of Southern Railway 

(BG), we may neglect 


the variation under passengers, but in the case of goods it is 
substantial, being 15$ more. Allowing for 5$ variation due to 
the low calorific value of coal, the net increase is of the 
order of 10$ and the loss due to it is estimated at about 
Rs.29 lakhs. On the Northern Railway, passenger train consum¬ 
ption increased by about 17$ and goods by about 35$, and 
allowing for 5$ lower calorific value the loss works out roughly 
to Rs. 150 lakhs. 

22. North Eastern Railway — (i) Cost of general adminis¬ 

tration per equated track kilometre in 1966r67 on the North 
Eastern Railway was Rs.790,90 as against Rs.382,81 on the 

Western,.. 




Western Railway. This is an important item where expenditure 
should be saved. Roughly Rs.400/- per equated track kilometre 
ie the amount involved. The total saving on an equated track 
kilometre of 6^250 would be approximately Rs.25 lakhs. 

(ii) In respect of repair to rolling stock, while the 

maintenance costs are not basically higher, but on account of 
slow movement of goods traffic, both the engine and the wagon 
requirement is greate • In 1966-67, the wagon kilometre on 
North Eastern Railway was 46.6 while on Western Railway it was 
84*6. Lest it may be argued that Western Railway has ran appre¬ 
ciable diesel traction, wc have looked into the figures prior 
to dicselisation and find th^t in 1S62-63 the Western Railway had 
reached the figure of 82.1. In 1963-64 it was 78.4 and in 1964-65 
it was 83.2. There is, therefore, a big difference. Western 
Railway .also has a number of transhipment points and branch lines. 
Intensive effort and planning of movements should be done on the 
North Eastern Railway and the gooes trains speeds should be 
improved. It is to bo realised that even if 75 wagon kilometres 
per wagon day is treated as a norm, there is a big $leo-way to 
be made up. It involves a saving of something like 10,000 to 
12,000 wagons or an investment of 10 to 12 crores of rupees could 
be saved. 

Likewise, in the case of engines, engine kilometres 
per goods engine day in use is 121 on the -North Eastern Railway 
against 145 on the Western Railway, About 20# improvement is 
needed which should reduce the requirement of engines corres¬ 
pondingly, This again involves additional' investment. 229 engines 
were in use on good® services in 1966-67, which means that about 
45 engines may be saved and these at a capital cost of Rs.4.5 lakhs 


would.... 
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would give a saving of 2*025 croros. There is thus an ition?l 
investment of 12 to 14 croros in goods engines anu wagons. The 
interest and depreciation on these at 8.5# works out to RsAcrorc. 

(iii) Cost of maintenance on this additional rolling stock is 
also substantial. Rs.232.25 per wagon on 10,000 wagons gives a 
saving of Rs.23 lakhs. In regard to engines,approximately 

Rs,3 croros is spent on the North Eastern Railway on locomotive 
maintenance and 45 engines constitute about 4,5# of the total or 
about Rs.13.5 lakhs. The train staff will also bo reduced. The 
percentage of wagons in mechanical workshops is also high, 

(iv) The number of wagons owned by the North Eastern Railway 
is 34,015 in terms of four-wheclcrs, but the average in their use 
is 28,294 i.c, their ownership is about 5,300 wagons more than 
their needs and they have to bear interest, maintenance and 
depreciation charges on those while other railways use them, 

23. Cost of operating a train Km, is the surest index of 

economic working and these are reproduced below:- 


Cost per train kilometre(excluding inter st) 


1956.57 

Broad Gauge 

Cost per passers „ 

-ger Train Km. 


1960-61 

1961-62 

1965,66 

S.Rly. 

6.77 

7.70 

8.00 

8.82 

10.86 

Indox 

100 

114 

118 

130 

160 

w.Rly, 

6.59 

6,48 

7.31 

7.81 

9.41 

Index 

100 

98 

111 

119 

143 

N.Rly. 

5,46 

6.07 

6.50 

7.32 

9.67 

Index 

100 

111 

119 

134 

177 


Cost per,... 







1959-60 

1860-61 

isoj-eg 

1965-66 

cost ocr Goods 

Trr,in„Km^ 

s.Rly. 

12.50 

13*50 

13.20 

14.20 

18.07 

Index 

100 

108 

106 

114 

145 

W.Rly, 

13,20 

14,10 

14.10 

14.70 

15.44 

Index 

100 

107 

107 

111 

117 

N.Rly. 

11.70 

12.40 

12.60 

13.80 

16.62 

Index 

100 

106 

108 

118 

142 

mtgLme& 

cost per prtBflon- 
-gor Train Xm. 

s.Rly. 

4.70 

5.37 

6.21 

6.05 

8.08 

Index 

100 

114 

132 

129 

172 

W.Rly. 

5.51 

6.68 

7.14 

7.51 

10.74 

Index 

100 

121 

130 

136 

195 

N.Rly. 

5,66 

5.98 

6.34 

6,62 

10.03 

Index 

100 

106 

112 

117 

177 

N.B.Rly. 

6.90 

7.38 

7.58 

7.76 

10.05 

Index 

100 

107 

110 

112 

146 

Cost per, Goods. 

£rain Km.. 

s.Rly. 

8,39 

9.20 

10.00 

9.86 

12.72 

Index 

100 

110 

119 

118 

152 

W.Rly. 

9.07 

10.30 

10.20 

10.80 

12,75 

Index 

100 

114 

112 

119 

141 

N.Rly. 

10.70 

9.69 

9.60 

10.60 

12.77 

Index 

100 

91 

90 

99 

119 

N*S* Rly • 

11.70 

12.00 

11.80 

12.70 

13,32 

Index 

100 

103 

101 

109 

114 


It will. 
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It will be observed that on the broad gauge, the rate of 
increase in cost per train Km* both goods and passenger, was 
the lowest on the Western Railway. If the unit cost on the 
Southern and Northern Railways (Broad Gaugejhad increased at 
the same rate as on the Western Railway, the results would 
have been as under:- 


Railway 

1 

Actual 1 

i 

f 

train Km. in 
Adjusted to I 
the rate ofl 

increase 
registered 
on W.Rly. 

1965*66 , 

Variation! 

1 (Col. 1-2) j 

I 

1 

1 

1 

.. . ... . _.... 1 

Train Kins, 
in 

1865-65 
(000) 

iEstimated 
; aG„ itionai 
iexpenses 
«in 1965-6£ 

1 (in crores 

1 (-001.3x4) 


1. 

2. 


3. 

4* 

5. 



(Rupees) 





» Southern 

(a) Passenger 

10.86 

9.68 


+1.18 

17,296 

2.04 

(b) Goods 

18.07 

14.63 


+3.44 

11,314 

3 S 89 







5. S3 

£« Northern 







(a) Passenger 

9,67 

7.81 


+1.86 

32,530 

6.05 

(b) Goods 

16.62 

13.69 


+2.93 

23,169 

6*79 


12.84 


On the metre gauge, the increase in the cost per 
passenger train km. was the highest on the Western Railway - 
95 per cent - as against 46 per cent on the North Eastern Railway 
On the Southern and Northern Railways, the increase was 72 per 
cent and 77 per cent respectively. In respect of goods services, 
the r-'tc of increase in the unit cost w?\s the highest on the 
Southern Railway - 52 per cent as against 14 per cent on the 
North Eastern Railway. It will, however, be observed that the 
cost per tr-'in km. on the North Eastern Railway was the highest 
in 1856-57 in respect of both passenger and gooes services; in 
1965-66 though the difference b tween the cost per goods train 


Km 


rn r;\ 



«ane- 

xure 

xyii/ 

18 
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km. on the N.E.Railway and other three Railways has been reduced, 

j. \j s .s s «ill uj-ie *i.4-^nest# 

2c, Financial results of these four Railways, namely, Northern 

Vc rth Eastern, Southern an>. "Astern Railways during each year fror 

* 

195S-57 to 1965-66 are indicated in anncxurc. It is seen that th 
Western Railway has always been running in profit. The total ^raou 
of profit earned by this Railway during 1S65-66 was Rs.13.7 crorcs 
which was the highest in all the years under comparison. The 
Northern Railway which was running in profit till 1963-64 showed 
deficit during 1964-65 and partially recovered in 1965-66 by 
showing a. nominal surplus. The best figure of profit achieved on 
Northern Railway was Rs.7.S crorcs in 1963.64. Southern and North 
Eastern Railways have always been running in deficit. The amour 
of loss in 1965-66 on the North Eastern Railway and Southern Rail¬ 
way was of the same or&ci i.e. Rs.6,3 crorcs. 

26, Vic consider that an analysis of trends of expenditure on 
Railways should be done somewhat on these lines as a regular 
measure to focus attention on disproportionate increases on 
some Railways and improvement on others. It is only by such 
analytical approach that administrative weaknesses in the control 
of expenditure can be detected and put right, Y/o are rather 
disappointed that this had not been done previously by the 
R'-'H way Board, 




